RAILWAY RATES 


THE METHOD OF CALCULATING EQUITABLE RATES 
AND CHARGES FOR MERCHANDISE 
CARRIED ON RAILWAYS 


IN THREE PARTS 


BY THE LATE 

JOSEPH HORROCKS 



LONDON 

SWAN SONNENSCHEIN-& CO., LIMITED 

25 HIGH STREET, BLOOMSBURY, W.C. 

1^09 




Richard Clay & Sons, Limited, 

BRnAD SIRFLT HILI , D C , AND 
BUNGAY, SUFFOLK. 



PREFACE 


Joseph Horrocks, the author of “TheJ\Jethod of Calculating 
■“ Equitable Rates and Charges for Merchandise Carried on Railways,” 
having spent a great portion of his life in the study of railway rates, 
and the management of goods traffic on railways, became an acknow- 
ledged expert m these matters. 

The volume, which we, his nieces and executrices, now place befoie 
you, in accordance with his dying request, is the result of the above-* 
mentioned experience and many yeais of patient labour 

If the “Method” piove to be of use to the authorities who are 
seeking to reform the present system, the object of a noble life will be 
fulfilled. If not, we shall have carried out the authors verbally 
expressed wish fcy publishing the woik, and shall be thankful that our 
beloved uncle has n<5t lived to suffer the disappointment of failure 
Thanking you for your foibeaiance, we are 

Yours faithfully, 

Priscilla Blackmore Knoavles, 
Bessie Knowles. 




CONTENTS 


PART I 

DEFINITIONS OF SERVICES, LIABILITIES, AND OBLIGATIONS . 

PART II 

THE METHOD DESCRIBED 


PART III 

THE METHOD ILLUSTRATED BY EXAMPLES 


CHAPTER 

I Railway, motive-power, and wagons — Intertermmal services of 
railage, haulage, and truckage 

1 1 South N orthern Railway Company General merchandise carried 
in open and in covered wagons — Formation of grades — Rates 
per ton of load, per mile . ... 

III. South Northern Railway Company General merchandise 

tzntied) — First and second terminal services of stoppage 

IV. South Northern Railway Company General merchandise {con- 

tinned) — Fust and second terminal services of railage, haulage, 
anciT ti uckage 

V South Norfhern Railway Company General merchandise {con- 
tinued) — ^Junctional services of stoppage, railage, haulage, 
and truckage . 

VI South Northern Railway Company . General merchandise {con- 
tinued) — First and second terminal services of porterage 

VII South Northern Railway Company General merchandise {con- 
tinued) — First and second terminal services of clerkage 

VIII. South Noithern Railway Company . General meichandise 

tinued) — Risk — Taxes — Extraneous services (liabilities and 
obligations) • . . . . . . 

IX South Northern Railway Company General merchandise {con- 
tinued) — Charges for terminal and junctional services, lia- 
bilities, and obligations, and lates for consecutive distances, 
shown separately and unitedly 

X. South Northern Railway Company General merchandise {con- 
tinued) — Small consignments 

XI South Northern Railway Company . General merchandise {con- 
tinued) — Cartage 

XII. South Northern Railway Company Articles of extraordinary 
* weight or dimensions can led m peculiarly-constructed wagons 


PAGES 

:^i5 

1 6-67 

68-7-7 

78-85 

86-91 

92-107 

108-114 

115-121 

122-127 

128-133 

+v 

I 34-1 50 
151-162 
163-185 
186-208 



PAGES 


CHAPTER 

XIII 

XiV 

XV 

XVI 

XVII 

2 ^VIII 

XIX. 


XX 


XXI 


XXII. 

XXIII, 

XXIV 

XXV. 

XXVI 

XXVII 

XXVIII 


XXIX 


South Northern Railway Company . Articles of great length 
occupying two or more wagons 

South Northern Railway Company Coal, lime, etc , carried m 
wftgons provided by the railway company .... 

South Northern Railway Company Coal, lime, etc , carried in 
wagons provided by tiadeis 

South Noithein Railway Company Mcichandise carried in 
tiadeis’ wagons that would otherwise be leturned, empty, to 
piivate sidings .... . • . 

South Northe]..n Railway Company Vehicles, running on then 
own wheels 

South Northern Railway Company Live stock . 

South Northern Railway Company Mode of indicating dis- 
tances between a given station or private siding, and othei 
stations and private sidings, on the same railway, with the 
Nos of the Scales of Rates and Charges for meichandisc 
comprised in the several divisions of traffic, respectively 
appropriate for such distances 

South Noithein and West Eastein Railway Companies con- 
joined Rates and chaiges for general merchandise earned 
in open and in covered wagons 

South Northern and West Eastern Railway Companies con- 
joined Articles of extiaoidmaiy weight oi dimensions 
cairied in peculiar ly-constiuctcd wagons 

South Northern and West Eastern Railway Companies con- 
joined Articles of great length occupying two or more 
wagons . .... 

South Northern and West Eastern Railway Companies con- 
joined . Coal, hmc, etc., carried m wagons provided by the 
railway companies . 

South Northern and West Eastern Railway Companies con- 
joined Coal, lime, etc, earned m wagons provided by 
tradeis . .... 

South Noithern and West Eastern Railway Companies con- 
joined Merchandise earned m tiaders’ wagons thj>^ would 
otherwise be leturned, empty, to private sidings . 

South Northern and West Eastein Railway Companies conjoined* 
Vehicles running on then own wheels 

South Noithein and West Eastern Railway Companies con- 
joined Live stock 

South Northern and West Eastern Railway Companies con- 
joined , Mode of indicating distances between a given station, 
01 private siding, on one railway, and stations and piivatc 
sidings on anothei railway, with the Nos. of the Scales of 
Rates and Charges foi merchandise compiised in the sevcial 
divisions of tiaffic, respectively appropricite foi such distances 

The Method briefly outlined ..... 


209-225 


226-246 


247“26i 


262-268 

269-275 

276-304 


305-3x2 

313-370 

371-382 

383-394 

395-406 

407-422 

423-433 

433-439 

440-466 


467-477 

478-485 



LIST OF TABLES 


TABLE 

I 

SOUTH NORTHERN RAILWAY COMPANY 

• 

UNITED RATES AND CHARGES FOR CONSEGUJIVE DISTANCES 

General merchandise carried in open and m covered 

PAGES 


wagons . 

(Ex. 12) 

I44-L49 

II 

Articles of extraordinary weight or dimensions carried in 




peculiarly-constructed wagons ... 

(Ex 21) 

202-207 

III 

Articles of great length occupying two and three wagons 
lespectively 

(Ex 24) 

220-225 

IV 

Coal, lime, etc , carried in wagons provided by the railway 
company 

(Ex 26) 

240-245 

V. 

Coal, lime, etc , earned in wagons provided by traders 

(Ex. 29) 

254-259 

VI 

Merchandise carried in traders’ wagons that would other- 
wise be returned, empty, to private sidings 

(Ex 31) 

265-267 

VII 

Vehicles, lunning on their own wheels 

(Ex 33) 

272-274 

VIII 

Live stock 

(Ex. 40) 

398-303 

THE SOUTH NORTHERN AND WEST EASTERN 

RAILWAY 


COMPANIES, CONJOINED 


UNITED RATES AND CHARGES FOR CONSECUTIVE DISTANCES 


IX 

General merchandise earned in open and m coveied 
wagons . 

(Ex 

00 

362-367 

X 

Articles of extraordinary weight or dimensions earned in 
peculiarly^constructed wagons 

(Ex 

60) 

376-381 

XI 

Articles of gieat length occupying two and three wagons, 
respectively 

(Ex 

62) 

3S8-393 

XII. 

Coal, lime, etc , earned in wagons provided by the railway 
companies 

(Ex 

64) 

400-405 

xni 

Coal, lime, etc , earned in wagons piovided by tiadeis 

(Ex 

67) 

416-421 

XIV 

Meichandise carried in tradeis’ wagons that vvould othei- 
wise be returned, empty, to private sidings 

(Ex 

69) 

429-431 

XV 

Vehicles, running on tiieir own wheels 

(Ex 

71) 

436-438 

XVI 

Live stock 

(Ex 

78) 

460-465 




RAILWAY RATES 


PART I 

DEFINITIONS OF SERVICES, LIABILITIES AND OBLIGATIONS 

The act of conveying a train consisting of engine, tender, brake- 
van, and loaded or empty wagons from one station on a railway to 
another station, respectively called the first and second terminal stations, 
comprehends three intertermmal services, namely, railage, haulage, and 
truckage, 

Intertermmal t'atlage — The interterminal service of railage consists 
in the continuous use of a section of railway by a tram in its progress 
from the first to the second terminal station It includes the employ- 
ment of signalmen, aided by mal:hinery, to safeguard the movements of 
the tram during its journey. The track immediately in fiont of a train 
in motion must, for reasons of safety, be kept clear , hence a moving 
train monopolizes a section of railway many times greater than its own 
length. 

InterternmW'l haulage — The interteiminal service of haulage com- 
prises the expendit*are of power, the use of machinery, and the employ- 
ment of a staff of skilled men in moving a tiam and controlling its 
course fiom the first to the second terminal station. 

hiterte} mi7ial U'uckage — The intertermmal service of truckage consists 
m the use of vehicles forming a tram during their transit from the first 
to the second terminal station. The use of tarpaulins, chains, ropes, and 
other accessories must be joined to that of wagons, all these instruments 
being applied to analogous purposes 

Every act of conveyance is preceded and followed by the performance 
of certain services at each terminal station These ^rvices are similar 
at both first and second terminal stations. They aie six in number, 
and may be described as follows — stoppage, railage, haulage, truckage, 
porterage, and clerkage 

Termt7ial stoppage. — The terminal service of stoppage denotes the 
combined services of railage, haulage, and truckage rendered during 
the stay gf an engine or tram at a terminal station for the puipose of 
attaching and detaching loaded or empty wagons 



The interterminal services of railage, haulage, and truckage, consti- 
tuting conveyance, and thefiist and second terminal services of stoppage 
which form* the complement of conveyance, aic judged, for calculative 
purposes, to take place continuously, alternating thus . stoppage, con- 
veyance! stoppage. The passage of a tiam, however, between the 
terminal stations is often interrupted owing to a variety of causes, such 
as obstacles in the way, need of fuel or water, the appujach from behind 
‘of a quicker tram which necessitates the shunting of a slower tiain in 
front, and other reasons. During these intcriuptions the services of 
railage, haulage, and truckage continue to^bc performed, 

- * Other services, distinct from those forming conveyance and yet 
indispensable, have to be fulfilled daily. For example, before a loco- 
motive can be used as an instrument of power it has to be got in 
readiness for the work set before it, and individuals are employed to do 
this duty The driver, fireman, and guard have their seveial duties to 
perform, daily, befoic they aie able to place an engine, tender, and 
brake-van in position for attaching wagons to form a tiain* When a 
journey outwaid is completed, prepaiation has to be made foi the jouincy 
inwaid. To conclude the day’s wprk, the locomotive needs to be taken 
to the engine-shed to be cleaned before being again used The work 
accomplished by means of the lailway, steam power, machinery, vehicles, 
and labour, in effecting the complete conveyance of trains, comprises 
duties that may be divided into two kinds, and distinguished as main 
services and suppletive services. Piobably only seven or eight out of 
every ten hours of employment arc devoted by the staff of a tram to 
the performance of main sci vices, oi sci vices that can be professedly 
charged for. ^ 

Services rendered undci othci ciicumstanccs aig also to be noted. 
On ceitain sections of railway where the gradient is steep, locomotives 
are employed to assist m the conveyance of tiains fiom the foot to the 
summit of the incline, after which they ictuin, to be again available for 
the same duty in connection with othci tiains. By this piocediue, the 
interterminal sei vices of .railage, haulage, and tiuckagc, i elating to the 
instruments of power, are increased. 

At some stations it frequently occuis that laige consignments of 
merchandise, designed for one tradci oi fiim, arc tendered for convey- 
ance, requiring the despatch of extra tiams Such trains are called 
special trams, to distinguish them from the ordinary daily goods trains 
that appear in the working time-table When special trains have com- 
pleted their journeys, it may happen that return-loads cannot be 
provided, and that the engines, tcndeis, and brake-vans have to be 
brought back, without trains, to the stations whence they came. In this 
contingency, the weight of the engine, tender, and brake-van, employed 
to effect the conveyance of a tram, becomes doubled ; the mtcftciminal 



services of railage, haulage, and truckage, relating to the instruments of 
power, being doubled also. 

Terminal railage , — The terminal service of railage consists in the 
use, at a terminal station, of sidings as receptacles inVhich loaded 
or empty wagons may stand, and in which they may be rl^oved or 
marshalled by locomotives or other power, as circumstances require. 
It includes the qse of the adjacent main line, when necessary, in carrying 
out shunting operations, and the consequent employment of signalmen. 
It embraces the use of covered and uncovered platforms, wharfs, and 
other suitable places wherq^ goods, either already conveyed or intended 
to be conveyed, may be temporarily deposited for the railway company’s 
convenience, and also the use of land giving access to the sidings. 

Terminal haulage , — The terminal service of haulage comprises the 
expenditure of power, the use of machinery, and the employment of 
individuals to control the power and machinery, in moving loaded or 
empty wagons, at a terminal station, from one position in the sidings 
to another, as may be required. 

Suppletive services are performed in connection with terminal 
haulage. The locomotives designated for shunting purposes, like those 
employed to haul trains, need to be prepared, periodically, in order to 
become effective instruments of power, and have to be moved, as lequired, 
to and fiom the stations where their services are performed. When 
horses are employed, they, too, require frequent attention to render them 
fit for their task. Also, the work of moving wagons at stations is often 
interrupted foi brief periods, owing to various causes, although the 
expenses of labour, power, and machinery still continue 

Terminal U'uckage — The terminal service of tiuckage consists in the 
use, at a terminaUstation, of wagons, including their accessories, either 
loaded, waiting to be despatched or discharged, or empty, waiting to be 
placed in position for loading or despatch, as the case may be. The use 
of tarpaulins in protecting damageable goods from the weather, and the 
use of sheds provided with the same intent during the processes of 
loading and unloading, must be joined to that^f wagons, as instruments 
fulfilling analogous purposes. 

The journeys of wagons between stations situated either far apart, 
on different branch lines, on different mam lines, or on a branch and 
a main line respectively, cannot, with convenience, be made continuously 
in all cases. At junctions, and other suitable places of transfer, sidings 
are provided in which wagons, having finished a part of their designed 
journey, may be left, temporarily, and marshalled with other wagons 
intended to proceed m the same direction, preparatory to the next part 
of the journey. When wagons are conveyed to their destination by 
stages, aufi are temporarily lodged in sidings at junctions or intermediate 
stations, "sei vices of stoppage, railage, haulage, and truckage are rendered 
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at such places. It may be assumed that the larger portion of traffic 
is taken to its destination directly, or by a continuous process, and a 
smaller porfion ai rives theie by stages. 

Services re^idered at intei mediate places of transfei correspond with 
some of* those performed at terminal stations, and, for distinction, may 
be called junctional services. Although junctional services arc similar 
to teimmal services and might be joined to them, it is icquisite to 
calculate theii cost sepaiately, in order that suitable chaiges may apply 
to merchandise passing to and fiom private sidings, at which places 
some of the terminal services aie^ wholly p^i formed by traders, while 
the corresponding junctional seivices continue to be pcrfoimed by the 
railway company 

Junctional stoppage, — The junctional service of stoppage denotes the 
combined seivices of railage, haulage, and truckage rendered during the 
stay of engines or trains at a junction or other intei mediate place of 
transfer for the purpose of attaching and detaching loaded or empty 
wagons. It includes the peifoimance of suppletive services as described 
in refeience to the intcrtciminal seivices of lailagc, haulage, and truckage, 
and the terminal seivicc of stoppage. 

Junctional railage — The junctional service of railage con.sists in the 
use, at a junction or other intermediate place of transfei, of sidings as 
receptacles in which loaded or empty wagons may stand, and in which 
they may be moved or maishallcd by locomotives or other power as 
circumstances requuc. It includes the use of the adjacent main line, 
when necessary, in canying out shunting operations, and the consequent 
employment of signalmen. 

Junctional haulage. — The junctional seivicc of haulago* comprises the 
expenditure of power, the use of machinery, and the employment of 
individuals to contiol the power and machinery, m moving loaded or 
empty wagons at a junction or other intermediate place of transfer, fiom 
one position in the sidings to another, as may be required. It includes 
the performance of suppletive services, as described in connection with 
terminal haulage. 

Junctional truckage. — The junctional service of truckage consists in 
the use of loaded or empty wagons, withr their accessories, during 
their stay in the sidings at a junction or other intermediate place of 
transfer 

In relation to short railways, or such as have*^ no branches, there 
will, of course, be no occasion to compute charges for junctional services, 
since the services will not be pei formed. 

When merchandise is conveyed by two or more railway companies 
conjointly, and wagons, loaded or empty, are transferred by one railway 
company to another railway company at appointed junctions, such 
junctions may be called mterjunctions to distinguish them from j'unctions 
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that unite bianch lines with mam lines, or with othei branch lines on 
the same railway. 

Interjmictional stoppage — The inteijunctional service *of stoppage 
signifies the combined services of railage, haulage, and truckage rendered 
at an interjunction during the stay of the engines or trains of one 
railway company for the puipose of detaching or attaching wagons, 
loaded or empty, prior or subsequent to their conveyance by another 
railway company It includes the peiformance of suppletive services, 
as described in reference to the interterminal services of railage, haulage, 
and truckage, and the tern^inal service of stoppage. 

Interjunctional railage, — The interj'unctional service of railage consists 
in the use, at an interjunction, of sidings as receptacles m which loatled 
or empty wagons may stand, after having been conveyed by one railway 
company and before being conveyed by another lailway company, and 
in which they may be moved or marshalled by locomotives or other 
power, as ciicumstances lequire It includes the use of the adjacent 
main line, when necessary, in carrying out shunting operations, and the 
consequent employment of signalmen. 

Interjunctional haulage — The interjunctional service of haulage com- 
prises the expenditure of power, the use of machinery, and the employ- 
ment of individuals to control the power and machinery, in moving, at 
an interj'unction, loaded or empty wagons, after having been conveyed 
by one railway company and befoie being conveyed by anothei railway 
company, from one position in the sidings to another, as may be required. 
It includes the performance of suppletive seivices, as described in 
connection with terminal haulage 

Interjitncti%nal truckage. — The interjunctional service of truckage 
consists in the us^ of wagons, loaded or empty, with their accessories, 
duiing their stay in the sidings at an interj’unction, after having been 
conveyed by one railway company and before being conveyed by 
another railway company 

Interj’unctional services are, of course, performed only when wagons, 
loaded or empty, are tiansferred by one railway company to another 
railway company. When three or more railway companies are jointly 
employed to convey merchandise, wagons, loaded or empty, aie usually 
transferred by one railway company to another railway company at 
successive mterjunctions, services of stoppage, railage, haulage, and 
truckage being fulfilled at each interjunction. 

Porterage. — The service of porterage consists in the employment of 
labour, and, when required, includes the use of machinery and power, at 
a terminal station, in loading, unloading, covering, and uncovering railway 
vehicles, and in assisting to load and unload caits, wagons, and other 
road vehicles appointed to convey goods between the station and 
traders’ places of business. It also includes the sorting of goods that 
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is fiequently necessary between the operations of unloading and 
loading. 

Clerkage—ll\\^ seivice of clcikage consists in the employment of 
waters, accountants, cashiers, auditors, and others, at a tcuninal station, 
to discharge the numerous duties that pertain to book-keeping; and 
embraces a shaie of the clerical work performed at the general or 
piincipal offices of the railway company. It also in/:Iudcs the con- 
sumption of stationery and the provision of offices and needful furnltiuc. 
The duty of weighing goods for the railway company’s purposes may, 
with convenience, be joined to the^ervice of/clcikage. 

- It is often found expedient to use one wagon for small consignments 
of *^oods intended to be conveyed to vaiious stations lying in one direc- 
tion, and to despatch it to some large station situated either on the way 
to, or in the neighbourhood of, such stations. On ai rival, the wagon is 
unloaded and the small consignments are seveially le-stowed in different 
wagons with other goods designed for the same stations, and sent to their 
respective destinations. This process is called transhipment, the object 
of it being to economize the use of vehicles The handling of goods 
that are transhipped at a station forms an additional service of portciagc. 
Also each transhipment involves the pcifoimancc of extra clerical duties, 
mention of each consignment having to be made in an invoice dcsciibing 
the contents of a wagon forwarded to a transhipping station, and again, 
in another invoice, when foiwaided from a tianshipping station. 

It is unadvisable to establish separate chaigcs foi the services of 
poiterage and cleikage performed m the manner dcsciibcd with icgard 
to goods that are transhipped, but the cost of their fulfilment should be 
included in computing charges for the terminal sei vices o&'poiterage and 
clerkage ^ 

Labour of all kinds, employed, with means and appliances, in the 
business of railway transpoit, has its immediate overseers as well as 
superintendents moie distantly located. All the opeiations arc assumed 
to take place under the contiol of the diiectors and the general manager 
of the railway. A superintendent has chaigc of each division of labour 
or each service, though two or more divisions may be supervised by the 
same individual When a railway is of gieat length it is divided into 
districts, and assistant supeimtendents arc appointed, who, under the 
control of their respective chiefs, discharge the duties assigned to them. 
Superintendents, whether chief or assistant, usually have a staff of clciks 
respectively. At each goods station a managei is appointed to conduct 
the local business, and the staff at the station and the pioceedings that 
take place there are in his caie Thus, in addition to foremen and 
inspectors in close proximity to the operations which they contiol, there 
are other individuals, culminating with the directois, who arcr. invested 
with supervisoiy poweis. 
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When a railway company makes its own locomotives, vehicles, and 
other instruments pertaining to its business, land is obtained, buildings 
are constructed, machinery is piovided, I'aw and other ntaterials are 
purchased, and artisans are employed for the purpose of producing the 
articles required. Repairs are executed by the same staff of workmen. 
The work of repairing and renewing railway- carriers' machinery is 
accomplished under overseers extending from foremen to the board of 
jSirectois, as in the operations constituting railway transport. 

In calculating charges for any service, the cost of skilled or un-- 
skilled labour and of its si^ermtendence, whether directly or indirectly 
performed, must be taken into account. 

The force invisibly and continually operating between all substanees, 
drawing and holding them closely together, gives stability to the earth 
and renders it a fulcium in every kind of locomotion that takes place on 
its surface The exertion of this force, considered in relation to any 
substance when resting on another substance, creates pressure, which, 
when measured, is termed the weight of that substance. 

The computation of weight, time, and distance is rendered possible 
by the invention of means to define extent, each attribute having its 
own foim of measure. In this country weight is measured and expressed 
by tons, cwts , qrs., and lbs , time, by hours and minutes , and distance, 
by miles 

Co7iveyance — The weight of a train or its measured piessure upon the 
rails, and the time occupied in transit, determine the extent of the inter- 
terminal sei vices of i adage, haulage, and truckage coincidently fulfilled 
m each act of conveyance. To facilitate calculation it is found con- 
venient to substitute distance for time, although the latter is the true 
criterion in estimating the extent of services rendered during a journey. 

Te7'7mnal stoppage — When tiains are appointed to run between two 
stations only, wagons forming a load are attached at the first teiminal 
station and detached at the second terminal station The journey is 
then completed, the wagons transferred at each stop forming the train- 
load. WTen, m the course of a journey, trains are timed to stop at 
many stations to attach and detach wagons, only a part of the train-load 
is transferred at each stop^ although sei vices relating to the whole train- 
load are rendered during the period of transfer. At each stop the 
momentum of the tram is lost and has to be legamed. A section of 
the mam line continues to be used by that portion of the train unaffected 
by the operation until the work of transferring the other poition is 
accomplished, the attention of the signalmen m charge of the section 
being continuously engaged. The deterioration of vehicles is appreciably 
increased duiing the time when they are brought to a stand fiom a state 
of motion, and also when the movement is resumed, the sudden applica- 
tion of the brake and the powei causing concussion and stiain respectively. 



y KAILWAY KAlLb 

The services of lailage and tiuckage, relating to the whole of a train, are 
rendered during the period occupied in transfeiring any part of it. With 
regard to haulage, all the duties constituting the service aie pci formed 
during the period of stoppage, but there is some diminution in the 
expendi^me of power as compaied with that occuiiing dining an equal 
period of conveyance, lesulting in the saving of fuel and water. This 
saving is probably counteibalanced by the expenditure pf power needed 
to recover full speed after each stop. The extent of the .sci vices o'f 
railage, haulage, and' truckage, combining to foim a tciminal .service 
of stoppage, is determined by the weight of the whole tiam and the time 
pccupied in effecting the transfer '"of wagons — whether the tiansfer be 
th%t of the train-load or only a part of it— and may be assumed to 
be equivalent to that of the coiiesponding services rendered in the 
conveyance of the whole tram duiing an equal peiiod of time. 

Terminal railagi. — The seivice of railage is lendered in relation to 
wagons, loaded or empty, that stand, or are moved fiom place to place, 
at a terminal station. The extent of the seivice, with icfeiencc to each 
wagon, IS deteimincd by its weight loaded and its weight empty, and the 
peiiod of time duiing which it lemains, altcinatcly loaded and empty, at 
the station. 

Terminal haulage. — Duiing the gi cater put of the tunc that wagons 
remain at terminal stations they aie at lest It is only at intcivals that 
their position lequiics to be alteicd, the movement being usually effected 
by means of steam, horse, hydraulic, or giavitalive power. The facilities 
afforded for shunting are not alike at all stations, the main line having 
often to be used at places where the piovision of sidings i.s inadequate 
for the puipose. By far the largest poition of the scrvijje of teiminal 
haulage is performed by the agency of locomotives aiifl their accessories, 
whose use necessarily involves, in relation to themselves, the services of 
railage and truckage as well as that of haulage, the thice .sei vices being 
rendered coincidently. For the sake of simplicity of calculation, the 
three services, milage, haulage, and truckage, rendered in i elation to 
employed in shunting, and the seivice of pcifoimed 

in relation to wagons, may be joined togethci under the appellation of 
terminal haulage. The extent of the service, in refcience to each wagon, 
is determined by its weight loaded and its weight empty, and the 
period of time during which it is moved, alternately loaded and empty, 
at a terminal station. - 

Terminal truckage — The service of truckage 15 rendcied in relation 
to wagons, loaded or empty, that stand, or arc moved from place to 
place, at a terminal station. The extent of the seivice, with reference 
to each wagon, including its accessories, is determined by its weight 
loaded and its weight empty, and the period of time duiing which it 
remains, alternately loaded and empty, at the station. 
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Jtmctional stoppage — Junctions are often contiguous to stations. 
Consequently, wagons, transferred at such places and at intermediate 
stations, frequently consist of vehicles beginning or endjng a journey 
and vehicles beginning or ending one stage of a journey; or they may 
be wholly of one description or wholly of the other. In view of the 
identity of the two services and the frequency of their associated per- 
formance, the measure of one service may be fittingly expressed in the 
same terms as that of the other ; and the explanatqiy remarks concerning 
terminal stoppage will also apply to junctional stoppage. Therefore, 
adopting the woids used# with reference to the teiminal service of 
stoppage, the extent of the services of railage, haulage, and truckage* 
‘Combining to form a junctional service of stoppage, is determined by the 
weight of the whole tram, and the time occupied in effecting the transfer 
of wagons — whether the transfer be that of the train-load or only a part 
of it — and may be assumed to be equivalent to that of the corresponding 
services rendered m the conveyance of the whole train during an equal 
"period of time 

It is impoitant to note that junctional stoppage, like terminal 
stoppage, IS a twofold service. The stoppage of a train to detach 
wagons at the end of a stage involves the stoppage of a succeeding 
engine or tram to attach the same wagons before beginning the next 
stage of the jouiney Long journeys are often divided into three or 
more stages for the sake of economy and convenience. 

Junctional railage — The seivicc of railage is rendered in relation to 
wagons, loaded or empty, that stand, or are moved from place to place, 
in the sidings at a junction or other place of transfer The extent of 
the service, wi4h reference to each wagon, is determined by its weight 
loaded or its wei^t empty, and the period of time duiing which it 
remains, awaiting removal, in the sidings at the place of transfer 

Junctional haulage — During the greater part of the time that wagons, 
loaded or empty, remain in the sidings at junctions or other places of* 
transfer, they are at rest It is only at intervals that their position 
requires to be alteied, the movement being effected by means of steam 
or other power The use of locomotives and their accessories, for 
shunting purposes, necessarily involves, in relation to themselves, the 
services of railage and tiuckage as well as that of haulage, the three 
services being rendered concurrently To simplify calculation, the 
services of railage, haulage, and truckage rendered in relation to 
locomotives so employed, and the service of haulage performed in 
relation to wagons m the sidings at a junction or other place of transfer, 
may be joined together under the name of junctional haulage, as in the 
case of terminal haulage, and include the performance of suppletive 
services, as described m connection with the latter service. The extent 
of the jdnctional service of haulage, with reference to each wagon, is 
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determined by its weight loaded or its weight empty, and the period 
of time dining which it is moved in the sidings at the place of transfer. 

Junctional truckage . — The service of truckage is lendcrcd in relation 
to wagons, loaded oi empty, that stand, or aie moved from place to 
place, in^he sidings at a junction or other place of transfer. The extent 
of the service, with reference to each wagon, including its accessoiies, is 
determined by its weight loaded or its weight empty, « and the pciiod 
of time duimg which it remains, awaiting removal, m the sidings at the 
place of transfer. 

When two oi more railway companies Siie employed, conjointly, in 
the conveyance of merchandise, and loaded or empty wagons arc 
transferred at an interjunction by one railway company to another 
railway company, the interjunctional seivices of stoppage, railage, 
haulage, and truckage are performed 

Interjunctional stoppage — Inteijunctions aie often in pioximity 
to stations. Consequently, wagons, transfen cd at such places, fie- 
quently consist of vehicles that are intended to be conveyed, oi 
which have alieady been conveyed, by another lailway company, 
and vehicles that aie sent, expiessly, to oi fiom such stations, or 
they may be wholly of one dcscuption or wholly of the other. 
In view of the identity of the two seivices and the frequency of their 
associated peifoimancc, the measure of one service may be fittingly 
expressed m the same teims as that of the othci ; and the cxplanatoiy 
remarks concerning tciminal stoppage will also apply to interjunctional 
stoppage. Therefoie, adopting the woids used with leferencc to the 
terminal service of stoppage, the extent of the services of railage, haulage, 
and truckage, combining to form an intci junctional servige of stoppage, 
is determined by the weight of the whole tiain and tb-c time occupied in 
effecting the transfer of wagons — whether the transfer be that of the 
train-load or only a part of it — and may be assumed to be equivalent to 
that of the coi responding services icndercd in the conveyance of the 
whole train during an equal pciiod of tunc, 

Interjunctional stoppage, like terminal and junctional stoppage, is a 
twofold service. The stoppage of a train on one railway to detach 
wagons at an interjunction, after completing one pait of a journey, 
is followed by the stoppage of an engine or tram on another railway 
to attach the same wagons, before beginning the next part of the 
journey. 

Interjunctional railage , — The service of railage is rendeied in relation 
to wagons, loaded or empty, that stand, or aie moved from place to 
place, in the sidings at an interjunction. The extent of the service, with 
reference to each wagon, is determined by its weight loaded or its 
, weight empty, and the period of time during which it remains^ awaiting 
removal, in the sidings at an interjunction. 
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Interjtmcitonal haulage . — During the greater part of the time that 
wagons, loaded or empty, remain m the sidings at interjunctions, they 
are at rest. It is only at intervals that their position requires to be 
altered, the movement being effected by means of steam or other power. 
The use of locomotives and their accessories, for shunting purposes, 
necessaiily involves, in relation to themselves, the services of railage and 
truckage as welhas that of haulage, the three services being rendered 
concurieiitly. To simplify calculation, the services of railage, haulage, 
and truckage fulfilled in relation to locomotives so employed, and the 
service of haulage performed in leferejice to wagons in the sidings at an 
interjunction, may be joined together under the name of mterjiinctional 
haulage, as m the case of terminal haulage, and include the performance 
of suppletive services, as described in connection with the latter service 
The extent of the interjunctional seivice of haulage, with reference to 
each wagon, is determined by its weight loaded or its weight empty, 
and the period of time during which it is moved in the sidings at an 
interjunction. 

Interjunctional truckage — The seivice of truckage is rendered in 
1 elation to wagons, loaded or empty, that stand, or are moved from 
place to place, in the sidings at an interjunction The extent of the 
service, with lefcrence to each wagon, including its accessories, is deter^ 
mined by its weight loaded or its weight empty, and the period of 
time during which it remains, awaiting removal, in the sidings at an 
interjunction. 

Porterage — The service of handling and lifting goods, in the process 
of loading and unloading railway wagons and road vehicles, is influenced 
by the nature, aize, and shape of the article or articles handled as well as 
by the weight, and is, therefore, somewhat variable in extent. Small 
packages of goods, consigned to different individuals, require to be sorted 
between the acts of unloading and loading, having regard to road vehicles 
and railway vehicles respectively, which adds to the work of handling. 
Between the loading or unloading of one lailway wagon and the loading 
or unloading of another railway wagon, by a staff of porters, there is an 
interval of time which is gi eater oi less according to the ciicumstances 
in each case. Sometimes %the wagons to be operated on, consecutively, 
are some distance apart , at other times, near together. There is always 
some little preparation needed before a wagon is loaded or unloaded, 
and some slight service inquired at the end of the operation For these 
reasons, small loads of one description of meichandise occasion a greater 
service of porterage per ton than larger loads of the same kind of 
merchandise. To meet these conditions, which aie constantly present 
in the operations of loading and unloading vehicles at terminal stations, 
it is expedient to make use of the weight of the wagon as well as that 
of the load which it carries in estimating the extent^ of the service of 
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porterage At first sight it may appear inappiopiiate to associate the 
weight of the wagon with that of the load in valuing the service of 
poiterage, £ut careful consideiation will show that it furnishes a means 
for measuring the service so as to accoid with the attendant conditions 
Presun-fing that this mode of mcasiiicment will answer the puipose, it 
may be stated that the extent of the set vice of poitciagc is determinable 
by the weight of the load, and by the agency of thaUof the wagon in 
which It is earned ^ 

ClerJmge , — When a tiadci sends goods by railway to anolhci tiadcr, 
it is customary for the sender to ^viite, on what is called a consignment 
mote, the name and address of the consignee , a desciiption of the goods, 
of the number, kind, and distinguishing marks of the ai tides sent; the 
weight, an intimation whethei the chaige foi carriage will be paid by 
the consignor or the consignee; the name of the sender; and any other 
information that may be relevant. The consignment note is delivered 
to the railway company along with the goods to which it i elates The 
railway company’s icpicscntativc must then satisfy himself, as far as 
possible, that the goods coi respond, m all respects, with the particulars 
entered on the note, and, when an aiticle is addressed, that the address 
IS in agi cement also. A consignment note may contain the names of 
one or more consignees, with their addresses, and the number, description, 
marks, weight, etc., of the articles icspcctivcly consigned to them. The 
duty of the railway company is to foiwaid each consignment of 
merchandise to its destination, and to transmit to the iccciving station, 
in the form of an invoice, the paiticulars given on the consignment note, 
adding the number of the wagon containing the goods, the rate per ton 
inclusive of terminal and other chaigcs, and the total amount paid foi 
carnage by the consignoi or to be paid by the coitsignec, as the case 
may be. When small consignments of goods, having diffeient consignois 
and consignees — the lattei being located in the same town — aic forwarded 
to a station in the same wagon, the particiilais may be entered together 
in one invoice, the total weight and amounts paid and to pay for 
carriage (separate columns being piovided for the purpose) being written 
at the foot. When meichandisc, forming a single consignment and 
occupying one oi more wagons, is sent at one time to a station for one 
consignee, one invoice is sufficient to convey the customary infoimation. 
Press copies of the invoices issued are retained at the forwarding or first 
terminal station, and the original invoices are kept at the receiving or 
second terminal station The record of the traffic passing between any 
two stations, theiefore, is identical at each station, and the returns sent 
from each of the two stations for any pcuod, so far as they relate to that 
traffic, should be identical also, any difference indicating error. The 
particulars entered in the invoices form the basis for much of the service 
of clerkage, 
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The numbers of loaded wagons arriving at, and departing from, any 
station, are entered in the wagon-book at the station, together with the 
names of the stations from or to which the vehicles are labelled, and'they 
are also given in the invoices, but, usually, no further account is kept. 
When empty wagons are forwarded from stations they are not ifivoiced 
Their numbers are usually enteied in the wagon-books at the forwarding 
and receiving stations, as in the case of loaded wagons, but, generally 
speaking, no further record is kept of their movements The journeys’ 
of wagons themselves, whether loaded or empty, *and the duration of 
their stay at the terminal ^stations ^nd at other places, are as much 
matters for the calculation of cost as when relating to the contents of 
wagons It is essential with regard to wagons that their weights, the 
names of the stations between which they travel, the distances travelled, 
and the periods of time during which they remain at the terminal 
stations, and at junctions and other places of transfer, should be carefully 
recorded in each case, and form a part of the periodical leturns equally 
with information pertaining to merchandise. 

The service of clerkage cannot be said to have a fixed relation to the 
weight of the goods invoiced or to that of the wagon in which the goods 
are carried. Neveitheless, assuming that loads, wagons carrying loads, 
and empty wagons conveyed are to form, equally, the subject of 
clerkage, the weights of consignments joined, respectively, with the 
weights of wagons^ in which they are carried, including, in each case, a 
propoitionate part of the weight of empty wagons _^conveyed, furnish a 
suitable means for apportioning the service 

Certain liabilities and obligations are attached to the business of 
railway earner^ 

Risk . — A railway company is liable to suffer loss through injuries to 
individuals, damage to permanent way, rolling-stock, and merchandise, 
caused by collisions, derailments, and other accidents that happen during 
the progress of operations Such occurrences may be due to causes 
beyond human control, or to faults of individuals Claims have also to 
be paid for loss of goods by leakage, theft, etc, and for damage done by 
moisture, friction, breakage, etc — incidents that take place during the 
ordinary course of business Faulty loading of wagons and unheedful 
handling of goods are frequently the cause of loss and damage. All 
such events may be expected but cannot be foreseen, and the consequent 
exposure to loss con*stitutes risk. The sums annually paid by railway 
companies on account of damage to, and loss of, merchandise, added to 
the cost of repairing damage to rolling-stock and permanent way, arising 
from accidents and other causes, form a guide in making provision for 
risk 

To coyer risk in the process of conveyance and in the operations at 
terminal stations, junctions, and other places of transfer, sums must be 



14 RAILWAY RATES 

employed as factors with the weights of loads and wagons, respectively, 
to compute fixed charges, ii respective of time or distance. The amount 
produced 6y this means should be sufficient to indemnify lailway 
companies against loss resulting from accidents and other causes 

In Carrying highly valuable or dangerous mcichandise, the lisk is 
greater than in canying ordinal y kinds of mcichandise. If it be found 
nccessaiy to scpaiatc aiticlcs of mcichandise, peitaimng to the same 
'division of tiaffic, into two or moic subdivisions accoiding to the degree 
of risk attendant on then conveyance, the calculation of cliffcicnt chaigcs 
for risk, applicable to each subdivision, will ]pc required. 

• Extraneous services . — Sundiy duties that form a pait of railway 
bflsiness, although distinct fiom the service of transport, need to be 
performed, and may be desciibed as extraneous sci vices. They include 
legal services, as conveyancing, the adjustment of disputed matteis, the 
conduct of cases in courts of law, piocedure before Pailiamentary 
Committees, and any othei icquisilc duty or business that cannot 
conveniently be embraced undci any other aj^pcllation. To provide for 
expenses of this kind, it is neccssaiy to employ sums as factors with the 
weights of loads and wagons, respectively, to compute fixed chaigcs, 
iuespective of time or distance. Charges calculated in the manner 
described will apply to all kinds of mcichandise, impaitially, and the 
amount obtained should be of sufficient magnitude to dcfiay the cost of 
extiancous services. 

Taxes , — A railway and its stations form assessable piopeity, and the 
rates and taxes penodically levied by the oulained authorities come to 
a large amount. It is needful, thcicforc, foi i ail way companies to 
employ a sum as a factor with the weights of loads, \vagons, and the 
instruments of power, foiming tiains, conveyed oncfnilc oi other initial 
distance, so as to constitute a part of the latc for each consecutive 
distance. In addition, sums must be employed as factois with the 
weights of loads, the weights of wagons containing them, and the 
weights of empty wagons, lespcctivcly, m connection with the periods of 
time during which they Kcmam at tciminal stations, junctions, and other 
places of transfer. The amount lealizcd by the procedure dcsciibcd 
should countervail the amount paid for taxes. 

Inasmuch as the lailway and its stations furnish the means for 
fulfilling the service of lailage, and since their value forms the basis of 
assessment in the computation of taxes, it wall be appropriate as well as 
convenient to inciease, m a befitting degiee, the sum employed as a 
factor with the weights of loads, wagons, and the instruments of power, 
forming trams, in computing that portion of the rates which is appropriate 
for the interteiminal service of railage, and to increase, suitably, the sums 
employed as factors with the weights of loads and wagons in computing 
charges for the teiminal, junctional, and interjunctional sCirviccs of 
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railage, respectively, and for that part of any service of stoppage which 
consists in the service of railage, in order to provide the sums due for 
taxes. ’ 

Before proceeding to estimate the value of services, it’ is important 
to have in view the duties that need to be executed, whether in im^hediate 
or remote connection with the services to which they severally pertain, 
and also the lia]^ilities and obligations imposed on railway carriers, in 
otder that every source of expense may be taken into account. 



PART II 

THE METHOD DESCRIBED 

The anaount of goods tiaffic <fealt with day by day depends on the 
aetion of traders, and this action is influenced by the state of trade. 
Consignors and consignees expect merchandise to be foi warded with- 
out delay, and it is also for the railway company’s interest that piompt 
despatch should be effected, since the detainment of goods conduces to 
increase the cost of services Consequently, tiains aic appointed to lun, 
every week-day, on each section of lailway. Whcic the amount of tiaffic 
is laige numeious tiains lun daily, whcic it is not so laigc the trains 
aie fewer. Some arc cxpicss and others aic slow tiains; the foimci 
timed to stop only at laigc stations, the lattci at all stations. This 
anangement piocuics a daily service of trains between the stations 
situated on any section of railway ; and, when the times of lunning aie 
judiciously fixed, the passage of trains fiom section to section takes 
place without much delay, so that merchandise may be conveyed from 
stations on one section to stations on other sections with expedition. 
But while this system sccuies icgulauty and frequency of despatch, the 
weights of the tiains vary in accoi dance with the amounj: of traffic daily 
offered for conveyance. ^ 

Merchandise tendered for conveyance is made up of Luge ‘and small 
consignments, in some cases fuinishing full loads foi wagons, and, m 
other instances, parts of full loads. Frequently the consignments arc so 
large as to provide, singly, full loads for many wagons, but there aic also 
numerous instances in which they fall short of full loads, and yet have to 
be placed in wagons and despatched with, the customary promptness 
Wagons provided to cany general merchandise differ considciably in 
weight and canying power, and, when discharged at any station, have 
to be used, whatever may be their degiee of suitability for the purpose, 
for the reception of loads consisting of different lands of meichanclise 
A train-load may be composed of fully-loaded, short-loaded, oi empty 
wagons, or it may consist of all thiee dcsciiptions. Locomotives, as 
well as wagons, have different weights and powcis, Tiain-loads vary in 
weight and aie conveyed at various speeds. Wagons lemain at stations 
for different periods of time, waiting to be loaded, unloaded, or despatched 
to other stations. 



THE METHOD DESCRIBED 


17 

The subject is further complicated owing to other causes The cost 
of a railway of considerable length, taking it section by section, is not 
uniform. Land costs more m towns than in country distncfs. Its 'con- 
figuration in presenting hills, valleys, level tracts, 1 ocky or l^oggy ground, 
rivers, and other features along or across the designed course, affects the 
expense of construction. Moreover, a railway, such as described, has 
gradients and curves interplaced with level and straight lengths 

The weather influences the cost of haulage and outdoor operations,' 
generally ; frost, snow, ram, and fog, adversely* and fine weather, 
favourably. Rain adds to |he weight of trains by wetting the frame- 
work of vehicles, lodging in the hollows of tarpaulins used as covers, and. 
saturating, when possible, the contents of open wagons. • 

For these reasons it may be conceded that it is impossible to make 
calculative provision, with regard to consignments of merchandise, so 
that expenses may apply to services in exact accordance with the 
existing conditions of transport in each case, whatever they chance to be. 

There is, however, a method of procedure by which the inequalities 
attending transport may be smoothed without prejudice to the railway 
companies’ interests, and without infringing the right of traders to fair 
treatment . This mode of action consists in equating the means used or 
employed by a railway company to perform intei terminal, terminal, 
junctional, and interjunctional services The averages to be obtained 
relate to prime cost, weights, periods of time, and other denominators of 
value which have an influence in determining the worth of services 
rendered. The piocedure may be termed the Equalization of Instru- 
mental Values Some of the averages may be found with comparative 
ease, the inforijiation necessary for the calculations being already known. 
Others will be mor^ difficult to obtain, inasmuch as information from 
continuous daily records will be needed before calculations can be made. 
Details of the averages required are as follows : — 


MEANS USED OR EMPLOYED TO ACCOMPLISH 
INTERTERMINAL, TERMINAL, JUNCTIONAL, 
AND INTERJUNCTIONAL SERVICES 


DESCRIPTION OF AVERAGES 
, REQUIRED 


Land, Machinery, etc. — Prime Cost 

Railway, provided with signalling^ ^ 

^ j • 4. r Average cost per mile, 

apparatus, and other requirements J Jr 

Land, provided wkh sidings, turn-'j 

tables, structures, wharfs, road - 1 Average cost per square yard 

ways, etc, forming stations j 

Land at junctions, provided with'i 

sidings J 

Land at interjunctions, provided witliJ 

sidings. J 
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Cranes, provided at stations . . Aveiage cost per crane 

Tools, chains, hooks, slings, loose' 

'machinery, furniture, etc , provided I Average cost pei unit of each 
at stations, and used in cachj desciiption of instrument 
division of labour. 

Locomotives . . . Aveiage cost pei ton 

Tenders . „ 

Brake-vans . 

Wagons, including vans, with acceS"! 

soiies, as ropes, chains, etc.^ / ” 

■ Jarpaulms, used to cover wagons w 
loaded with damageable goods. J 

Articles of Consumption. — Prime 
Cost, 

Fuel . . . . Average cost per ton. 

Water . . . Aveiage cost per thousand 

gallons. 

Other articles . . Aveiage cost pet unit of weight 

or measuie. 

Horse-power— Cost, 

Powei used in moving wagons at'i 

stations, junctions, and intcrjunc- >• Aveiage cost per hour, 
tions, per animal J 

Labour.— Wa^cs 

Work done in each division of labour,'! 
pel individual. | 

Railway. — Deflections of Track , . Mean ascending giadicnt. 

Machinery — Weight, 'Speed, Time 

Open wagons, including accessories, 
used to cany merchandise in each 

division of trafiSc, discriminating ^ Average weight per open wagon. 

according to size of wagon when o 

needful. 

Tarpaulins and covers of wood (tops'! Average weight pei wagon- 
of vans) J cover. 

(Having regard to the number and 
weight of tarpaulins and covers of wood 
respectively, used on a railway, and the 
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comparative cost and durability of each 
description of cover, it is assumed that 
the two instruments possess, unitedly, an 
average value which may be expressed 
by means of weight) 

Covered wagons, whether vans or^ 
sheeted wagons, including acces- 
sories, used to carry merchandise 
in each division of traffic that 
requires to be covered^in transi^^ 
discriminating according to size of 
wagon when needful 
Locomotives, tenders, and brake-^ 
vans, with supplies of fuel, water, 
tools, etc., employed in the haulage 
of trains > 

Loaded or empty vehicles, forming'i 
t lain- loads J 

Engines or trains travelling between) 
terminal stations / 

Engines or tiains stopping to attach) 
and detach loaded or empty vehicles 
at terminal stations, junctions, and 
interj unctions. 

Loaded or empty vehicles attached^ 
and detached duiing the stay of 
engines or drains at terminal sta- 
tions, junctions, •and interjunctions.. 
Locomotives, tenders, and brake-^ 
vans, with supplies of fuel, water, 
tools, etc., employed in shunting 
at stations, junctions, and inter- 
j’unctions. 


Average Veight per covered 
wagon 


Average weight per locomotive, 
etc 


Average weight per train-load. 
Average speed per hour. 

Average time occupied per stop 


Average weight of vehicle trans- 
ferred per stop. 


Average weight per shunting- 
engine. 


Machinery (Wagons). — Tt7ne at 

Terminal Stations. 

Time during which wagons, after-^ 
being loaded, remain at terminal 
stations before they are marshalled 
and despatched. 

Time during which loaded wagons- 
remain at terminal stations before 
their discharge is effected. 


Average period 
wagon. 


of time per 


Average period of time per 
wagon 
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Time during which wagons, after dis-" 
charge, remain at terminal stations 
hefore Ihey are placed in position 
for reloading. J 

Time during which wagons, after dis-'N 
charge, remain at terminal stations 
where they are not required for re- ^ 
loading, before they are placed in 
position and despatched. ^ 

Time during which empty wagons, 
received from other stations, re- 
main at terminal stations before - 
they are placed in position for 
loading ^ 

Machinery (Wagons).— Junc^ 
tions 

Time during which loaded or empty^. 
wagons remain at junctions or 
other places of transfei befoie they j 
are marshalled and despatched j 

Machinery (Wagons ).— at Inter- 
junctions. 

Time during which loaded or empty^ 
wagons remain at mteijunctions 
before they are marshalled and 
despatched. 


Average period of time per 
wagon. 


Aveiage period of time per 
wagon. 

r 

Average peiiod of time per 
wagon. 


Average period of time per 
wagon. 


Average period of time per 
wagon. 

r 

$ 


The averages relating to prime cost are rcquiied in order to arrive at 
suitable sums, including profit, to be severally employed as factors with 
actual weights of loads, average weights of wagons and instiumcnts of 
power, and with distances, to compute rates for inteitcrminal services 
constituting conveyance, and with actual weights of loads and average 
weights of wagons, to compute charges for terminal, junctional, and 
interj'unctional services, according to the average periods of time during 
which they are respectively performed, and also charges for othei 
services, and for liabilities and obligations. '' 

It is desirable to reduce the calculations to the nairowest dimen- 
sions, without, however, losing sight of any source of expense, and 
this may be accomplished by a right choice of methods of procedure. 

Although the locomotive and its accessories are, ton for ton, a 
cause of expense equally with the train-load in the act of conveyance, 
it is advisable to calculate the cost of conveying the who-le tram by 
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means of the weight of the train-load alone, excluding the weight of the 
instruments of power. This may be done by increasing the sum fixed 
upon to apply to the weight of the whole train by a fraction equal to 
that expressing the ratio of the average weight of the instrurg^ents of 
power to the average weight of the train-load, and applying the increased 
sum to the weight of the train-load Thus, if the average weight of the 
instruments of power be lOO tons, and that of the train-load 200 tons,^ 
the ratio will be the same as of i to 2, or one-half^ In that case, if the 
sum chosen to apply to the weight of the train be increased by one-half, 
the cost of conveying the whole train ^jiay be calculated by means of the 
increased sum applied to the weight of the train-load alone. Or, if ther 
average weight of the locomotive, etc , be 90 tons, and that of the tram- 
load 150 tons, the ratio will be the same as of 3 to 5, or three-fifths. 
Hence, if the sum chosen to apply to the weight of the train be increased 
by three-fifths, the cost of conveying the whole train may be calculated 
by means of the increased sum applied to the weight of the tram-load 
solely. 

The cost of conveying empty wagons need not be calculated separ- 
ately. If, in relation to any division of traffic, the ratio of the weight 
of empty wagons to the weight of wagons bearing loads, apart from 
the loads, conveyed the same distance, be known, then by increasing the 
weight of wagons cairying loads by a fraction equal to that denoting the 
latio, the cost of conveying loaded and empty wagons may be calculated 
unitedly Thus, if a wagon weighing 4 tons contain a load of general 
merchandise weighing 3 tons, and if it be assumed that the latio of the 
weight of empty wagons to the weight of wagons loaded with general 
merchandise, apart from the loads, conveyed one mile, is the same as of 
I to 4, or one-fourth, then by increasing the weight of the wagon by 
one-fourth, or i ton, instead of 4 tons it will become 5 tons, and the 
calculation of the cost of conveyance will have reference to a load 
weighing 3 tons and a wagon weighing $ tons, i ton of which will 
be a proportionate part of the wqight of empty wagons conveyed. 

The effect of these methods of procedure is, fiistly, to confine 
calculations of cost, relating to conveyance, to the weights of train- 
loads alone, the weights of*the instruments of power being eliminated; 
and secondly, to increase the weights of wagons carrying loads so as to 
include, with respect to each loaded wagon, a proportionate part of the 
weight of empty wagons conveyed 

When, in reference to each division of traffic, the average weight of 
wagon or of each size of wagon has been ascertained, and has been duly 
increased so as to include a proportion for the conveyance of empties, 
the weights of loads, as may be determined on, marked out for the 
wagon to carry, must be joined, individually, with the weight of wagon. 
From the weights of loads and wagons, in each instan^ce, thus obtained 
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must be found, by authmetical rule, the weight of wagon proportionate 
to one ton of load Prepar,atory, therefoie, to directly calculating the 
cost 5f conveying each load and wagon, the total amount being chaige- 
able fo^ the conveyance of the load, it will be convenient to calculate 
the cost of conveying a defined part of the load, expicsscd by the 
weight, one ton, and a pait of the wagon pioporlionate thereto, 
expressed also by weight. The cost, joined to taxes and piofit, of 
conveying these pioportionate parts then becomes a late, and is chaige- 
able for one ton of load, which may be called the unit-weight of load. 
By means of rates pei ton of loa^, calculat^^d in this manner, the total 
amounts for the conveyance of loads may be expeditiously and correctly 
calculated. 

For the purpose of elucidation, let it be supposed that a wagon 
weighing 4 tons contains a load weighing 5 tons. Let it be assumed 
that it is necessary to increase the weight of the wagon by one-fourth, 
or I ton, to provide for the conveyance of a proportionate part of empty 
wagons. The weight of the wagon then becomes 5 tons, the same as 
that of the load, the weight of wagon piopoitionate to the unit-wcight 
of load being i ton Let it be supposed that, for conveying the load 
and wagon in question a certain distance, the cost or late, per ton of 
Ipad and wagon combined, is 2s, 6 d ^ yielding the amount of 25^. 
chargeable for 10 tons If computed so as to apply to the unit-weight 
of load alone, the rale becomes Ss, which, applied to 5 tons, the weight 
of the load, also produces the amount of 25.J. Again, let it be supposed 
that the same wagon is conveyed the same distance, but bcaiing a load 
of I ton instead of S tons. The cost 01 rate, per ton of load and wagon 
combined, will still be the same, namely, 2s\ 6dy but will f^pply to 6 tons 
instead of 10 tons, the amount chargeable being f5.y. instead of 25^* 
In this instance the weight of wagon piopoitionate to the unit-weight of 
load is 5 tons, and the rate, per unit-weight of load, will, of course, be 
the same as the amount chargeable, namely, i^s Under the conditions 
supposed, the amount chargeable for conveying a load weighing i ton is 
thiee-fifths of the amou-nt chaigeable for conveying a load weighing 
5 tons, but the rate, per unit-weight of load, is three times greater 

Beginning with the weight of load which a wagon of average weight 
is registered to carry, theie are many loads of less weight which the 
wagon may separately carry, the weight of wagon proportionate to unit- 
weight of load being, of course, different in each case, and lequiring the 
calculation of a different late per ton of load Also, rates have to be 
calculated for separate divisions of traffic, and the average weight of 
wagon and the ratio of the weight of empty wagons to the weight of 
loaded wagons, apart from the loads, conveyed the same distance, will 
not be alike for each division. Since the respective relative magnitudes 
of the weights oMoads and wagons must be veiy numerous, it will be 
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difficult to establish unit-weights of loads and proportionate weights of 
wagons, with suitable rates, exactly adapted to the conditions occurring. 
Yet, by employing a reasonably large number of differing weights of 
loads, a means of making provision for every contingency may be 
afforded that will gain the acceptance of railway companies and 
traders. 

With this end in view, it is needful to prepare a Table for each 
division of traffic, in which may be entered, at the head of numbered* 
columns, the weights of loads and wagons, one above the other, beginning 
with the greatest weight c^f load and ending with the least, as may 
be determined on, the weights of wagons remaining the same. The. 
number of columns will depend on the degree of alteration by which the 
weights of loads are successively lessened Below, in each column, must 
be entered the unit-weight of load and the proportionate weight of 
wagon, one above the other, relatively corresponding to the weights 
of load and wagon entered at the head of the column By this 
arrangement, which reverses the one above, the proportionate weights 
of wagons will consecutively alter, beginning with the least weight and 
ending with the greatest, the weights of loads, to which they relate, 
remaining the same The calculation of rates will have reference to the 
unit-weights of loads and the proportionate weights of wagons, each 
with each respectively, 111 connection with distances, which, placed in 
consecutive order, will form a part of the Table. When calculated, the 
rates must be suitably entered in the columns opposite the distances to 
which they refer, and will apply to the unit-weights of loads alone The 
successive series of rates entered opposite the distances for which they 
are calculated giust be progressively numbered, and may be described 
and referred to as stales of rates. 

The numbered columns in each Table may be termed grades, because 
the weights of loads by which they are to be distinguished will mark, 
reading from left to right, progressive decreases, and, of course, reading 
from right to left, progressive increases The extent of progression, in 
either direction, should be amply provided for, an order that the grades 
may be sufficiently numerous for the needs of all the divisions of traffic. 
Weights of loads that aie^less than full loads, and which come between 
the weights of loads employed to distinguish adjoining giades, must be 
deemed to be included in the gi ade to which they most nearly approach 
in weight, or which proves to be the most appropriate for them Two or 
more weights of loads and wagons may be entered at the head of each 
grade so long as similaiity of ratios is maintained. It will, therefore, be 
feasible to piovide for each division of tiaffic by assigning thereto so 
many grades as may be sufficient for its lequirements, and entenng, at 
the head of each grade, appropriate weights of loads and wagons This ^ 
implies the pieparation of separate Tables — each Table containing 



glades that form a section of the whole number of grades to be cieated 
— adapted to the needs of the various divisions of traffic. 

To commute charges for each terminal, junctional, or interjunctional 
service, with due regard to the time of duration when affected by it, 
or for any other service, or foi any liability or obligation involving 
expenditure, it will be necessary to choose a suitable sum to be employed 
as a factor with the umt-weights of loads and the propprtionate weights 
of wagons contained in each Table When calculated, the charges 
must be duly entered m the columns to which they relate, and apply, 
as in the case of lates for conveyance, to the^nit-wcights of loads alone. 
The total chaiges for terminal, junctional, and interjunctional services, 
aifd for liabilities and obligations, calculated for the lespective giades, 
must be added to the rates calculated for consecutive distances The 
rates and charges thus united, forming single sums, per unit-weight'of 
load, may be used to calculate amounts chargeable for the transport of 
loads whose weights lespectively correspond or approximate to the 
weights of loads employed to distinguish the giades. 

In calculating charges foi some of the tciminal services, the additions 
made to the weights of loaded wagons, in ordci to include a proportion 
for the conveyance of empties, lequirc to be cancelled, because the 
services relate only to the wagons cariying the loads. To avoid altciing 
the pioportionate weights of wagons, which would be a tioublcsome 
process, the object desiied may be attained by lessening the sums 
chosen to compute charges foi such terminal services, when i elating 
to the proportionate weights of wagons, in the same degree that would 
be needful to cancel the weights added on account of empties. For 
example, let it be assumed that the weight added for ^hc conveyance 
of empty wagons is onc-fouith of the weight of Imdcd wagons. By 
expressing the latter as a unit in fractions of the same denomination 
as the fraction added, that is to say, foui-fouiths, the weight then 
becomes five-fouiths. To cancel the added weight, the weight, five- 
fourths, requires to be lessened by one-fifth, the first weight being 
four-fifths of the increased weight. In the case supposed, thcrcfoic, 
if the sum chosen to apply to the piopoitionatc weights of wagons 
be reduced by one-fifth, oi to foui-fifths, the propoitionate weights of 
wagons remaining unaltered, the result obtained will be the same that 
would follow if the unaltered sum applied to foui -fifths of the pro- 
portionate weights of wagons By the adoption of this mode of 
procedure, the calculation of charges for ceitain terminal services, 
when relating to the propoitionate weights of wagons, will be 
simplified. 

Merchandise, by reason of the nature, length, w^eiglit, shape, or 
, other distinguishing feature of the aiticle or articles composing it and 
which exe^rcises a distinct influence on the manner or ciicumstancc$ 
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of its conveyance, is separable into eight divisions of traffic, which 
may be described as follows : — 

1 General merchandise, carried in open wagons, ^ * 

2 General merchandise, carried in covered wagons. 

3 Articles of extraordinary weight or dimensions, carried in wagons 
of peculiar construction 

4 Articles of*great length, occupying two or more wagons 

5 Coal, lime, and analogous merchandise, canie^d in wagons specially 
built and exclusively used for each description of merchandise. 

6. Various kinds of merchandise,^ includible in other divisions of 
traffic, carried in traders’ wagons that would otherwise be returned,* 
empty, to private sidings 

7 Vehicles running on their own wheels. 

8, Live-stock. 

All railway wagons should be built so as to have, when fully loaded 
in regard to their individual powers, a margin of strength sufficient to 
endure the slight collisions with each other unavoidably occurring in 
transit and in the process of shunting 

General merchandise carried in open and in covered wagons — General 
merchandise is extremely diveise in character, and, consequently, it is 
necessary to build wagons having high, medium, and low sides, m order 
that each description of meichandise, according to its natuie, form, or 
the mode of packing it, may be stowed in a suitable vehicle Many 
kinds of goods require covers to shield them from injury. Vans are 
constructed for the purpose of carrying such goods with safety, and 
tarpaulins are also provided m order that, by their means, open wagons 
may be converted y;ito covered wagons when needful General merchan- 
dise is consigned in quantities extending from small parcels to full 
loads, though theie are kinds that are invariably forwarded in full 
loads, while other varieties are always consigned m small quantities. 
To answer to the designation of general merchandise, articles must 
be of reasonable weight and dimensions so as to be containable 111 
the wagons provided, and must be stowable together in one wagon — 
articles of one kind with those of another kind — without detriment to 
each other, whenevei the procedure is requisite Articles that do not 
comply with these conditions cannot be included in the list of general 
merchandise. 

Fitly to receive and carry the various kinds and quantities of 
general merchandise, wagons of different lengths, powers, and capacities 
are constructed The weights of these wagons vary gieatly, being of 
every degice from about four to about seven tons To simplify the 
calculation of cost it is requisite to ascertain, by computation, the 
average weight of wagon — distinguishing between open and covered 



wagons — employed to convey general merchandise. A gieater average 
weight of wagon is employed to carry geneial merchandise leqiming 
to be coveited than general merchandise not requiring to be coveied, 
which is ascnbable to the weight of structure forming the covei In 
every 5thei respect the conditions of conveyance aie the same. One 
Table may serve for both divisions of traffic, if the anangcmcnt be 
found convenient, the same weights of loads, buj; with diffcicnt 
•weights of wagons, being made use of to distinguish the grades for 
each division. The initial and final giades will, of course, be diffcicnt 
for each division. 

A wagon of average weight may be assumed to have an average 
ca^rrying power, and to furnish an aveiage extent of space for the 
reception of a load 

It is the duty of foremen who aie employed to superintend the 
loading of vehicles to select suitable wagons to cairy the many 
consignments of geneial meichandise, diverse in kind and quantity, 
daily offered for conveyance; and it may be assumed that they per- 
form the task to the best of their ability. It is, however, not possible 
to have, always, empty wagons on hand that individually piovidc 
powei 01 icccptivc space to match the weights or dmicnsions of the 
loads fuinibhed by the consignments, even when in quantities amount- 
ing to full loads. Consignments may be, and often aie, cithei too 
small or too laige for the empty wagons available Thus a 5-ton 
wagon (in weight) may have to be used in place of a 4-ton wagon, 
or a 6-ton instead of a 5-ton wagon, or two 4-ton wagons instead of 
a 7-ton wagon, and so on. Inasmuch as loads accuiatcly adapted 
to wagons, with regard to weight or volume, can only occasionally be 
obtained, it is requisite to ascertain, in iclation t<9 consignments of 
each kind of general merchandise — having in view its natuie or the 
manner in which it is packed when tcndcicd for conveyance — the 
greatest weight of load obtainable in piactice, or the averagely adual^ 
to be termed the averag'e, sls distinguished fiom the /ioUmdal mciximum 
weight of load. 

To perform this task with some approach to accuiacy it is nccessaiy 
that the sepaiate weights of consignments of goods answciing to full 
loads, and of wagons carrying them, each with each, should be recoidcd 
during a leasonable period of time, so that needful calculations may 
be made Assuming, as the result of such calculations, that three- 
fourths of the potential maximum weight of load lepiescnts the average 
maximum weight of load obtained from single consignments of all 
kinds of geneial merchandise earned in wagons of all sizes, whether 
measured by each wagon’s carrying powci or by its capacity, then 
three-fouiths of the potential maximum weight of load that may be 
carried in a wagon of average weight, cauying power, and capacity, 
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having re^rd to each kind of general merchandise and the manner 
in which it is packed, will correspond or approximate to one of the 
weights of loads employed to distinguish the grades in •the Table 
prepared for general merchandise, and, consequently, will* indicate the 
grade suitable for full loads of such merchandise. 

It is needful to point out that the grade, ascertained in the manner 
described and considered suitable for consignments of each kind of 
general merchandise that furnish full loads, must be deemed to be 
suitable for consignments that exceed full loads, because however 
large any consignment of^general merchandise may be, the perfect 
adaptation of loads to wagons is prevented by the unavoidable diversi-, 
ties in their respective weights and sizes In almost every instance 
the greatest loads obtainable are something less than the maximum 
loads which the wagons are individually qualified to carry under the 
most favourable circumstances. A consignment of general merchandise 
amounting to one and a quarter or one and a half full loads, measured 
with regard to a wagon of average size, will call for some discrimination 
on the part of the foreman-loader in choosing the wagon or wagons 
to receive it. One and a quarter full loads might be contained in a 
large-sized wagon, but one and a half full loads would probably require 
two wagons, and those of the smallest size should b^ selected whenever 
possible. 

Provision must be made, by extending the grades, for the approxi- 
mation of the Weights of consignments that are less than full loads ; 
so that when the weights of consignments of any kind of general 
merchandise are less than the average maximum weight of load or 
the weight of load distinguishing the grade appropriate for full loads 
of such merchandise, they will approximate to one or other of the 
weights of loads distinguishing succeeding grades. 

Since a consignment of general meichandise whose weight forms a 
considerable fraction of a full load or of the calculated average maximum 
weight of load, as two-thirds or one-half, will, when placed in a wagon, 
leave a part of the stowing space unoccupied,^ the unoccupied portion 
may be utilized by the railway company for the reception of smaller 
consignments from other tj;aders when circumstances permit or require 
it, but this procedure will not affect the grading of the consignment 
forming the pnncipal part of the load It is only occasionally that 
it is convenient to ihcrease loads m this manner 

When small parcels or light consignments of goods are consigned 
by vaiious tiadeis in any town or district to separate or the same 
individuals or firms in different towns or districts, it is customary for 
the railway company to collect the paicels designed for the same place 
and stow them in one, two, or moie wagons, accoiding to the number 
of loads which the parcels provide In many cases, however, the parcels 
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for one town or district form, jointly, only a small fractioi’i of a full 
load, and yet it is often needful to employ a wagon solely for their 
conveyance? At other times it is possible to stow them along with 
a moderately^large consignment of merchandise intended to be conveyed 
to the'same town In other instances small parcels are not sent duect 
to the towns or distiicts to which they are consigned, but, in conjunction 
with other goods, to some town on the way to, or in the ncighbouihood 
of, their destinations, where they are transhipped and refoi warded along 
with other parcels. 'By the lattei procedure one wagon is made to 
serve instead of two, but extia time is reguiied to convey the goods 
.to the appointed stations 

Loads, consisting of small parcels received fiom different consignors, 
vary widely in weight according to circumstances, and those furnished 
at large stations maybe expected to be heaviei, generally, than those 
provided at small stations. However this may be, it is necessaiy to 
ascertain, with as much coirectness as possible, the average weight ot 
load’ obtained from small parcels of goods received from diffeient 
consignors, in older to presume, with confidence, that all consignments 
of general merchandise whose weights scpaialcly fall below it furnish, 
unitedly, loads avciagcly equal to it The weight thus found will 
distinguish the final grade for each division of tiaffic in the Table ot 
Rates and Charges appl3nng to gencial merchandise caiiied in open 
and in covered wagons. Suitably prepaicd, theiefoic, the Table will 
serve not only to denote the giades foi the different kinds of general 
meichandisc when consigned in quantities amounting to avciagc 
maximum loads, but also to indicate the grades for quantities that 
are less than average maximum loads, including the smayest parcels. 

In all towns and populous districts something produced, manu- 
factured, prepaied, or stoied that is needed m other towns and districts. 
Through the medium of tiadeis, commodities of all kinds arc passing, 
daily, to and from the various centres of population to be used or 
consumed These commodities form general meichandisc. After dis- 
charge at any station oi\the parent railwa}^ wagons that have conveyed 
one kind of general merchandise may be icloaded, at the same station, 
with the same or any other kind of general ipcichandise This ciicum- 
stance is advantageous to all parties concerned, inasmuch as the number 
of wagons that need to be conveyed, empty, is small in consequence 
of it. It cannot be expected that at each station just so many wagons, 
loade4, will be leceived, daily, as are requued for the merchandise to be 
forwarded At some stations moie, and at other stations fewer wagons, 
loaded, aie received than aie wanted foi the amount of gcncial 
merchandise daily tendered for transmission , and the oversupphes 
have to be conveyed, empty, to those stations that have not a suffi- 
ciency. It follows that an addition, as may be found appropriate, 
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needs toT)e made to the weights of wagons loaded with general 
merchandise in order that the conveyance of empty wagons may be 
included m the calculation of cost. • 

By charging a sum, per ton of load, for the terming services of 
clerkage or porterage in reference to light consignments of general 
merchandise, the amount yielded may be so small as to be insufficient 
to defray the exist Consignments, however insignificant in size or 
weight, require to be separately entered in the invoices, which occasions 
the same amount of clerical labour, with respect 1:o each consignment, 
as other entries relating tQ small consignments of greater magnitude. 
They also need separate identification by means of marks or labels iq 
collecting them together to form loads for wagons at the forwarditig 
stations, and again at the receiving stations during and after the process 
of unloading. Sometimes it is necessary to weigh them. Thus the 
smallest parcel or the lightest consignment of merchandise takes up, in 
the aggregate, an appreciable amount of the time and attention of 
porters in the operations associated with loading and unloading 

To obviate the difficulty thus arising it is requisite, first of all, to fix 
upon sums, having regard to each division of traffic, for the first and 
second terminal sei vices of clerkage and porterage respectively, with 
the intention that they shall form the minimum or lowest charges for 
those services when performed in relation to light consignments or small 
parcels. With regard to other terminal services and conveyance there 
is not the same reason for creating minimum charges. So long as the 
amount yielded by a sum, per ton of load, for conveyance and terminal 
services other than clerkage or porterage, applied to the actual weight, 
forms a part qf the total charge for any light consignment, a sufficient 
recompense is obtained, even though the amount be only a small 
fraction of a penny. 

The next step is to arrive at the weight marking the limit of weight 
for consignments that are to be deemed light and those that are not 
to be so regarded Here it is needful to deal separately with clerkage 
and porteiage, because the calculations will, show that the limit of 
weight must be difterent for each description of service Assuming, 
with regard to each division of traffic, that the minimum charge for 
the first and second terminal services of clerkage has been fixed 
upon, the sum, per ton of load, for the terminal services of clerkage 
relating to the fin^l grade for each division of traffic in the Table 
prepared for general merchandise, applied to a certain weight, will 
yield an amount equal to that of the minimum charge. This weight 
will be the limit of weight for light consignments so far as regards 
the services of clerkage Assuming, with regard to each division of 
traffic, that the minimum charge for the first and second terminal 
services of porterage has also been fixed upon, the sum, per ton 



30 RAILWAY RATES ^ 

of load, for the terminal sei vices of porterage likewise ^elating to 
the final grade for each division of tiaffic in the same Table, 
applied to 2 ceitain weight, will yield an amount equal to that of the 
minimum ch*arge This weight will be the limit of weight for light 
consignments so fai as regards the services of porterage. The two 
weights thus obtained will be different, that relating to the services 
of clerkage being the gi eater. • 

Parts of the weights marking the two limits of weight for light 
consignments of geneial meichandise in each division of traffic, com- 
puted at sums, per ton of load, foi thc^ seivices of clerkage and 
.porterage respectively, will yield different amounts according to the 
nfagnitudes of the parts These amounts will, naturally, be less 
than the minimum charges that may have been fixed upon, and 
will need to be increased in each case, so as to be equal to them. 
It must be borne m mind that, in reference to any giade, the rates, 
per ton, for conveyance are individually joined to a sum, per ton, 
for terminal services, and that the former differ greatly as the distance 
conveyed is long oi short, while the lattei remains unchanged. 
Computed at a late per ton, a consignment weighing, for example, 
a quaiter of a cwt will yield a consideiablc or an inconsideiable 
amount accoiding to the magnitude of the rate ; but leckoncd at a 
sum, per ton, for terminal seivices, the lesulting amount will be the 
same for every distance While the sums, per ton, for conveyance 
and terminal services combined will apply to the actual weights of 
light consignments, as in the case of consignments that are not deemed 
to be light, the resulting amounts, so far as they relate to the terminal 
charges for the services of cleikage and porterage, will f^ll shoit of the 
respective minimum charges that may have been fitted upon, according 
as the actual weights fall short of the designated limits of weight. 

In these circumstances it will be found expedient to graduate, with 
regard to each division of general merchandise, the weight denoting the 
greater of the two limits of weight — and the greater will include the less 
— and to calculate for each divisional weight, firstly, the amount by which 
it falls shoit of the minimum charge that may have been fixed upon for the 
services of clerkage , and secondly, the amount by which it falls short of 
the minimum charge that may have been fixed upon for the services of 
porterage. In the latter case, the limit of weight being less, the number 
of divisional weights for which calculations will be*required will be less 
also. The amounts or deficiencies thus obtained will deciease as the 
amounts, yielded by sums per ton, for the divisional weights increase, 
until the respective limits of weight are reached, at which points the 
deficiencies will cease. These deficiencies and the divisional weights 
to which they respectively relate should be entered in a suitable form 
for the guidance of clerks when invoicing light consignments of general 
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merchandise carried in open and in covered wagons, in order that 
appropriafe additions may be made to the amounts yielded by the 
united rates and charges per ton of load ♦ 

Exceptional general merchandise — Articles that may Idc described 
as exceptional general merchandise are occasionally tendered for 
transmission, and aie conveyable in wagons designed to carry general 
merchandise, but; by leason of their bulk or shape, they occupy the 
whole or a large poition of the space afforded by a wagon without* 
reaching the weight of load marking the final gfade for the division 
of traffic to which the merchandise pertains. In other respects they 
comply with the conditions attached^to general merchandise. 

In such cases it is not unreasonable that the weight to be charged 
for should be that of the load distinguishing the final grade instead 
of the actual weight of the consignment. For if a wagon weighing 
five tons contain a load weighing one ton, five-sixths of the amount 
chargeable for conveyance will be attributable to the wagon alone, 
and if the same wagon contain a load weighing half-a-ton, the amount 
chargeable, the distance conveyed being the same, will be eleven- 
twelfths of the amount chargeable for one ton, or only one-twelfth less. 
It may be made a condition, therefore, that when, for any reason, a 
consignment of merchandise occupies a wagon exclusively, and furnishes 
a load weighing less than the weight of load employed to distinguish 
the final grade in a Table suitable for such merchandise, the consign- 
ment shall not be charged for according to its own weight, but according 
to the weight of load maiking the final grade. In other words, the 
weight of load employed to distinguish the final grade m a Table must 
be the minimuni weight of load chargeable for the conveyance of any 
consignment of men:handise to which the Table applies, when exclusively 
occupying a wagon. 

After a Table of Rates and Charges, applicable to general merchandise 
carried in open and m covered wagons, has been prepared, and the grade 
appropriate for average maximum loads of each kind of merchandise, 
according to the manner in which it is packed, tjas been ascertained, the 
Table, together with the information which it is necessary to impart, 
should be piinted for the^guidance of lailway clerks and traders. A 
list of articles of general meichandise in each division of traffic, the 
names being alphabetically arranged, and a method of indicating 
those kinds that furnish full loads, either invariably, frequently, or 
occasionally, and those kinds that are always consigned in small 
quantities, will be required, the number of the grade appropriate for full 
loads of each kind of merchandise, if at any time consigned in 
quantities of that magnitude, being entered in proximity to its 
name. The following instructions should accompany the list — 

The grade appropriate for full loads of each kind of merchandise 
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must be deemed to be appropriate for consignments triat exceed 
full loads. 

The weights of consignments of each kind of meichandise that 
are less tha*n full loads must be approximated, respectively, to the 
weights of loads employed to distinguish the giades succeeding the 
grade appropriate for full loads 

The weights of consignments of any kind of merchandise invariably 
‘despatched in smaller quantities than full loads must be approximated, 
respectively, to the weights of loads employed to distinguish the grades. 

Consignments of merchandise in each envision of traffic that weigh 
Jess than the weight of load employed to distinguish the final grade 
must be held to pertain to that grade. 

Under these conditions, as the weights of consignments of each kind 
of general merchandise, beginning with full loads, gradually decrease, 
the rates and charges, per ton of load, will giadually increase, until the 
final grade for each division of traffic is reached, which will embiace 
small consignments of all magnitudes. 

The minimum charges that may be fixed upon for the first and 
second terminal services of clerkage and poiterage icspectively, with the 
limits of weight, relating to light consignments or small parcels of 
general merchandise earned in open and in coveied wagons, must be 
stated. The mode of computing sums, in relation to divisional weights, 
marking deficiencies in minimum charges for the first and second 
terminal services of clerkage and porteiage respectively performed in 
refeience to light consignments in each division of tiaffic, should be 
fully set forth, and, finally, a list of sums, obtained in the manner 
described, denoting the total deficiencies that lequirc be added to 
the amounts yielded by rates and charges, per ton «)f load, to make up 
minimum charges, must be fuinished. The whole should be printed for 
the guidance of railway clerks and traders. 

The names of ai tides that may be described as exceptional general 
merchandise, and the conditions, with rcgaid to chaiges for conveyance, 
to which they are to bp subject, must foim a pait of the infoimation 
supplied 

Articles of extraordinary zveight or dimensions . — Because of their 
uncommon weight or dimensions, certain articles of merchandise, as 
boilers, castings designed for particular purposes, fly-wheels, etc , require 
to be earned in wagons of peculiar construction having great strength 
and capacity. The amount of merchandise in this division of traffic is 
small comparatively, and a few wagons of diffeient sizes are, probably, 
found sufficient for its needs. 

If the weights ofi peculiarly-built wagons and the weights of loads 
which they are individually registered to carry have equal ratios, such 
weights of loads joined with such weights of wagons may be employed 



to distinguish the initial grade in a Table prepared for merchandise of 
this character. Other grades must be added in order to make provision 
for full loads whose weights are less than those employed tp mark^the 
initial grade. The approximation of the weight of any consignment of 
merchandise providing a full load for a pecuharly-built wagon to a 
weight of load employed to distinguish a grade will relate to the actual 
weight of the consignment and the actual weight of the wagon in which it 
is carried, and not to an average maximum weight of load and an average 
weight of wagon. Consequently, there will be no occasion to permanently 
grade articles of extraordinary weight or dimensions that furnish full 
loads. * ^ 

The Table must contain grades sufficiently numerous to provide, tg 
a reasonable extent, for the approximation of the weights of consign- 
ments that are less than full loads. 

It should be made a condition that any consignment of merchandise 
occupying a peculiarly-built wagon, and having a weight less than that 
of the load for such wagon marking the final grade in the Table, must 
be charged an amount for conveyance not less than as for the weight of 
such load. 

Inasmuch as suitable loads are obtainable at few stations, a peculiarly- 
constructed wagon may have to be conveyed, empty, a considerable 
distance to receive a load, and, after the load has been conveyed to its • 
destination and disposed of, may have again to be conveyed, empty, a 
considerable distance before it can be reloaded. For this reason the 
weights of peculiarly-built wagons employed to carry articles of un- 
common weight or dimensions will need to be greatly inci eased in 
order that the conveyance of empty wagons may be included in the 
calculation of co^St. ^ 

A Table of Rates and Charges prepared foi this division of traffic, 
with the names, alphabetically arranged, of articles of merchandise that 
usually provide loads for peculiarly-built wagons, will be necessary. 
The greatest dimensions, as well as the greatest weight, of single 
articles that may be carried in each peculiarly-constructed wagon 
should be stated. 

The Table, the list of articles of merchandise, the conditions of 
conveyance, and the requi^te instructions should be printed for the 
information of railway clerks and traders. 

Articles of great length occupying two or more wagons — Certain kinds 
of merchandise, as round or square timber, iron bars, beams, columns, 
shafts, boilers of ordinary dimensions, telegraph-posts, ladders, etc, 
require, by reason of their length, two or more wagons for transport. 
For merchandise of this character it is found convenient to build wagons 
without sides, each vehicle having the usual platform, but fitted with a 
“bolster*' moving on a pivot in the centre, on which one end of the 
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long articles may rest, stanchions, and a chain for bindmg the load. 
The upper structure of a wagon built in this fashion is reduced to the 
lo’v^est pojpt, the weight of the wagon being correspondingly lessened 

It frequently happens that when wagons are loaded with this 
description of merchandise the articles project beyond the ends of the 
wagons on which they are borne, tendering it necessary, for protective 
purposes, to employ additional wagons — termed safety wagons when 
in use — to accompany the loaded wagons to their destination. Safety- 
wagons are a source of consideiable expense, and it is desirable to 
dispense wnth them whenever it is possible. This can best be done by 
constructing wagons of various lengths but of uniform shape, to enable 
fthe loaders to select wagons suitably adapted to the length of the article 
or articles to be carried. When, however, the use of protective wagons 
is unavoidable, the cost must be taken into account as if the vehicles 
carried the loads. To facilitate the calculation of cost, it is necessary to 
find, by computation, the average wreight of wagon employed to convey 
articles of great length. 

It is incumbent on a railway company to define the limits of length 
to which articles that demand two or more wagons for their transport 
must be ciicumscnbed, the greatest length of wagon provided for the 
purpose of carrying long articles having to be taken into consideration 
in defining the respective limits in relation to two, three, or more 
wagons 

A Table of Rates and Charges, applicable to meichandise consisting 
of articles of great length, will need to be prepaied. Since a consign- 
ment may occupy two, three, or more wagons, each grade will require 
distinguishing weights of loads, joined with weights of wagons severally 
corresponding to the number of wagons that may ^e occupied by single 
consignments. 

The weights and dimensions of consignments that amount to full 
loads, in this division of traffic, are so various that it is not to be expected 
that the carrying power or receptive space of vehicles can be utilized 
to the greatest extent at each time of loading. Consequently, it will be 
needful to ascertain, as in the case of geneial merchandise, the weight 
of the greatest load obtainable in practice, or the average as distin- 
guished from the potential maximum weight of load, with regard to con- 
signments of each kind of merchandise characterized by great length, 
when occupying two, three, or more wagons^ respectively, and to 
approximate the weights thus obtained to the weights of loads distin- 
guishing the grades in the Table. To arrive at the average maximum 
weights of loads with some approach to correctness, it is needful, in 
regard to consignments furnishing full loads for two or more wagons, to 
record, during a reasonable period, the separate weights of loads and 
wagons, each with each, as a basis for calculation. 
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By meafis of a reasonable extension of the grades, provision must 
be made for the approximation of the weights of consignments, occupying 
two or more w^agons, that are less than full loads. • 

When a consignment of merchandise occupies two wagons, and is of 
less weight than that of the load for two wagons marking the final 
grade in the Table, it may be made a condition that it shall be charged 
an amount for conveyance not less than as for the weight of siich load. 
The same rule will apply to consignments occupying three or more* 
wagons under like circumstances. 

Usually bolster- wagons^ that have been employed to carry long 
articles are despatched, empty, to those stations at which merchandise , 
furnishing suitable loads is regularly forthcoming, or else to statioifs 
where occasional need for such wagons arises. It is but seldom that 
they can be reloaded at the stations where they are discharged. It is 
probable, therefore, that the weights of wagons carrying articles of great 
length will require to be doubled, or nearly so, in order that the 
conveyance of empty wagons may be included in the calculation of 
cost. 

When the Table of Rates and Charges has been prepared, and the 
average maximum weights of loads obtainable from the different 
descriptions of merchandise have been ascertained and approximated 
to the weights of loads distinguishing the grades, a list of articles of 
merchandise contained in this division of traffic, with the names in 
alphabetical order, will be required ; and the number of the grade 
appropriate foi full loads, according to the number of wagons employed 
to carry each consignment, must be entered opposite each name. The 
limits of length^to which loads for two, three, or more wagons are to be 
restricted, respectively, must also be stated. The following instructions 
should accompany the list . — 

The grade appropriate for full loads of each kind of merchandise, 
accoiding to the number of wagons occupied, must be deemed to be 
appropriate for consignments that exceed full loads. 

The weights of consignments of each kind qf merchandise that are 
less than full loads, according to the number of wagons occupied, must 
be approximated, respectiYely, to the weights of loads employed to 
distinguish the grades succeeding the grade appropriate for full loads. 

The weights of consignments of any kind of merchandise, occupying 
two or more wagons,* invariably despatched in smaller quantities than 
full loads, must be approximated, respectively, to the weights of loads 
employed to distinguish the grades. 

Consignments of merchandise that weigh less than the weights of 
loads employed to distinguish the final grade, according to the number 
of wagons occupied by each consignment, must be charged amounts for 
conveyance not less than as for such weights respectively* 
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The Table, the list of articles of merchandise, with the ^umbers of 
the respective grades for full loads, the conditions of conveyance, and the 
lequisite instructions, should be printed foi the information of railway 
clerks and tfadeis. 

Coal, hme, Wagons built to carry a particular kind of mer- 
chandise, as coal or lime, and exclusively employed foi the puipose, 
may be loaded up to their maximum carrying power or capacity, as the 
case may be, in every instance, if tradeis give due attention to the pfo- 
vision of loads In^ their construction, the beaiing part and the part 
designed for the reception of the load should be heedfully calculated, 
with especial regard to the kind of merchandise intended to be carried, 
Because too gieat an oversupply of power or receptive space implies 
superfluous weight of structure. Wagons of various sizes may be built, 
and, consequently, may have various weights So long as the ratios are 
equal, the grade for full loads of any description of merchandise carried 
in wagons of different weights will be the same. Thus wagons weighing 
4, and S tons, carrying full loads of 8, 9, and 10 tons respectively, 
furnish instances of equal relative magnitudes, the weight of wagon 
proportionate to unit-weight of load being half-a-ton in each case. 

On most railways coal, lime, and analogous meichandise aie carried 
in wagons piovided by traders interested in each commodity, and the 
vehicles are of so many makes and sizes that there is ground to believe 
that their weights and the weights of loads which they are individually 
registered to carry have not always the same ratio, and, consequently, 
that different grades will be required for the approximation of full loads 
of the same kind of merchandise. If this be so, the sooner the matter 
is rectified the better, because it is highly impoita^t that wagons 
should afford equal advantages when built foi the ^purpose of carrying 
one kind of merchandise. A few railway companies supply wagons to 
carry coal, lime, etc., and it may be presumed, in such cases, having 
regard to each description of merchandise, that the weights of the 
wagons and the weights of the loads which they are respectively 
registered to carry have the same or nearly the same ratio. 

Two Tables of Rates and Charges will need to be prepared for this 
division of traffic ; one to apply to coal, liipe, and similar merchandise 
w’'hen carried in wagons provided by the railway company , the other to 
apply to the same kinds of merchandise when carried in wagons supplied 
by traders. Seeing that provision has to be made' for full loads only, it 
may be assumed that a small number of grades will be sufficient for all 
requirements. Different weights of loads joined with different weights 
of wagons, as may be found necessary, will have to be employed to 
distinguish each grade. 

The weights of full loads obtained from each kind of merchandise 
when contained in wagons of the same size ought not to differ greatly;, 
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and the weights of the wagons should agree so nearly as to admit of the 
computation of an average weight of wagon The loads, in each case, 
should be the maximum loads which the wagons are qualified to carry, 
measured by the bearing power or the receptive space afforded. It is 
reasonable to expect, therefore, that the weights of full loads of the 
same kind of merchandise when carried in wagons of one size and weight, 
averagely calculated, should agree, or nearly so, in which case they will 
approximate to one of the weights of loads joined with the appropriate 
weight of wagon marking a grade Should they, from any cause, 
materially differ, they will approximate to two or more weights of loads 
marking different grades, and it will then become necessary to make, 
distinctions with regard to the same kind of merchandise, according fo 
the outcome of the approximations 

After being discharged, wagons that have earned coal, lime, and 
similar merchandise aie, almost invariably, returned to the collieries 
and places of production in order to be reloaded Hence the weights 
of wagons carrying loads of such merchandise require to be doubled in 
order that the conveyance of empty wagons may be included in the 
calculation of cost. 

After the two Tables of Rates and Charges have been prepared, and 
the maximum weights of loads obtainable from the different descriptions^ 
of merchandise have been approximated to the weights of loads dis- 
tinguishing the grades, a list of articles of merchandise — which will be 
identical for both Tables — comprised in this division of traffic, with the 
names alphabetically arranged, will be necessary, and the number of the 
grade appropriate for full loads must be entered in proximity to each 
name. If, for *iny reason, full loads of one kind of merchandise be 
approximated to two or more grades, the circumstance must be stated 
and the cause for discriminating should be plainly shown. The Tables, 
the lists of articles of merchandise, with the numbers of the respective 
grades for full loads, the conditions of conveyance, and the necessary 
instructions, should be printed for the information of railway clerks and 
traders. •» 

Mercha7idise carried in traders wagons that %vould otherwise he 
returned, empty, to pnvater. sidings, — Timber intended to be used in 
mines, and commonly called pit-wood, is received at certain ports fiom 
foreign countries, and, at times, it is found convenient to convey it to 
the collieries in traders’ wagons that have carried coal, which would 
otherwise be returned, empty, to private sidings adjacent to the collieries. 
Similarly, wire ropes, barrels of oil and grease, etc., are sometimes con- 
veyed from stations to private sidings in traders’ wagons that have 
carried coal Probably tiaders’ wagons built to carry merchandise 
other than coal may occasionally be used to carry different kinds of 
merchandise fiom stations to private sidings, instead of being conveyed, 
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empty, to those places. The cost of conveying empty wagons having 
to be added to the cost of conveying loaded wagons, it must be supposed 
that^the addition has already been made. Consequently, when tiaders’ 
wagons are employed to cany meichandise from stations to private 
sidings, instead of being conveyed empty, the calculation of rates for 
conveyance and charges for terminal and othei services will lefer to loads 
only and not to wagons * 

It is necessaiy to create a new division of traffic to include mer- 
chandise cariied in the circumstances described A Table containing 
one column of rates, calculated^ for consocutive distances, joined to 
-charges for terminal and other services, per ton of load, will suffice for 
this division of tiaffic It should be printed, together with any instructions 
01 information which it is necessary to impart, for the guidance of lailway 
clerks and tradeis. 

Vehicles running on their own wheels — Locomotives, tenders, wagons, 
and other vehicles designed to be used on railways occasionally form 
consignments of merchandise, and are conveyed, running on their own 
wheels, to their destinations. In these circumstances, lates for con- 
veyance and chaiges for teiminal sei vices require to be calculated in 
reference to the unit-weight of vehicle alone. Vehicles constituting this 
division of tiaffic are usually conveyed between piivate sidings and 
private sidings, or between piivate sidings and railway junctions, accord- 
ing as the makeis oi repairers of the vehicles execute orders on behalf of 
traders or railway companies. 

A Table of Rates and Charges prepared for merchandise in this 
division of traffic needs to have only one column The lates, calculated 
for consecutive distances, joined to charges for terminal and other services, 
per ton of vehicle, will apply to consignments of all Magnitudes. 

The Table, with a list of the kinds of vehicles comprised in this 
division of traffic, and othei information that may be requisite, should 
be printed for the guidance of railway clerks and tiaders. 

Live stock . — Live stock differs from the generality of meichandise 
in the circumstance that animals cannot be stowed one upon anothei in 
wagons, but must stand, side by side, without being incommoded by any 
superincumbent mass. They may, however, be packed closely together 
so as to fully occupy the floors of wagons It follows that large animals, 
full grown and well fed, as hoises and cattle, occupy, when standing, 
much of the receptive space of wagons, and furnish full loads of great 
weight ; while smaller animals, as calves, sheep, and pigs, take up a less 
part of the leceptive space and provide full loads of less weight. It is 
essential that the weight of live stock should be obtained, eithei accurately 
by means of weighing-machines, oi, with some approach to coriectness, 
by estimating it, since the cost of transport is largely influenced by this 
property of matter. Doubtless difficulties attend the use of weighing- 
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machines applied to animals, but it is indispensable that the weight 
should be arrived at in one way or another. 

Railway companies build wagons conformably to the needs of each 
description of traffic arising on their respective systems, so that some 
companies have only one size of cattle-wagon and other companies have 
more. Probably not more than three sizes of cattle-wagons are provided 
by any railway company, and they are usually desciibed as large, medium, 
and small, according to the lengths of the wagons. Assuming that three 
sizes of wagons are made use of, it is requisite to ascertain, by computa- 
tion, the average weight of wagon of each size, the greatest weight of 
load consisting of live stock which each size of wagon may carry, and, if 
in proportion, to employ such weights of loads, joined with the respective 
weights of wagons, to distinguish the initial grade in a Table of Rates 
and Charges prepared for live stock. Other grades must be added thereto 
in order that consignments of live stock furnishing full loads of different 
weights may be suitably approximated. The weights of full loads of 
any description of live stock are subject to variation, inasmuch as con- 
signments of one kind of animal furnish full loads of different weights 
according to age or breed, one breed sometimes producing taller animals 
than those of another breed. Also, on occasions it may be found con- 
venient and practicable to load a wagon with two or more kinds of 
animals Commercial considerations and humanity alike forbid that^ 
animals should be packed for transport too closely, or so as to incur 
injury, and, therefore, in loading wagons with live stock some restriction 
is necessary, the extent of which must be governed by the circumstances 
in each case 

For these reasons it is unadvisable to attempt to grade, permanently, 
the different kinds cT live stock consigned in quantities furnishing full 
loads, but to let such loads, agreeably to their ascertained or estimated 
weights, be individually approximated to the weights of loads, joined 
with the appropriate weights of wagons, distinguishing the grades in the 
Table. By this arrangement, a consignment of live stock providing 
more than a full load and occupying two or more wagons, one of which 
might not be fully loaded, would be dividedly approximated to the 
weights of loads marking the grades according to the weight of load 
carried in each wagon. 

Provision must be made, by a reasonable extension of the grades, 
for the approximatiofl of the weights of consignments that are less than 
full loads. 

A consignment of live stock exclusively occupying a wagon, and 
having a weight less than the weight of load, joined with the appropriate 
weight of wagon, employed to distinguish the final grade in the Table, 
must be charged an amount for conveyance not less than as for the 
weight of such load 
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Some of the wagons that have earned live stock from^^a port or a 
country station to a large town for sale are often leloaded with the same 
animals and despatched to other towns or country stations in the vicinity, 
as may be required by tiaders. But, finally, all such wagons need to be 
leturned, empty, to the ports or countiy stations where this kind of 
traffic is periodically forthcoming. Consequently, the weights of wagons 
carrying live stock will have to be considerably increased so that the 
conveyance of empty wagons may be included in the calculation of cost. 

It is needful to prepare a Table of Rates and Charges applicable to 
live stock, and a list of the different kinds of animals usually providing 
. loads in this division of traffic, together with the number and weight 
df animals of each kind, according to age, breed, condition, or other 
characteristic, estimated to furnish a full load for each size of wagon. 

The Table, the list of animals, the needful instructions, and the 
conditions that it may be found necessary to impose should be printed 
in a suitable form for the guidance of railway cleiks and the infoimation 
of tiaders. 

The sum to be made use of as a factor with the weights of loads and 
wagons, for the purpose of calculating rates for conveyance, should be 
chosen, firstly, with the intention that it shall be an indivisible measure 
of value for a moderately short distance, which will form the initial 
distance, and, secondly, that it shall afford facilities for calculation and 
yet be reasonably near the sum that would be made use of were this 
consideration excluded The rates, calculated by means of a sum 
selected with the objects stated, will relate to the successive grades in 
each Table, and, beginning with the initial distance, to consecutive 
distances that are multiples of the initial distance. Thet rates for each 
distance will foim a scale of rates. The scales of S*ates must be pro- 
giessively numbered, the rates in every scale being the product of the 
rates in the first scale multiplied by the number of the scale. If the initial 
distance be one mile, the consecutive distances will be whole miles, and 
will coincide with the figures employed to number the scales. In that 
case, the lates for all distances not exceeding one mile will be those in 
Scale I ; the rates for all distances over one mile and not exceeding two 
miles will be those in Scale 2, and so wi-th legard to the rates for 
succeeding distances. 

Owing to the vaiied cost of constiucting railways, or other reasons, 
some railway companies will require to charge different rates for con- 
veyance. Besides, after the rates chargeable by a railway company 
have been calculated and fixed, a time might come when, on account of 
the dearness or cheapness of fuel, or other*cause, it would be requisite 
to raise or lower them. To effect changes by alteimg the figures 
. denoting the rates would occasion a great amount of labour, and the 
consequent multiplicity of lates would be confusing to clerks and traders. 
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Instead of elteiing the figures representing the rates, it is simpler and 
equally effective to alter the distances for which the rates are calculated. 
By adopting this mode of procedure the scales of rates ipay be per- 
manently established and used for all Tables of Rates. The initial 
distance that a railway company may employ in reference to rates for 
conveyance will, theiefore, be a matter of importance, since it will 
determine the magnitudes of the consecutive distances to which the 
scales of rates are to apply, and, consequently, wilj affect the amounts 
chargeable for conveyance. The initial distance and the consecutive 
distances, which must be multiples of it, are not to be altered so long 
as the conditions of conveyance remain the same. The provision of 
wagons by traders furnishes an instance in which the conditions are 
altered, since the interterminal service of truckage, relating to wagons, 
is then no longer rendered by the railway company. In that case, an 
increased initial distance, with correspondingly increased consecutive 
distances, would have to be calculated and prefixed to the scales of 
rates in the Table or Tables concerned, in order to biing about the 
needful alterations in the amounts chargeable for conveyance 

For the purpose of illustration, let it be assumed, in reference to a 
given railway, that the consecutive distances, prefixed to the scales of 
rates, are whole miles, the initial distance being one mile, and that it is, 
needful to increase the amounts chargeable for conveyance by ten per 
cent, or one-tenth. This may be accomplished in two ways. If it be 
done by means of a change in the figures denoting the rates, then, by 
expressing the rates as unity in tenths, or in fractions of the same 
denomination as the fraction to be added, when increased they become 
eleven-tenths — one being added to the numerator. If it be done by 
means of a change in the distances, the distances may also be expressed 
as unity in tenths, but they require to be lessened, and one being added 
to the denominator they become ten-elevenths. By altering the initial 
distance to ten-elevenths of one mile, and the consecutive distances so 
as to be multiples of ten-elevenths of one mile instead of multiples of 
one mile, the scales of rates remaining unchanged, the amounts charge- 
able for conveyance will be increased by one-tenth. But let it be 
assumed that it is necessary to decrease the amounts chargeable for 
conveyance by ten per cent, or one-tenth. If it be accomplished by 
altering the figures representing the rates, then, by expiessing the rates 
as unity in tenths, or in fractions of the same denomination as the 
fi action to be subtracted, when decreased they become nine-tenths — one 
being taken from the numerator. If it be done by altering the distances, 
the distances may also be expressed as unity m tenths, but they need to 
be increased, and one being subtracted from the denominator they 
become ten-ninths. By altering the initial distance to one mile and 
one-nmth of a mile, and the consecutive distances so as to be multiples 
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of one mile and one-ninth of a mile instead of multiples of one mile, 
the scales of lates remaining unchanged, the amounts chargeable for 
conveyance'^ jvill be decreased by one-tenth. 

Again, let it be supposed that it is requisite to increase the amounts 
chargeable for conveyance by two-fifteenths By expiessing the dis- 
tances as unity in fifteenths and adding two to the denominator, fifteen- 
seventeenths is obtained. By alteiing the initial distance to fifteen- 
seventeenths of one mile, and the consecutive distances so as to be 
multiples of fifteen-seventeenths of one mile instead of multiples of one 
mile, the scales of rates continuii>g unchanged, the object desiied will be 
'gamed. Further, let it be supposed that it is necessary to decrease the 
amounts chargeable for conveyance by two-fifteenths. By again ex- 
pressing the distances as unity in fifteenths and subtracting two from 
the denominator, fifteen-thirteenths is obtained By altering the initial 
distance to one mile and two-thirteenths of a mile, and the consecutive 
distances so as to be multiples of one mile and two-thirteenths of a mile 
instead of multiples of one mile, the scales of lates remaining unchanged, 
the effect intended will be produced. 

The advantage gained by legulating the amounts chargeable for 
conveyance in the manner proposed consists m the circumstance that, 
;whatever cause may arise to warrant alteration, the change may be 
brought to pass without altering the scales of rates, and with the least 
disturbance of the figuies employed in the Tables It must be noted, 
however, that any alteration of charges for terminal and other services 
will necessitate an alteration of the figures repiesenting the rates and 
charges combined , but should a change of distances only be requiied, 
the scales of united lates and charges may lemain unaltered. 

If acceptable to lailway companies and tiaders, th^e late of progiession 
detei mining consecutive distances may be increased at stated intervals. 
In the event of this course being adopted, the scale of rates appropriate 
to the middle distance of the inci cased consecutive distance, or as near 
to the middle distance as may be practicable, must be regarded as 
appropriate for the whole consecutive distance. For the sake of illus- 
tration, let it be assumed, in reference to a given railway, that the initial 
distance is one mile, and that the rate of progression, up to a stated 
distance, is one mile. If, at the end of the stated distance, the rate of 
progression were doubled, or increased from one mile to two miles, 
instead of every scale of rates only one of every two consecutive scales 
of rates would have to be employed for succeeding distances. In that 
case, the first scale of the two consecutive scales of lates would be appro- 
priate for each consecutive distance. If, at the end of a second stated 
distance, the rate of progression weie increased from two miles to three 
miles, only one of every three consecutive scales of rates would have to 
be used for succeeding distances. In that event, the second scale of the 
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three consecutive scales of rates would be appropriate for each con- 
secutive distance This mode of proceduie would need to be continued 
with regard to rates of progression greater than thiee mijes If the 
initial distance were a fraction of one mile or one mile and a fraction, 
the method of arriving at the scales of rates suitable for increased con- 
secutive distances caused by alterations in the rate of progression would 
be the same as for^an initial distance of one mile. 

The weights of wagons proportionate to unit-weights of loads are 
intended to remain unchanged in all circumstances, but the weights of 
loads and the weights of wagons with wjjich they are individually joined 
may be altered according to requirements, provided that their respective 
relative magnitudes be maintained. Because of the equality or similarity'* 
of ratios, obtained by pioceeding in the manner described, the united 
lates and charges, per ton, applied to the weights of loads distinguishing 
the grades will, of course, yield amounts for transport commensurate 
with the value of the services rendered. But the weights of many 
consignments that are less than full loads will come between the weights 
of loads distinguishing adjoining grades, and the unit-weight of load 
and proportionate weight of wagon computed for either of the adjoining 
grades will have relative magnitudes somewhat different from those of 
the weights of loads and the weights of wagons with which they are to . 
be joined, refeired to. Consequently, the rates and charges, per unit- 
weight of load, calculated for either of the giades will be too high or 
too low because of the dissimilarity of ratios, and it becomes necessary 
to point out the course to be followed when the circumstances are as 
described. 

When a consignment, less than a full load, provides a load whose 
weight comes between a greater and a lesser weight of load maiking 
adjoining grades, the sum representing rates and charges, per ton, 
calculated for the lesser weight of load must be employed as a factor 
with the intervening weight of load, so long as the amount produced is 
less than, or equal to, the amount chargeable for the gi eater weight of 
load, and must not exceed it Inasmuch as the sum representing rates 
and charges, per ton^ to be employed under this rule will always be 
somewhat greater than it would be if computed commensurately, it 
follows that between the weights of loads respectively distinguishing 
adjoining grades in any Table there will be a certain intervening weight 
of load, which, multiplied by a larger sum per ton, will yield an amount 
equal to that resulting from the multiplication of the greatei distinguish- 
ing weight of load by a smaller sum pei ton This weight of load, 
whatever it may be in each case, and the greater distinguishing weight 
of load, will, together, foim limits of weight within which all magnitudes 
of loads will be debitable with the same amount, namely, the amount 
chargeable foi the greater distinguishing weight of load. 
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To guard against the liability of clerks to enter in the it>voices larger 
amounts, with respect to consignments that furnish intervening weights 
of loads, fl^an ought to be entered, it is necessary to compute, by means 
of the sums, per ton, forming the scales of united lates and charges for 
consecutive distances, the amounts respectively chargeable for loads 
whose weights distinguish the grades, and to enter such amounts, 
individually, m proximity to the sums by whose agedcy they have been 
calculated. Computed for each senes of weights of loads employed to 
mark the giades in each Table, these amounts will be very numerous. 
They will, howevei, serve as limits to prevent the overcharging of 
consignments that furnish intervening weights of loads which are less 
^han full loads, and will save the labour of calculation in regard to 
consignments whose weights correspond with the weights of loads 
distinguishing the grades. The task of computation will be light, and 
the amounts, when correctly obtained and intelligibly set forth, will 
afford increased facilities in the work of invoicing and of checking the 
amounts enteied in the invoices. 

It may be observed that this method of ai riving at the amounts 
chaigcable for consignments of meichandise that furnish intervening 
weights of loads is wholly in favour of railway companies, but the 
^dnterests of traders will not be unduly affected if the grades bc^sufficiently 
numerous, oi, in other words, of small extent, individually. The con- 
ditions of transport — of which the method of charging for a consignment 
according to the weight of load which it provides will form an important 
part — ought to be widely made known, so that traders may be enabled 
to legulate the magnitudes of their consignments in the manner most 
conducive to their own benefit 

In pioximity to the shafts leading to their*^ mines coal-masters 
usually make sidings on land set apait foi the pin pose, and connect 
them with a laihvay by means of a junction in each case, the arrange- 
ment saving the expense of cartage Such sidings are called private 
sidings to distinguish them from goods stations, but the uses of both are 
identical. The weight^of coal dealt with at these places is very great, 
and fully justifies the procedure taken. In addition to sidings, many 
coal-masters provide their own wagons. • Coal-dealers, who are not 
coal-masters, also furnish their own wagons in numerous instances. In 
either event, viewed as the action of tiaders, the result is the same The 
owners of piivate sidings commonly provide locomotive power for the 
purpose of moving wagons from one position in the sidings to another, 
as may be necessary. The provision, by traders, of sidings, wagons, and 
shunting powei has the effect of dividing the services fulfilled by a 
railway company under ordinary conditions, some of the services 
continuing to be performed by the railway company, while some are 
fulfilled by traders 
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In order that the matter may be clearly apprehended, it is expedient 
to give, in ditail, firstly, a list of the services fulfilled, and the liabilities 
and obligations undertaken, by a railway company when gejicral mer- 
chandise is conveyed in the railway company’s wagons from* stations to 
stations on the same railway , secondly, a list of the services fulfilled, 
and the liabilities and obligations undertaken, by a raihvay compmiy 
when coal is conveyed m traders’ wagons from private sidings to stations 
on 'the same railway ; and thirdly, a list of the services, etc., fulfilled by 
traders when coal is conveyed in traders’ wagons from private sidings to 
stations on the same railway. The services, etc , named in the second 
and third lists comprehend the services, *etc., enumerated in the first list. 
The service of porterage, in reference to coal, is not performed by railway 
companies. 

Before entering on this task, it is needful to say that when wagons 
have to be sent, empty, from the stations where they have been dis- 
charged to other stations to be loaded, the services of railage, haulage, and 
truckage, fulfilled in reference to the empty wagons prior to despatch, 
pertain to first terminal services, although performed at second terminal 
stations. Charges for those portions of the first terminal services which 
are performed at second terminal stations must be joined to charges 
for the second terminal services of the same denomination, respectively. 

To prevent misconception, it may be observed that by providing* 
wagons a railway company or a tiader renders the seivice of tiuckage 
relating to such wagons during each journey. 


I. DETAILED LIST OF SERVICES FULFILLED, AND LIABILITIES AND 
OBLIGATIONS UNDERTAKEN, BY A RAILWAY COMPANY WHEN 
GENERAL Mi:RCHANDISE IS CONVEYED IN THE RAILWAY 
company’s WAGONS FROM STATIONS TO STATIONS ON THE SAME 
RAILWAY. 


Services, etc , 
progressively 
numbered 


X I nterterminal service of railage, including taxes 1 
2 I nterterminal service of haulage 

3. I nterterminal service of truckage, relating to ^ 

locomotives, etc. 

4. Interterminal service of truckage, relating to 

loaded and ^Ripty wagons. 

5 First terminal service of railage, including taxes ^ 

6. First terminal service of haulage 

7. First terminal service of truckage, relating to 

locomotives, etc. 

8. First terminal service of truckage, relating to 

loaded and empty wagons. ; 


Constituting the 
service of con- 
veyance. 


Constituting the 
first terminal 
service of stop- 
page. 
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Services, etc , 
progressively 
numbered 

9. That portion of the first terminal service of lailage which is ful- 
fiUed in relation to loaded and empty wagons during then stay 
in the sidings at first terminal stations, including taxes. 

10. That portion of the first teiminal seivice of haulage which is ful- 

filled in relation to loaded and empty wagons duiing their stay 
in the sidings at first terminal stations. 

11. That portioi\of the first terminal seivice of truckage which is 

fulfilled in relation to loaded and empty wagons duiing their 
stay in the sidings at first termincfl stations. 

12. First terminal service of porterage. 

13. First terminal seivice of clerkage. 

14 Junctional services of railage, including taxes. 

15. Junctional services of haulage. 

16. Junctional services of truckage, relating to loco- 

motives, etc. 

17 Junctional services of truckage, relating to loaded 
and empty wagons, 
iS. Junctional services of 1 adage, relating to loaded and empty wagons 
while staying in the sidings at junctions, including taxes. 

19. Junctional services of haulage, relating to loaded and empty 
wagons while staying in the sidings at junctions. 

20 Junctional services of tiuckage, relating to loaded and empty 
wagons while staying in the sidings at junctions 
21. Second terminal serviceof railage, including taxes.' 

22 Second teimmal service of haulage. 

33. Second teiminal service of truckage, relating to 
locomotives, etc. 

24. Second terminal service of truckage, relating to 

loaded and empty wagons. 

25. Second terminal service of lailage, relating to loaded wagons dur* 

mg their stay in the sidings at second teiminal stations, 
including taxSs. 

26 Second terminal service of haulage, relating to loaded wagons 
during their stay in the sidings at Second terminal stations. 

27. Second terminal service of truckage, relating to loaded wagons 

during their stay m the sidings at second^terminal stations. 

28. That portion of the first terminal service of railage which is ful- 

filled in relation to empty wagons during their stay in the 
sidings at second terminal stations before they are despatched 
to other stations to be loaded, including taxes. 

29. That portion of the fiist terminal service of haulage which is ful- 

filled in relation to empty wagons during their stay in the 


Constituting the 
second termi- 
nal service of 
stoppage. 


Constituting the 
junctional ser- 
vices of stop- 
page. 



Services, etc , 
progressively 
numbered 
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sidings at second terminal stations before they aie despatched 
to other stations to be loaded. 

30 That portion of the first terminal service of truckage which is ful- 
filled in relation to empty wagons during their stay in the sidings 
at second terminal stations before they are despatched to other 
stations to be loaded 
31. Second terminal service of porterage. 

32 Second terminal service of clerkage, 

33. Exposure to loss (Risk). 

34 Extraneous services. 


2. DETAILED LIST OF SERVICES FULFILLED, AND LIABILITIES AND 
OBLIGATIONS UNDERTAKEN, BY A RAILWAY COAIPANY WHEN 
COAL IS CONVEYED IN TRADERS’ WAGONS FROM PRIVATE 
SIDINGS TO STATIONS ON THE SAME RAILWAY. 


Reference to Nos 
of services, etc , 
in the first list 


1 

2 
3 

5 

6 

7 - 


Interterminal service of railage, including taxes. Constituting 
Interterminal service of haulage. [ part of the. 

Interterminal service of truckage, relating to 
locomotives, etc. 

First terminal service of railage, including taxes ) 

First terminal service of haulage. 

First terminal service of truckage, relating to] 
locomcftive^ etc. 

First terminal service of clerkage. 

14 Junctional services of railage, including taxes. 

15. Junctional services of haulage 
16 Junctional services of truckage, relating to loco-[ 
motives, etc 

18 Junctional services of railage, relating \o loaded and empty 
wagons while staying in the sidings at junctions, including 
taxes. 

19, Junctional services of haulage, relating to loaded and empty 
wagons whi]e staying in the sidings at junctions. 

Constituting 
part of the 
secondterminal 
service of stop- 
page 

25 Second terminal service of railage, relating to loaded wagons 


service of con- 
veyance. 

Constituting 
part of the first 
terminal ser- 
vice of stop- 
page 

Constituting 
part of the junc- 
tional services 
of stoppage 


21. Secondterminal serviceofi adage, including taxes 

22 Second terminal service of haulage. 

23 Second terminal service of truckage, relating to 

locomotives, etc. 
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Reference to Nos. 
of services, etc , 
in the first list 

during their stay in the sidings at second terminal stations, 
including taxes 

26 Second terminal service of haulage, relating to loaded wagons 
during their stay in the sidings at second teimmal stations. 

28. That portion of the fiist terminal service of railage which is ful- 
filled in relation to empty wagons during* their stay in the 
sidings at second terminal stations before they aie despatched 
to private sidings to be loaded, including taxes. 

29 That portion of the first germinal service of haulage which is ful- 
filled in relation to empty wagons during their stay in the 
* sidings at second terminal stations before they are despatched 

to private sidings to be loaded 

32 Second terminal service of clerkage. 

33 Exposure to loss (Risk) 

34 Extraneous services. 

3 DETAILED LIST OF SERVICES, ETC., FULFILLED BY TRADERS WHEN 
COAL IS CONVEYED IN TRADERS’ WAGONS FROM PRIVATE SIDINGS 
TO STATIONS ON TliE SAME RAILWAY. 

Reference to Nos 
of services, etc , 
in the first list 

4 Intel terminal service of truckage, 1 elating to loaded and empty 
wagons, constituting pait of the seivice of conveyance 

8. First terminal seivice of truckage, relating to loaded and empty 

wagons, constituting part of the first terminal service of 
stoppage, ^ * 

9. That portion of the first terminal service of railage which is 

fulfilled in relation to loaded and empty wagons during their 
stay in private sidings corresponding to first terminal stations, 
including taxes. 

10. That portion of the first terminal service of haulage which is 
fulfilled in relation to loaded and empty wagons duimg their 
stay in piivate sidings corresponding to first terminal stations. 

iL That portion of the first terminal sbrvice of truckage which is 
/ulfilled in relation to loaded and empty wagons during their 
stay in private sidings corresponding to first terminal stations, 

12 First terminal service of porterage. 

17 Junctional services of truckage, relating to loaded and empty 
wagons, constituting part of the junctional services of stoppage. 

20. Junctional services of truckage, relating to loaded and empty 
wagons, while staying in the sidings at junctions. 

24 Second terminal service of truckage, relating to loaded and empty 
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Reference to Nos. 
of services, etc , ^ 

in the first list 

wagons, constituting part of the second terminal .service of 
stoppage 

27 Second terminal service of truckage, relating to loaded wagons 
during their stay in the sidings at second terminal stations. 

30 That portion of the first terminal service of truckage which is 
fulfilled in relation to empty wagons during their stay in the 
sidings at second terminal stations, before they are despatched 
to private sidings to be loaded. 

31* Second terminal service of porterage. 

Iron-masters and others, for the same reasons that actuate coal- 
masters, also piovide their own sidings and shunting-power, and, for 
the whole or a part of the articles manufactured and of the materials 
used in the process of manufacture, supply their own wagons. The fuel 
required by these traders has often to be sent by railway. The services, 
etc., fulfilled by traders, in the altered circumstances, are given in the 
next list , all other services, etc., mentioned in the first list, being 
performed by the railway company. 

4 DETAILED LIST OF SERVICES, ETC , FULFILLED BY TRADERS WHEN 
COAL AND OTtlER KINDS OF MERCHANDISE OF AN ANALOGOUS 
CHARACTER ARE CONVEYED IN TRADERS’ WAGONS FROM 
PRIVATE SIDINGS TO PRIVATE SIDINGS ON THE SAME RAILWAY. 

Reference to Nos 
of services, etc , 
m the first list • 

4 Interterminal service of truckage, relating to loaded and empty 
wagons constituting part of the seivice of conveyance. 

8. First terminal service of tiuckage, relating to loaded and empty 
wagons, constituting part of the first terminal service of 
stoppage 

9 That portion of the first terminal service of railage which is fulfilled 
in relation to loaded and empty wagons during their stay in 
private sidings corresponding to first teiminal stations, including 
taxes. 

10 That portion of the first terminal service of haulage which is 
fulfilled in •relation to loaded and empty wagons during 
their stay in private sidings corresponding to first terminal 
stations. 

11. That portion of the first terminal service of truckage which is 

fulfilled -in relation to loaded and empty wagons during their 
stay in private sidings corresponding to first terminal stations. 

12. First terminal service of porterage. 

4 
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Reference to Nos 
of services, etc , 
in the first list 

IJ7. Junctional services of truckage, 1 elating to loaded and empty 
wagons, constituting part of the junctional services of stoppage, 
20 Junctional services of truckage, 1 elating to loaded and empty 
wagons, while staying in the sidings at junctions. 

24 Second terminal service of truckage, lelatii^ig to loaded and 
empty wagons, constituting part of the second terminal service 
of stoppage. 

25. Second terminal service of railage, relating to loaded wagons 
during their stay in jJtivate sidings corresponding to second 
terminal stations, including taxes. 

26 Second terminal service of haulage, relating to loaded wagons 

during their stay in private sidings coi responding to second 
terminal stations. 

27 Second terminal seivice of truckage, relating to loaded wagons 

during their stay in private sidings coiiesponding to second 
terminal stations. 

28, That portion of the fiist terminal service of railage which is 
fulfilled m lelation to empty wagons during their stay in 
private sidings corresponding to second teiminal stations, before 
they aie despatched to other private sidings to be loaded, 
including taxes. 

29 That portion of the first teiminal seivicc of haulage which is 

fulfilled in relation to empty wagons during their stay in 
private sidings coirespondmg to second terminal stations, before 
they are despatched to other piivate sidings to be loaded. 

30 That portion of the first teiminal service §)f truckage which is 

fulfilled in relation to empty wagons during their stay in 
private sidings corresponding to second terminal stations, 
before they aie despatched to other private sidings to be 
loaded. 

31 Second terminal seivice of porteiagc 

In a comparatively few instances, engineers, machinists, paper-makers, 
manufacturers of chemicals, cotton-spinneis ^nd manufacturers, bleachers, 
and tradeis engaged in other businesses, provide their own sidings and 
shunting-powei. They also employ men to peiform the service of 
porterage at such sidings, but they do not, usuatlly, supply their own 
wagons. The services, etc., fulfilled by traders when general merchandise 
is forwarded fiwn stations to private sidings, and when it is forwarded 
from private sidings to stations, in wagons piovided by the railway 
company, are detailed in the next two lists ; the remainder of the 
services, etc., enumerated in the first list, being performed, in each case, 
by the railway company. 
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5. DETAILED LIST OF SERVICES, ETC., FULFILLED BY TRADERS WHEN 
GENERAL MERCHANDISE IS CONVEYED IN THE,' RAILWAY 

company's wagons from stations to private sidings on 

THE SAME RAILWAY, 

Reference to Nos 
of services, etc , 
m the first list. 

25. Second terminal service of railage, relating^ to loaded wagons 
during their stay in private sidings corresponding to second 
terminal stations, imcluding ta^es. 

26 Second terminal service of haulage, relating to loaded wagons 
during their stay in private sidings corresponding to second 
terminal stations 

28. That portion of the first terminal service of railage which is 
fulfilled in relation to empty wagons during their stay in 
private sidings corresponding to second terminal stations, 
before they are despatched to stations to be loaded, including 
taxes 

29 That portion of the first terminal seivice of haulage which is 
fulfilled in relation to empty wagons during their stay in 
private sidings corresponding to second terminal stations, before 
they are despatched to stations to be loaded. 

31 Second terminal seivice of porterage 

6 DETAILED LI'^T OF SERVICES, ETC, FULFILLED BY TRADERS WHEN 
GENERAL MERCHANDISE IS CONVEYED IN THE RAILWAY 
COMPANYte WAGONS FROM PRIVATE SIDIXGS TO STATIOXS ON 
THE SAME RAILWAY 

Reference to Nos 
of services, etc , 
in the first list 

9 That portion of the first terminal service of railage which is 
fulfilled in relation to loaded and empty wagons during their 
stay in private sidings corresponding to first terminal stations, 
including taxes 

10 That portion of the first terminal service of haulage which is 
fulfilled in relation to loaded and empty wagons during their 
stay in private sidings corresponding to first terminal stations. 

12. First terminal service of porterage. 

Traders’ wagons should have the owner’s name and location con- 
spicuously painted on both sides of each wagon so as to be a guide to 
shunters in the process of marshalling empty wagons, and to the guards 
of trains engaged in the conveyance of empty wagons to their destina- 
tions. 
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Loaded wagons intended for private sidings should be ^labelled and 
conveyed to their destinations directly, or by a continuous piocess, in 
the' same ^manner that loaded wagons are labelled and conveyed to 
stations. In the event of loaded wagons being labelled and conveyed to 
a station, and subsequently le-labelled and conveyed, intact, to a private 
siding in the vicinity, considerable expense is caused, which would be 
obviated if the wagons were labelled and conveyed*" directly from the 
first terminal station to the private siding. Empty wagons returning to 
private sidings ought, also, to be conveyed to their destinations directly. 
The stopping of trains and the^*eceiving of loaded and empty wagons, 
for brief periods, in the sidings at intermediate stations, whether due to 
avoidable or unavoidable causes, occasion expense, and should be kept 
within the narrowest limits practicable 

The average weight of loaded and empty wagons tiansferred by 
trains, per stop, at a private siding, ought not to be less than that of 
loaded and empty wagons tiansferred, per stop, at a small goods station 
The cost of stopping a train to transfer wagons is much the same in 
amount whethei it be one wagon or a dozen wagons that are transfeired. 
Viewed in relation to wagons transfen ed at small stations, or stations 
wheie there is not much traffic, the cost of each stoppage, divided by the 
w^eight of loaded and empty wagons transferred, is considerably more, 
per ton, than at large stations, wheie a greater weight of wagons, furnish- 
ing a gicatei divisor foi the cost of each stoppage, is transfer! ed. Only 
by joining all stations togethei and ascertaining the avei age weight of 
loaded and empty wagons tiansfeired by trains at each stop, as a basis 
for the calculation ot cost, is it piacticable to find a means of satisfying 
the railway company’s rightful demands, and securing, ^-t the same time, 
equitable treatment for tradeis. 

Every junction with a i ail way, whether formed as a means ot 
communication with the sidings of a goods station or with a private 
siding, is a souice of danger, as a history of lailway accidents, could it 
be wiitten, would show Sidings themselves, when containing wagons, 
frequently become inshmments undesignedly conducing to collisions and 
other mishaps, which, at times, endanger the passage of tiains on the 
mam line For the sake of public safety, therefore, it is desirable that 
the number of junctions with any railway should not be more than are 
necessary, and that the establishment ot a private siding in connection 
with a railway should be permitted only after cCn assurance has been 
given that the weight of traffic to be dealt with thereat, periodically, will 
not be less than a stated amount. No railway company would think of 
constructing a goods station in any place and providing a staff of men, 
unless there was a probability that the amount of traffic arising in the 
locality would be sufficiently large to warrant the action. Doubtless, it 
is convenient to traders, whether they own a laige oi a small business, 



THE METHOD DESCRIBED 53 

to have, adjacent to their works, private sidings communicating with a 
railway ; bu? when the weight of loaded and empty wagons periodically 
transferred at a private siding is very small, it is reasonaljie that 'the 
railway company should increase the charges for the terminal service of 
stoppage at such siding so as to be equal to the charges averagely 
obtained for the same service when performed at a small goods station. 

In reference to*" private sidings, therefore, it may be made a condition 
that the weight of loaded and empty wagons averagely transferred by 
trains at each stop shall not be less than the weight of loaded and empty 
wagons averagely transferreci, per stop,^t small goods stations during a 
stated period , and, if the weight prove to be less, that the charges for 
each terminal service of stoppage shall be increased so as to make up 
the deficiency. In the latter contingency, the charges added would form 
extra charges, and would have to be calculated specially, or apart from 
the united rates and terminal charges. 

British railways have been constructed by private individuals who 
have united together to form companies and provide capital for the 
purpose. Generally, the aim of the promoters was to make a connection 
between two large towns, choosing a route that would pass through, or 
near to, towns and villages lying between ; but before taking active 
steps, the sanction of Parliament had to be obtained. Their construction 
has been spread over a lengthened period; one company after another 
having been formed at different times and in different localities, the 
ostensible object of each being to give to certain towns and villages the 
facilities afforded by a railway. This continued action has had the 
effect of intersecting the face of the countiy to such an extent as to make 
It appear, viewe(!i through the medium of a map, as if covered with a net- 
work of lines. At first, two widths of railway for the passage of vehicles 
were made use of; some companies adopting the bioad gauge, and 
others, the narrow gauge, which involved the construction of vehicles 
having different widths between the wheels. This condition of things 
lasted for many years, and caused great inconvenience Naturally, the 
existence of two gauges precluded union by mear>6 of junctions Finally, 
the railway companies who had adopted the broad gauge abandoned it, 
and altered their lines so as. to conform to the gauge adopted by other 
railway companies. With minor exceptions, the railways in Great 
Britain have now only one gauge, with the result that the locomotives 
and wagons used and owned by any railway company are enabled to 
travel on the railway of any other company. 

Although the width and height of bridges and tunnels constructed 
on railways vary to some extent, giving occasion to fix different 
maximum dimensions of loaded wagons for different railways, the 
diversities are so small that they are not likely to materially affect the 
weights of loads. 



54 RAILWAY RATES 

The adoption of a uniform gauge and the close agreement of the 
dimensions to which loaded wagons are limited on the various railways, 
make it reasonable to imagine that if the values of the instruments 
forming the means and appliances of railway companies were equalized, 
the resulting averages would, in some important respects, be the same 
for each railway. For example, it might be expected, remembering that 
most kinds of commodities are carried by all railWay companies, that 
the wagons built by the respective companies would be so much alike 
that their weights," averagely computed for the sevei al divisions of 
traffic, would be the same, practically, for#each railway. Since there is 
no statutory law enjoining uniformity in this particular, it is to be feared 
that the results of calculations would disclose considerable differences ; 
and, if so, there is ground to believe that some companies possess greater 
advantages than other companies, owing to the fact that their wagons 
are more economically adapted to the needs of traffic. 

To elucidate the subject, let it be assumed that the wagons provided 
by one railway company for the purpose of carrying general merchandise 
aie longer, stronger, and heavier than those piovided by another railway 
company. Obviously, to secure equal rates and charges, per ton, the 
loads carried must likewise be heavier pioportionately. But a large pait 
of general merchandise consists of consignments of many magnitudes, 
each less than a full load, and the wagons provided, however unsuitable, 
must be used to cairy such consignments. It follows that the provision, 
by one company, of wagons whose average dimensions, strength, and 
weight are greater than those provided by another company, tends to 
inciease the rates and charges, per ton, for consignments that are less 
than full loads , and it becomes necessary to ascertain which is the 
best type of structuie to adopt m building wagons to cany general 
merchandise, or, indeed, any other description of merchandise. A test 
of the economic fitness of wagons for the purpose of carrying general 
merchandise is afforded by ascertaining the weights of loads and of 
wagons employed to cany them, with the respective distances conveyed, 
during a stated periods By means of calculations made from the result- 
ing figures may be found the ratio of the weight of loads to the weight 
of wagons, conveyed one mile ; and the greater the fraction expressing 
the ratio the greater is the benefit received. To gain the information 
lequired, a pre-arranged method of recoiding it in detail is necessary. 

There is, however, yet another determinant, wliose influence is more 
apparent in reference to merchandise invariably carried in full loads and 
in wagons built for the purpose than in regard to merchandise which 
comprises loads of varying magnitudes earned in wagons built for a 
general purpose. This determinant is the benefit deiived from the 
greater utilization of space on the railway itself, and in the sidings at 
terminal stations and junctions, when longer, stronger, and heavier 
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wagons are provided, and proportionately heavier loads are carried 
Coal furnishes a good example of merchandise affording an opportunity 
to gain space by increasing the weights of wagons and loads. L^t it 
be assumed that 18 wagons, each weighing 5 tons and loaded with 
coal weighing 10 tons, form a train-load. Let it be granted that 15 
wagons, each weighing 6 tons and loaded with coal weighing 12 tons, 
also form a train-lC)ad. Each train-load will weigh 270 tons If conveyed 
equal distances on the same railway, the rates, per ton, will be alike ; 
the amount received for transport will be the same'* for each train-load , 
but the space occupied on the rails by the fifteen wagons will be less 
than that occupied by the eighteen wagons. The reduction of space 
occupied, consequent on the use of larger wagons containing heavier 
loads, constitutes the advantage gained. The same reasoning applies 
to other kinds of merchandise carried undei like conditions 

If 1 ail way companies build their wagons so diversely as to yield 
different average weights when computed for merchandise in any division 
of traffic, and if it could be supposed that the action has no prejudicial 
effect, but that each company derives equal advantages in spite of it, it 
might be urged that for the sake of the facilities which uniformity gives 
the practices, in this respect, ought to be altered so as to agree with 
each other. But if it can be shown, as seems likely, that dissimilar 
makes of wagons are immediately responsible for differences in the 
benefits obtained, it behoves railway companies to ascertain which 
stiuctural type of wagon is best adapted to merchandise in each division 
of traffic, and to build their wagons conformably thereto. If the type 
of structure were judiciously chosen and generally adopted, the provision 
of the most suitable makes of wagons would have the effect of extending 
equal advantages fo railway companies individually, and increased 
benefit would accrue to them collectively. 

Similar leasons may be adduced m favoui of uniformity in the 
construction of locomotives and tenders If railway companies could 
be persuaded to agree on the patterns from which to mould or fashion 
the machinery designed to pioduce steam and transmit its power, and 
to display the same unanimity with regard to the structure of the vehicle 
on which the machinery and its accessories have to be borne, benefit 
would follow. Inventions, leading to improvements, are continually 
being brought forward, constraining, m many instances, those whose 
interests are affected,^to accept and make use of them. If a committee 
of experts in each department of labour, representative of the united 
railway companies, were appointed expressly to scrutinize new inventions 
and ideas that claim to be amendments of existing machinery and 
methods, those that were deemed, by consent, to have sufficient merit, 
might be immediately utilized, and those whose worth the committee 
disagreed upon, might be subjected to experiment before further steps 
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were taken. Acting thus, new devices w^ould have to undergo, pre- 
liminarily, a rigoious examination by skilled judges, ancf, if accepted, 
coijld be jfnade use of by all lailway companies simultaneously. 

The cncumstance that railways are owned by many different com- 
panies, together with the probability that some of the averages resulting 
from the equalization of instrumental values will not be the same for 
each railway, may be expected to create condition^ which it will be 
instructive to note. Many large towns are joined togethei by means 
of two or more railways whose lengths are, usually, unequal. If, with 
regard to two railways of unequal length connecting together the same 
two towns, the equalization of instrumental values yielded the same 
averages ; and if, consequently, the united rates and charges, per ton, 
for each consecutive distance were identical for both railways, the 
company owning the longer railway would be entitled to charge higher 
rates, per ton, for the whole distance, than the company owning the 
shorter railway. But if the equalization of instrumental values did not 
yield the same averages, and if, consequently, the united rates and 
charges, per ton, for each consecutive distance were not identical for both 
railways, it may be supposed that one company would still be entitled 
to receive gieatei sums, per ton, for lates and charges combined, between 
the same two towns, than the other company. If each company charged 
in accordance with its powers, or in conformity with its habitude between 
towns connected together by its own railway only, the company whose 
united rates and charges, per ton, weie the lowest would, presumably, 
carry all the merchandise, or the bulk of it, forming the traffic between 
such towns, because tiaders would have no hesitation in choosing the 
cheapest means of transport. Thus the construction, by different com- 
panies, of railways joining together the same towns creates conflicting 
inteiests, since each company is compelled to strive for as much of the 
traffic as possible, regardless of the fact that its route may be a longer 
or more expensive one than that of another company. 

In these circumstances it is necessaiy, in fairness, to peimit some 
relaxation in the rule§ by agreeing that railway companies shall be 
authorized to lower, if they choose, the normal rates and charges between 
stations whcie competition exists, so as tQ coincide with the normal 
rates and charges between the stations of another company whose route 
is shorter or less expensive to work, provided that the abatements have 
the effect of diminishing the profit only, and do not cause actual loss. 
It is to be observed, however, that this action, which must be voluntary 
on the part of railway companies, will occasion irregularities. For 
instance, between stations where competition exists, the united rates 
and charges, per ton, would be less, when i educed for the reason stated, 
than between stations on the same railway where competition is absent, 
although the distances between the former stations would be greater 
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than the distances between the latter stations. To solve the difficulty 
with any approach to justice by any other course of procedure than the 
one indicated, seems to be impossible ; and to prohibit railway.companies 
from lowering their rates and charges in the circumstances stated would 
be injurious to the companies themselves, by depriving them of a share 
in the conveyance of merchandise between certain towns, without 
yielding the least' benefit to traders. 

In a great many instances, traders require to send goods to other 
traders who are located in distant towns and villages, and two or more 
railways have to be made «se of, in continuous succession, to effect 
transport. When two railway companies are together employed to 
convey merchandise under ordinary conditions, either company may 
supply wagons, and each company provides a teiminal station and 
fulfils terminal services. In addition, the two companies mutually 
transfer loaded and empty wagons at appointed interjunctions, where 
preparation has been made for their reception and temporary retain ment. 
The transfer of wagons by one railway company to another railway 
company at an interjunction, implies the performance of services that 
correspond with junctional sei vices. Junctional services, when performed 
at all, are fulfilled in relation to the minor part of all traffic dealt with 
by a railway company, but interjunctional services are performed in 
relation to ’the whole, or a large part, of the traffic shared by two oi 
more railway companies. It is only when a railway company has been 
invested with running powers on the railway, or a part of the railway, 
of another company, that its trains are enabled to convey wagons from 
first to second terminal stations without transferring them at the place 
where the two railw^s meet, and where transfer would, ordinarily, take 
place With this exception, interjunctional seivices relating to mer- 
chandise of every description conveyed by two railway companies, 
conjointly, are performed by each company. 

When more than two railway companies are employed unitedly, to 
convey merchandise, only the first and last company perform terminal 
services, the remaining company or companies,, as the case may be, 
becoming intermediate carriers.^ The duty of each intermediate carrier 
IS to receive wagons from one company, and, after conveyance on its 
own section of railway, deliver them to another company By this 
procedure, the intermediate cairier performs interjunctional services at 
each end of the sectioh. 

In order that wagons may be transferred from one company to 
another company promptly, and with the least expense, it is the duty 
of each company to facilitate operations by providing suitable sidings 
adjacent to the interjunctions where transfer is to take place. 

When merchandise is conveyed by two railway companies conjointly, 
and wagons, provided by either of the two companies, are transferred 
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by one railway company to the other railway company at an inter- 
junction, in addition to ordinary services, etc., the follo\^ing sei vices, 
etcr, are fulfilled by the two companies concerned — 

First interjunctional service of railage, including taxes. 

First interjunctional seivice of haulage. 

First interjunctional service of tiuckage relating to 
locomotives, etc. 

First inteijunction§,l service of truckage relating to 
loaded and empty wagons 
Interjunctional service of railage i elating 'lo loaded and empty wagons 
while staying in the sidings of the first railway company, at an 
interjunction, including taxes 

Interjunctional service of haulage relating to loaded and empty wagons 
while staying in the sidings of the first railway company, at an 
interjunction 

Interjunctional seivice of truckage i elating to loaded and empty wagons 
while staying in the sidings of the fiist railway company, at an 
interjunction. 

Inteijunctional service of railage relating to loaded and empty wagons 
while staying in the sidings of the second lailway company, at an 
interjunction, including taxes. 

Interjunctional service of haulage relating to loaded and empty wagons 
while staying in the sidings of the second railway company, at an 
interjunction 

Inteijunctional service of truckage relating to loaded and empty wagons 
while staying in the sidings of the second railway company, at an 
interjunction. ^ 

Second interjunctional service ofrailage, including taxes. 

Second interjunctional service of haulage. 

Second interjunctional seivice of truckage relating to 
locomotives, etc. 

Second interjunctional service of truckage i elating to 
loaded and empty^wagons. 

When three railway companies are jointly employed to convey 
merchandise, and wagons, provided by one or other of the thiee com- 
panies, are transferred by the first to the second company, and by the 
second to the third company, at successive interjlinctions, the services, 
etc., mentioned above, are fulfilled by two of the three companies at 
each interjunction, and so when more than three railway companies are 
jointly employed to convey merchandise. It is to be noted that the 
company providing wagons to carry meichandise is entitled to the 
whole of the charges for the services of truckage rendcied in relation to 
such wagons. 
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The calculation of charges for interterminal, terminal, junctional, and 
interjunctional services, and for liabilities and obligations, must relate 
to services actually performed, and to liabilities and obligatigris actually 
undertaken, by a railway company or by two or more railway companies 
combined. The fulfilment of any service or the acceptance of any 
obligation by traders has the effect of annulling the charges for such 
service or obligation that would otherwise be receivable by the railway 
company or companies concerned, and, at the same time, necessitates 
the preparation of a Table of United Rates and Charges adapted to the 
altered conditions. • , 

After being discharged at stations on the owning company’s railway, * 
wagons used to carry general merchandise may be reloaded and sent to 
stations either on the same or on another railway. This liberty of action 
tends to diminish the number of wagons that require to be conveyed, 
empty, after having carried general merchandise But when loaded 
wagons are forwarded to stations on another railway and are dis- 
charged, It becomes necessary to return them to the owning company 
within a reasonable time. To secure the fulfilment of this duty, railway 
companies unite to make regulations, to be observed by each company, 
fixing, for stated distances, periods of time allowed for journeys of 
wagons outward and inward — including time for unloading — on railways- 
other than the railway of the owning company , fines being imposed for 
infringements of rules One of the prescribed conditions is that wagons 
leturning to the parent railway must travel by the same route that 
was taken on the outward journey, unless a shorter route that is 
unobjectionable be available. When opportunity offers, returning 
wagons may be leloaded with general merchandise consigned to 
stations on the owning company’s railway, but not to other stations , 
and they must not be retained awaiting such consignments. Since 
each railway company undertakes to provide wagons for carrying 
general merchandise on its own system, it is reasonable that when 
meichandise is consigned to stations on other systems, the wagons 
carrying it should be returned to the owning company without 
unnecessary delay. The result of this arrangement, however, is disad- 
vantageous in one important respect. Consequent on the restrictive 
character of the rules referred to, the number of wagons returned, 
empty, after having carried general merchandise, is materially increased 
Hence, the increased'weight of empty wagons conveyed, added to the 
performance of interjunctional services, augments the cost of transport, 
and tends to impair the ability of railway companies to compete, unitedly, 
with single companies for traffic such as general merchandise. 

The preceding remarks apply also to wagons containing live stock 
conveyed under the same conditions. 

Wagons used to cany articles of uncommon weight oi dimensions, 
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or of great length, or merchandise such as coal, lime, etc., and conveyed 
from stations or private sidings on one railway to stations or private 
sid-ings ons^another railway, after being discharged are usually conveyed, 
empty, to stations or private sidings on the paient railway. This 
procedure corresponds with that followed with regard to wagons con- 
taining similar kinds of merchandise that are conveyed from stations 
or private sidings on one railway to stations or private sidings on_the 
same railway, and, consequently, the weight of each loaded wagon, 
apart from the load, requiies to be doubled or greatly increased, in 
either event, in order that th^ conveyance of empty wagons may be 
included in the calculation of cost. 

When two or more railways are connectedly made use of for the 
transport of merchandise, it is desirable that the rates and charges due 
to each railway company should be joined together to form united rates 
and chaiges, calculated for the whole distance conveyed. To compute, 
with respect to each consignment of merchandise, the amount payable 
to each railway company, making separate entiies in the invoice, would 
be a troublesome task. It is at this junctuie that the identity or 
similarity of equalized instrumental values facilitates piocedure. At 
the outset it may be admitted that these values will not be the same 
in every respect, in all cases. For instance, the aveiage cost per mile 
of railway, and the mean ascending gradient, cannot be alike for all 
railways, because these matters depend on circumstances that are 
only partially controllable by railway companies But with regard to 
locomotives and wagons there seems to be no sufficient reason why 
their average weights, taking all railways separately into account, 
should vary to any great extent. On economic grounds, it is the duty 
of each railway company to construct the most suitable locomotives 
and wagons to woik with that can be devised, and if this be done 
there is reason to believe that the average weights of these instruments 
will closely agree for all railways. The average lengths of time required 
for the stay of wagons at teiminal stations for the purposes of loading, 
unloading, and despatch; and for their stay, when necessary, at junctions 
and other places of transfer, before aniving at their destinations, ought 
to be the same for all railways. The agi cement of other average values 
may also be counted on Although it cannot be expected that the 
equalization of instrumental values will yield identical lesults for each 
railway, it is desirable that they should do so fn as many points as 
possible. Consequent on these agreements which it is the manifest 
duty of railway companies to foster, the union of rates and charges for 
merchandise conveyed by two or more railway companies, in conjunction, 
will be simplified, 

When two railway companies are employed, conjointly, to convey 
merchandise, Tables of Rates and Charges differing from those applying 
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to merchandise conveyed by the two companies, singly, will need to 
be prepared for the several divisions of traffic. Each company will be 
entitled to rates, per ton, for consecutive distances that are nmltiples^ of 
the initial distance deemed to be appropriate for such company s railway. 
If the initial- distance be the same for each railway, one column of 
consecutive distances will suffice for each Table, if it be difieient, two 
columns of suitable consecutive distances will be requisite for each 
Table. 

The respective distances between an interjunctidn and the stations 
on either of the two railways^meetmg at the interjunction being known, 
the distances between stations on one of the two railways and stations 
on the other railway may be easily ascertained. Let it be assumed that 
the distance between a station on one railway and a station on another 
railway is 50 miles ; and let it be supposed that the distance between 
the first station and the interjunction where the two railways meet 
is 20 miles, and between the inteijunction and the second station, 
30 miles The scale of rates appropriate for 20 miles will apply to 
merchandise conveyed on the first railway, and the scale of rates 
appropriate for 30 miles — beginning at 20 miles, or at the scale of 
rates appropriate for 20 miles — in the other column of consecutive 
distances, if two columns be necessary, will apply to meichandise 
conveyed the whole distance of 50 miles, the diffeience between 
the two scales of rates indicating the lates for conveyance on the 
second lailway. The lates due to each company will be the 
same whethci merchandise is conveyed in one direction or in the 
other. 

In the circun^tances supposed, either of the two 1 ail way companies 
may piovide wagons^ and, of couise, the one doing so will be entitled 
to that portion of the rate calculated for the interterminal service of 
truckage 1 elating to wagons. Each company will provide a terminal 
station at which first or second terminal services will be performed 
accoiding to the direction m which merchandise is conveyed. Each 
company will be entitled to charges for the tc;^minal and junctional 
services which it performs, coriesponding with those calculated for the 
same services fulfilled in relation to merchandise dealt with at teiminal 
stations and junctions -on its own system Charges for the terminal 
and junctional services of truckage will be due to the company that 
provides wagons. Inr addition, each company will perform the inter- 
junctional services of stoppage, lailage, and haulage, and the company 
providing wagons will render the whole of the interjunctional services 
of tiuckage iclating to such wagons. Chaiges for the interjunctional 
services pei formed by each company will need to be added to the 
ordinaiy chaiges for terminal and other seivices fulfilled by the same 
company, so that when two companies arc jointly employed in the 
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transport of merchandise, the charges due to each company, which- 
ever of the two companies provides wagons, will be^ readily dis- 
tinguishable. 

Therefore, in piepaiing a Table of Rates and Charges, applicable to 
any description of merchandise conveyed by two railway companies, 
conjointly, the charges calculated for terminal, junctional, and inter- 
junctional services, and for liabilities and obligations, fulfilled or 
undertaken by each of the two railway companies, must be added 
together and joined to the unaltered scales of rates which will refer 
to the same or to different consecutive di^ances, as may be considered 
appropriate for each railway 

The employment of another company, in addition to two companies, 
as a participant in any act of conveyance, ordinarily occasions a repetition 
of interjunctional services and requiies the computation of charges for 
their performance. Consequently, when three or more railway companies 
are jointly employed to convey merchandise, additional Tables of Rates 
and Chaiges will have to be prepaied to accoid with the altered conditions, 
in each case, but the proceduie will be similai to that described in regard 
to two companies 

It is a mattei of importance to tradeis that the lates and charges 
due to each of a number of railway companies jointly employed to 
convey merchandise, should be added together to form united rates 
and charges, pei ton of load, for the whole distance conveyed , and 
It is equally important that the amounts due to each of the railway 
companies, so employed, for the various sci vices which it performs, 
should be clearly indicated. These objects can be attained without 
much difficulty, if the averages resulting from the equalization of 
instrumental values be favourable. ^ 

In the leturns furnished by the Boaid of Trade, the total weight 
of all kinds of merchandise, except live stock (which is not given), 
carried on all railways in the United Kingdom during the year 1906 is 
stated to be 488,790,683 tons. The weights of wagons and locomotives 
employed in the conveyance of this merchandise aie not lecorded, 
because railway companies, not being sufficiently aware of its impoitance, 
have paid little heed lo the matter The ^yeight of wagons, with their 
accessories, I'epeatedly made use of to carry meichandise, including the 
weight of empty wagons conveyed, may be estimated as being equal, 
at least, to the weight of merchandise conveyed*, and the weight of 
locomotives, tenders, and biake-vans, with their accessories, repeatedly 
employed 111 the haulage of trains, may be set down, roughly, as also 
being equal to the weight of merchandise conveyed. In round numbers, 
therefore, the respective weights of merchandise, wagons, and instruments 
of power, may be stated as follows . — 
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Tons , 

488,790,683 ^Weight of merchandise conveyed on all railways in the 
United Kingdom in the year 1906. 

488,790,683 Weight of wagons employed to carry md'chandise, 
including empty wagons, conveyed on all railways in 
the United Kingdom in the year 1906. 

488,790,683. Weight of locomotives and their accessories, employed 

• to haul trains, conveyed on all railways in the United 

Kingdom in the year 1906. ♦ 

Assuming that the propoitions remam the same, year by year, one- 
third, roughly estimated, of the total weight of trains of merchandise 
annually conveyed on all railways in the United Kingdom, is attributable 
to merchandise forming the loads; one-third to wagons carrying the 
loads and to empty wagons, including their accessories , and one-third 
to locomotives and their accessories, forming the instruments of power. 

Merchandise carried on railways consists of hundreds of thousands 
of consignments, differing in magnitude, provided by traders located 
in every town and village, and constitutes a large part of the internal 
commerce of the country It is necessary to separate it into divisions 
of tiaffic, paitly because of well-maiked distinctions in the kinds of 
which it is composed, partly because the ratio of the weight of empty 
wagons to the weight of loaded wagons, apart from the loads, conveyed 
the same distance, is not alike for each description of merchandise, and 
partly for other reasons Many railway companies are employed to 
convey merchandise, each company having its own sphere of action 
and, in addition, frequently serving large towns in competition with 
other companies^ 

The weights of consignments tendered by traders to each railway 
company for conveyance, vary, day by day. Yet they are ascertained 
and recorded, though it might be considered a task of difficulty The 
weights of wagons and instruments of power used in the conveyance 
of merchandise on each railway are constant — except as they are 
affected by the weather and the slow process o^ wear — and might be 
ascertained and recorded with comparative ease. The conveyance of 
instrumental machmeiy occasions the same expense, ton for ton, as 
that of merchandise. The power of steam is exerted to move a 
locomotive, wagons, and loads, forming a tram, m proportion to their 
individual weights, oi* the separately measured force of gravitation. 
Consequently, m order that the cost of conveying merchandise may 
be correctly ascertained, the cost of conveying locomotives and wagons 
must form a part of the calculation. 

Although the weights of wagons and locomotives may be regarded 
as constant, it must be remembered that they differ, moie or less, from 
each other, according to the purposes for which the instruments are 
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designed. Seeing that the united weights of loads and wagons, forming 
train-loads, joined with the weights of the instruments 6 f power, are 
variable, is impracticable to calculate the cost of conveying loads 
joined with wagons and instruments of power, accoiding to the relative 
magnitudes of their weights, in each instance. But if it were possible 
to do so, it would be undesirable to establish varying rates, per ton, 
for the same kind and quantity of merchandise, cfenveyed the same 
distance, to harmonize with constantly changing conditions. 

The leading features of the method may be described as follows • — 

1. The equalization of instrumental values. 

2. The separation of merchandise into divisions of traffic 

3. The merging of the cost of conveying the instruments of power 
in the cost of conveying train-loads, by suitably increasing the sum 
employed as a factor with the weights of loads and wagons to compute 
lates for conveyance. 

4. The recording of the weights of loaded wagons and empty wagons, 
with the respective distances conveyed, in order that the ratio of the 
weight of empty wagons to the weight of loaded wagons, apart from 
the loads, conveyed the same distance, may be ascertained for each 
division of traffic affected by it. 

5. The creation of grades for each division of traffic requiring the 
procedure, by employing a seiies of weights of loads for the purpose of 
distinguishing them, each weight of load employed to maik a grade 
being joined with an average weight of wagon and a pioportionate part 
of the weight of empty wagons conveyed. 

6. The computation of weights of wagons piopojtionate to unit- 
weights of loads, relatively corresponding to th? weights of wagons 
individually joined with the weights of loads employed to distinguish 
the grades. 

7. The employment of sums as factors with the unit-weights of loads 

and proportionate weights of wagons to compute lates for conveyance 
and charges for terminal, junctional, and interjunctional services, and 
for liabilities and obligations, relating to merchandise comprised in each 
division of traffic, ^ 

8. The arrangement to allow the scales of rates to remain perman- 
ently unchanged, and to increase or decrease the amounts chargeable 
for conveyance by altering the initial and consecutive distances to which 
the scales of rates refer. 

9 The preparation of Tables of United Rates and Charges, per ton of 
load, for consecutive distances, applicable to merchandise comprised in 
the several divisions of traffic, according to the conditions of conveyance. 

10. The calculation of amounts, per distinguishing weight of load, 
for consecutive distances, relating to merchandise in each division of 
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tiaffic for which the piocedure is feasible ; the respective amounts being 
entered, in each Table, in proximity to the united rates and charges, 
per ton, by means of which they have been calculated. ^ 

II. The ascertainment, \\hen practicable, of the weights of full loads 
averagely obtained from the different kinds of merchandise in each 
division of traffic, in order that the grade for full loads of each kind may 
be correctly indicated 

t2. The intimation that the weights of consignments of merchandise 
that fall short of full loads aie to be individually approximated to the 
weights of loads employed tq* distinguish grades succeeding the grades 
for full loads ; and that the amounts chargeable for the transport of 
such consignments when their weights come between the weights of 
loads employed to distinguish adjoining grades, must be calculated by 
means of the higher rates and charges applicable to the lesser weights 
of loads, so long as the amounts yielded do not exceed the amounts 
calculated by means of the lowei rates and chaiges applied to the 
greatei weights of loads, since it would be absurd to charge a larger 
amount for a less load than for a greater. 

By the method proposed it will be impossible to make partial 
changes in the rates and charges without the fact being clearly per- 
ceived. Individual traders, therefoie, cannot leceive preferential treat- 
ment without open disregard of equity. But between towns that are 
served by two or moie railway companies, the companies having the 
longer routes may find it advisable to adopt the rates and charges of 
the company whose route is the shortest or cheapest, in order to 
participate in thg traffic This action is allowable so long as it is 
not inimical to the irTtercsts of traders, and is confined within reason- 
able limits ; but it should be quite voluntary. Other causes might 
render it expedient for a railway company to deviate, on occasion, 
fiom its normal lates and charges, but no alteration should be suffered 
to take place without authoritative permission, given with full know- 
ledge of the circumstances j'ustifying it It is of gieat importance that 
traders should pay sums for transport piopoitionate to the services 
rendeied, whenever possible, for by no other means can the rates and 
charges, as a whole, be maintained at the low^est point, and, at the same 
time, yield a sufficient return on the capital of railway companies 
Moreover, equality of. treatment affords the best guarantee that the 
rates and charges will be reasonable in amount, for, should they be 
equal and yet too high, traders will suffer alike and have equal cause 
to be dissatisfied. Railway companies are more quickly induced to 
give relief when complaint is general. 

When wagons are fully loaded, the cost, per ton, is at the lowest 
point with regard to the kind of merchandise forming the loads, and, 
5 
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consequently, the rates and charges, per ton ot load, will be correspond- 
ingly low. It follows that the rates and charges, per ton, ♦for loads that 
are less t]l:ian full loads, must be higher than those for full loads, because 
of the resulting greater proportionate weight of wagon to ton of load. 
For this reason, I'ates and charges, per ton, must vary, in agreement 
with the magnitudes of loads. The method recognizes this truth, and 
it is in accordance with the fitness of things that*traders should pay 
lower rates and charges, per ton, when they provide larger consignnients 
of merchandise, anti higher rates and charges, per ton, when they provide 
smaller consignments The kssened eij^ipense resulting from heavier 
loads enables a railway company to reduce its rates and charges, per ton, 
correspondently, and this reduction constitutes the incentive requisite to 
induce traders to increase the magnitudes of consignments. 

It is assumed that railway companies will be required to publish, and 
offer for sale. Tables of Actual Rates and Charges, per ton of load, for 
consecutive distances, applicable to merchandise in the several divisions 
of tiaffic. A list of the articles of merchandise proper theieto should 
accompany each Table, together with mstiuctions and information that 
may be requisite for the guidance of tiadeis. Different Tables of Rates 
and Charges will be necessary, according as merchandise is conveyed by 
one railway company or by two or more railway companies, conjointly. 
Since traders will wish to know the rates and charges, per ton of load, 
between given stations oi private sidings and other stations and private 
sidings, it will be needful to provide books, also to be offeied for sale, 
showing the distances between given stations or piivate sidings and 
other stations and piivate sidings, together with the Nos. of Tables 
prepared for the several divisions of traffic, and the No oi Nos. of the 
scales of united rates and chaiges in each Table, applicable to merchan- 
dise conveyed between each two connected places, whether stations or 
private sidings. The Tables of Rates and Chaiges and the books, 
prepared in the manner described, will prove to be of great use to 
tiaders in the transaction of business, and will be indispensable to 
railway clerks in the^ performance of their duties 

It will also be necessary for the legislature to authorize the pre- 
paration of Tables of Maximum Rates and Charges for merchandise 
in the several divisions of traffic, appropriate for each railway company. 
The initial distance and consecutive distances prefixed to the scales 
of rates in each Table should be somewhat less than the distances 
considered to be necessary m practice ; and the several sums employed 
as factors with the unit-weights of loads and proportionate weights 
of wagons to compute charges for terminal and other services, should 
be somewhat greater than the sums that are expected to be actually 
employed. This procedure will give to each railway company a reason- 
able amount of freedom to alter, should ciicumstances require it, the 
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distances prefixed to the scales of rates in practice, or the sums actually 
employed astfactois with the unit- weights of loads and proportionate 
weights of wagons to compute charges for terminal and othg: services 
The Tables will coi respond, in form, with those in actual use, but the 
calculations will be on a rather higher basis The Tables, and the 
alphabetical lists of merchandise to which they respectively relate, 
with instructions as to the grading of consignments, including all 
magnitudes, together with a notification of the minimum charges for 
light consignments of geneial merchandise in the first and second 
divisions of tiaffic, and otheivelevant information, should be contained 
in each enactment 

The Tables of Maximum Rates and Charges thus prepared, applic- 
able to merchandise comprised in the several divisions of traffic when 
conveyed by each railway company on its own system, assumed to be 
authoiized by Parliament, will continue their function of limiting the 
rates and charges due to each company when two or more railway 
companies are jointly engaged in the transport of merchandise. Hence 
there will be no occasion to establish additional Tables of Maximum 
Rates and Charges to apply to meichandise when conveyed by two or 
more railway companies, conjointly. 

A railway, perfectly equipped in all respects, may be considered 
to be a machine constructed for the purpose of transporting merchandise 
as one of its chief objects. The weight of merchandise, or the measured 
force of giavitation, is the power contended with in the act of transport, 
and foims, therefoie, the proper subject for the calculation of cost. To 
convey merchandise, however, wagons and instruments of power are 
needed, and they, too, have the property of weight. Consequently, the 
weights of merchandise, wagons, and instruments of power, must be 
severally taken into account in computing the cost of transport Com- 
panies, having furnished capital to enable them to become railway 
carriers, naturally expect to be adequately recompensed for the outlay. 
On the other hand, traders, who provide the merchandise to be cairied, 
are justified in asking that the rates and charges ;which they are called 
on to pay shall be cast impartially. It seems impossible that two 
different methods of arriving at equitable rates and charges, each 
giving different results, can exist. It may be difficult to compute 
them so as to exactly accord with services rendered, but the manner 
of procedure, with that object m view, ought to be the same for all 
railways m all countries. 

It is claimed that the method of calculating and establishing rates 
and chaiges for merchandise cariied on railways, described in the 
preceding pages, marks out the true and only manner of proceduie 
whereby the respective rights of railway companies and traders can 
be efficiently protected. 



PART III 

THE MilTHOD ILLUSTRATED BY EXAMPLES 


CHAPTER 'l 

RAILWAY, MOTIVE-POWER, AND WAGONS — INTERTERMINAL SERVICES 
OF RAILAGE, HAULAGE, AND TRUCKAGE 

It must be distinctly understood that the figures employed in the 
following pages, whether relating to weights, ratios, periods of time, 
sums of money, or other denominatois of value, aie intended to show 
the method of piocedure in arriving at equitable rates and charges, and 
have no fuither significance. Other figures might be substituted, but 
the method would remain the same. 

For the conveyance of all kinds of merchandise three things are 
necessary • a way, a vehicle, and a motive-power. The way and the 
vehicle are combined in one when a raft of timber floats down a river, 
gravitation being the motive-power. The motive-power and the vehicle 
are united when an animal carries a burden. Generally, the three 
requirements exist apart. 

Railway . — For the construction of a railway strips of land must be 
bought, having a total length commensurate wfth the length of the 
intended railway. The prices vary, depending on the situation, the 
purposes for which the land is being used, and other reasons. The 
land thus acquired needs surveying, excavating, embanking, bridging, 
tunnelling, levelling, fencing, etc. The cost of shaping the way depends 
on the nature and conformation of the land. Rocky ground, valleys, 
and hills, foim obstacles to be surmounted, and add great expense to 
certain sections, while other parts of the way are constructed at a 
moderate cost. When the surface has been suitably prepared, sleepers or 
supports are embedded in the ground, upon which two parallel lines of 
iron rails, placed end to end, are securely fixed.. The permanent way 
is then completed. Two lines of rails form a single railway, and four 
lines a double railway. 

The cost of laying the rails on stiaight sections is, probably, uniform 
for equal distances. Curves add to expense. Signals, and signal-boxes 
containing the apparatus for working them, are erected at convenient 
intervals along the railway. When finished, some sections of the 
railway will haye cost more, per mile, than other sections. By dividing 
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the total cost by the total number of miles of railway constructed, the 
average cost f)er mile of railway is obtained. 

A goods train is separable into two parts , firstly, a locomotive, 
tender, and brake-van, constituting the instruments of power, and 
secondly, a number of wagons, loaded or empty, forming the train-load. 
The pressure, or the weight of the train upon the rails during transit 
from one station to another, is a definite measure of the work accom- 
plished by the agency of the railway. This work may be called the 
interterminal service of railage 

In computing the cost q£ the intert^rminal service of railage or the 
use of a railway, the expenses to be taken into account are as follows * — 

1. Wages and salaries of platelayers, foremen, and superintendents 

2. Wages and salaries of signalmen, pointsmen, and superintendents. 

3. Consumption of stores, as oil, gas, coal, etc. 

4. Incidental repairs of railway, structures, apparatus, etc , due to wear. 

5. Allowance for the relaying of rails, sleepers, etc , the rebuilding 
of structures', and the replacing of apparatus, etc , when worn-out or 
when deemed necessary (Depreciation of railway). 

6. Taxes. 

In addition, provision must be made for profit on the capital invested 
in the railw^ay. 

The cost of rails, sleepers, etc , required for each railway, is probably 
alike, or nearly so, but the prices paid for land, and the natural difficulties 
to be surmounted in preparing it for its designed purpose, may be 
expected to differ. Consequently, the average cost, per mile, of one 
railway may greatly exceed that of another. 

It may be assumed that the working expenses of a railway having a 
small amount of traffic will be proportionately greater than those of a 
railway having a larger amount of traffic. 

MoUve-poiver — The haulage of vehicles on a railway is performed 
by means of locomotive steam-engines The configuration of the land 
often requires that some parts of the line should be inclined. The degree 
of inclination must not be great, because the ..tractive power of the 
engine is greatly relaxed in the act of ascending. It may be presumed 
that each railway consists ofjevel sections and sections that are inclined, 
with diffeient degrees of inclination. Trains are conveyed in both 
directions, their passage comprising ascents, descents, and piocedure on 
level courses. The pc?wer of the locomotive is best utilized on level and 
straight sections of railway. To haul trains on ascending gradients 
naturally demands a greater expenditure of power than to move them 
on level sections. As some compensation for rising gradients, steam is 
saved on descending gradients, but, to prevent accidents, great care is 
needed to check trains when moving by the force of gravity While 
long and heavy trains are easily controlled on level sections, their 
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management becomes more difficult on descending inclines, especially 
where the giadients are steep. 

dt may be assumed, taking both up and down directions into 
account, that the lowest cost or most economical expendituie of steam- 
power occurs on level and stiaight sections of railway, and the highest 
cost on sections having the steepest gradients. ^A{lth the object of 
averaging the cost of steam-powei, in either direction, over the whole of a 
railway, it is lequisj^te to take into account the angles and lengths of the 
inclines, together with the dimenstons of curves, and the lengths of level 
sections , and to calculate a mean ascending incline, corrective of levels, 
differing gradients, and curves. By this proceduie, the cost of steam- 
powei may be computed as if trains weie continually ascending a fixed 
incline. 

Trains vaiy in weight, and tiavel at different speeds Heavily 
loaded trains are precluded fiom travelling very fast, either on ascending 
or descending gradients, while lightly loaded trains may proceed more 
quickly. The extent of load, and the successive deflections of tiack 
during the course of tiansit, individually influence the speed of tiains. 
Trains differ in weight owing to various causes Tiaffic ebbs and flows, 
and, whether of large or small amount, demands daily attention. Goods 
trains are timed to run, daily, in each diiection , some to stop at many 
stations during a journey, and others to travel long distances before 
stopping. When a tram has completed a journey, the locomotive, tender, 
and brake-van are attached to a fresh tram, and a letuin journey is com- 
menced. In the course of these jouineys, wagons, loaded or empty as 
the case may be, are attached and detached at stations, accoiding to 
requirements , the loading of the tiains being governed by the amount 
and description of the meichandise presented, daily, foi conveyance 

In the course of a day’s woik, a locomotive and its staff, appointed 
to convey trains, cannot always be engaged m the performance of the 
duty designated; in reality, a considerable part of the time is spent 
otheiwise. It will be instructive to mention some of the duties that 
need to be discharged^ To commence with, a supply of fuel and water 
has to be obtained , a fire has to be lighted, and steam raised to a given 
pressure in the boiler of the engine , the bearings of the engine have 
to be oiled, and the important parts of the machineiy inspected , some- 
times, a turn-table has to be used foi leveising the engine and tender ; and, 
when these preparatory duties have been accomplished, the instruments 
of power need to be moved from the locomotive sidings on to the main 
line and to the precincts of the station wheie the fiist jouiney begins. 
During a journey, stoppages may occur to take in a fresh supply of fuel 
or water, or because the line is blocked ; or it may be necessary to shunt 
the train from one line of rails to another to let a quicker or more 
important train^pass. At the end of a journey, it is lequisite for the 
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engine and tender to be again reversed, and to prepare for the return 
journey To Complete the day’s work, the locomotive has to be moved 
to the engine-shed, cleaned, and again made leady for use. 

When a driver, fireman, and guaid come on duty, their wages begin 
and continue uniformly to the conclusion of the day’s work. A part or 
the whole of the machineiy of a locomotive is always being used from 
the lighting of the fire to its extinguishment. Steam is constantly being 
expended either by direct use or by the radiation of h<?at. The rails of 
sidings and of the main line are occupied alternately, and, before the 
latter can be entered on, certisin duties h^ve to be performed by signal- 
men, whose attention is engaged during the whole of the time that the 
locomotive, with or without its train, occupies the main line. A stopped 
locomotive or train on a main line causes greater solicitude to signalmen 
than one normally moving 

It is important that the various duties rendeied apart from the 
haulage of trains, yet indispensable to the perfoimance of that service 
or unavoidable, and which may be described as suppletive duties or 
services, should be carefully noted, so that they may be adequately 
provided for in the computation of cost 

The haulage of trains is affected by the weather. In winter, 
especially during a period of frost and snow, the service is more ex- 
pensive than in other seasons The axles of wagons revolve less easily 
during frosty weather, and falls of snow frequently impede the progress 
of trains. Also, rain adds considerably to the weights of trains, saturating 
the wagons and their contents when exposed, and lodging in the hollows 
of tarpaulins when the loads are covered. Under certain conditions, 
rain lessens the fc^ctipp of the locomotive driving-wheels on the rails by 
making the latter slippery. Fog tends to delay the movements of trains, 
causing the woi king-time of the staff, and consequently the amount of 
wages paid, to be increased. It is just, therefore, that the effect of 
meteorological changes should receive due consideration in calculating 
the cost of the service of haulage 

The weight of a tiain consisting of loaded or empty wagons, forming 
the train-load, and a locomotive, tender, and brake-van, with their 
accessories, foiming the instruments of power, placed in charge of a staff 
of men, and conveyed a stated distance, or from one station to another, 
is a definite measure of the work accomplished by the agency of steam- 
power and machinery controlled by skilled individuals. This work may 
be called the interterminal service of haulage. 

Foi the purpose of obtaining needful information, the guard of each 
train should keep a record of the day’s time and the manner of spending 
it The record should give the weight of the locomotive, tender, and 
brake-van , the varying weights of the tram-loads , the number of miles 
the tram-loads are severally conveyed , the time occupied in travelling 
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(speed of trains) ; the time spent in stopping at each station or piivate 
siding to attach and detach wagons , the numbei a^ad weight of 
loaded at^d empty wagons attached and detached at each stop, and 
the particulars of the time expended in the peifoimance of other duties, 
customaiy or incidental 

Calculations periodically made fiom the whole ^of the i etui ns will 
give the average weight of a locomotive, tender, and brake-van, employed 
as instiuments of power to convey trains ; the average weight of loaded 
and empty wagons forming a train-load , the average time taken by 
trains in travelling to their dgstinations (speed of trains), the average 
length of time required to attach and detach wagon§ at each stop at a 
station or private siding ; the average number and weight of loaded and 
empty wagons attached and detached at each stop, and other mateiial 
information 

In computing the cost of the intei terminal seivice of haulage, or the 
use of steam-powei and locomotive machinciy m the conveyance of trains, 
the expenses to be taken into account aie as follows — 

1. Wages and salaries of diiveis, fiiemen, cngme-cleancis, and 
supeiintendents. 

2. Wages and salaiies of guaids and superintendents 

3 Consumption of fuel and watei in the pioducLion of steam. 

4. Consumption of stoics, as oil, tallow, waste, etc. 

5 Incidental repairs of locomotives, tendeis, biakc-vans, structuics 
etc., due to wear. 

6. Allowance for the replacement of locomotives, tenders, and brake- 
vans, and for the lebuilding of stiuctuies, when woin-out or when 
deemed necessary (Depieciatioii of locomotive machinery used to convey 
tiains). « 

7 Suppletive sei vices. ^ 

8. Changes of weather 

In addition, provision must be made foi piofit on the capital invested 
m locomotive machinery used to convey tiams. 

Wagons , — A wagon is sepaiable into two paits, namely, the lower 
stiucture or carrying part, and the upper structure or receptacle for the 
load; both paits being firmly and peimanently united. The lower 
structure consists of wheels, axles, spiings, etc, and the fiamework 
necessary to hold them in position, together with buffers, hooks, and 
chains for piotcctive contact with, and attachment to, other wagons. 
In the constiuction of the upper paits of wagons,'^ legaid has to be paid 
to the kind of merchandise which the vehicles aic intended to cairy, 
with a view to economize stiuctural materials, and obtain sufficient 
stowing space. The nature, shape, and bulk of merchandise compiised 
in each division of traffic, and the ciicumstance that it is always or not 
always, as the case may be, consigned m full loads, have to be separately 
considered in deciding whether the uppei paits of wagons aie to have 
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one or more than one form. Taking all the divisions of traffic into 
account, the Hpper structures of wagons vary greatly Some consist of 
a floor or platform without sides , others of a floor with low sides or with 
high sides , culminating in vans, each of which has a floor, high sides, and 
a loof, forming a chamber wherein to stow the load. 

The lower stri^cture of a wagon is a carrying machine possessing a 
certain power. Ttie upper structuie, whatever may be i>^ extent, has to 
be carried as well “as the load. Consequently, the st/^ngth of a wagon 
is lessened, applied to the load, by the weight of the upper structure. 

Wagons are constructed •so as to possess gieater powers than are 
needed for the maximum w^eights of loads which they aie respectively 
registered to carry, m order that they may have a reserve of stiength 
sufficient to endure the jerks and concussions attending the starting and 
stopping of trains, and the strain on the mechanism when tiavelling 
under load at high rates of speed The havoc that may ensue fiom the 
break-down of a wagon when forming part of a train in rapid motion 
lenders this provision necessary For the sake of safety, all wagons 
should have a consideiable maigin of strength when fully loaded. 

Every wagon has the taie painted on it It also bears a plate 
signifying the maximum weight of load which it is registered to carry, 
and is numbeied for the puipose of identification 

The principal railways in Great Biitain have now the same gauge; 
the distance between the two lines of lails being 4 feet 8-^- inches. 
Unifoimity of gauge enables the wagons running on each railway to 
travel on every other railway, and affords gieat convenience for the 
conveyance of what is termed through traffic, or the transit of merchan- 
dise from a station ^on one lailway to a station on another railway, 
without change of wagon 

The maximum width and height of loaded wagons are legulated, in 
a great measure, by the gauge of the railway taken in conjunction with 
the maximum late of speed of trains when passing over curved sections. 
Other considerations contribute to determine these dimensions, which are 
not quite alike for all railways, each company defining them for its own 
system. Budges and tunnels, theiefore, aie constructed on each railway 
so as to provide an admeasuied space for passage, and, necessaiily, the 
width and height of loaded wagons are restiicted to specified measure- 
ments The length of wagons is undetei mined, although to enable them 
to travel on curved sections they must either be limited in length or built 
with mechanical contiivances for turning While, therefore, the width 
and height of loaded wagons may not exceed certain limits, the length is 
left undefined ; yet, for the purpose of cairying merchandise, generally, 
the lengths of wagons do not differ greatly. 

The use 01 wear of a wagon, including its accessories, is detei mined 
by Its own weight, added to the weight of the load which it cairies. As 
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the pressure or weight of a loaded wagon tiavelling on a railway 
measures the wear of the latter, or the work done by iter means, so it 
mugt be j^ssumed that the same pressure or weight measures the wear 
of the vehicle, or the work accomplished by it When travelling empty, 
its own weight tends to impaii the wagon, for it is leasonable to suppose 
that the continual haulage of empty wagons will wea^ them out — not so 
soon, but with^^as much certainty as if they weie loaded. It may_ be 
concluded, theiefo^e, that when a wagon cariies its maximum weight of 
load It deteriorates the most, and when empty weais the least ; or, that 
the impairment is in propoition^o the weight upon the rails. The use or 
the wear of a wagon, loaded or empty, with its accessories, during the 
process ot conveyance from one station to another may be called the 
interterminal service of truckage. 

The lower structures of locomotives, tenders, and brake-vans must be 
viewed as vehicles carrying loads , the locomotive machinery, fuel, water, 
etc , being carried on wheeled structures in the same manner that loads 
of merchandise are earned on wagons It is, theiefore, appiopiiate that 
these vehicles should be joined to wagons as serving analogous purposes, 
and occasioning expense of an identical character. 

A considerable poition of general merchandise requires protection 
from the weather. Vans sufficiently afford this security, and^ when they 
can be locked, are suitable vehicles in which to convey valuable mei- 
chandise of a portable chaiactei They aie, however, not well-adapted 
for the stowing of long and bulky ai tides. The doois are somewhat 
narrow, and the ingress of certain kinds of goods is either difficult or 
impossible Also, the uppei stiuctures of vans aie in excess for small 
loads and such as aie less than full loads. In thes^ circumstances they 
are only paitially occupied, and frequently much of the stowing space 
is unutilized. For economic reasons, a laige numbei of wagons are 
built with low sides, or with a small amount of upper stiuctuie, and 
tarpaulins, or sheets of taned canvas, are used as substitutes for sides and 
roofs of wood and iion, both for binding the loads and shielding them 
from the weather. 

An ordinary tarpaulin has an area somewhat laiger than the roof of 
a van, and weighs rather less than i cwth When substituted for a 
conesponding area of solid structure, a twofold advantage is obtained 
Firstly, the diminished uppei structure occasions a reduced weight of 
wagon, and, secondly, the carrying power of the wagon applies to an 
increased maximum weight of load ; the inciease conesponding to the 
decrease of the weight of the upper structure. To set against this 
double gain, tarpaulins are more valuable, weight for weight, than the 
sides and roofs of vans, are easily and often damaged, and their teim 
of serviceable existence is shorter than that of the harder structures 
for which they are substituted. Probably the chief advantage which 
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railway companies derive fiom the use of tarpaulins is the convenience 
with which open trucks can, with their aid, be turned into covered 
wagons, the loads being enclosed as effectually as if in vane. Open 
trucks, with the means for changing them at will into covered wagons, 
affoid greater facilities for the stowing of most kinds of merchandise 
than are offered by vans, with the result that the operations of 
loading, unloading, and conveying take place more c^veniently and 
economically. ^ 

The use of tarpaulins alternates with that of solid structure The 
same kind of goods may be* stowed in^n open waggon, and covered 
with one or more tarpaulins, or stowed in a van, accoiding to circum- 
stances ; convenience and the availableness of vehicles influencing the 
action. When binding and coveiing loads, tarpaulins must be viewed as 
forming parts of wagons, replacing materials of wood and iron, and it 
will be expedient to estimate and express their value, as compared with 
that of solid structure, in terms of weight of solid structure. That is to 
say, the values of both kinds of material, when used for a common 
purpose, may be deemed to have an aveiage value which may be 
expiessed by means of weight of solid structure. 

In determining the weight of solid stiucture which is to be the 
equivalent for a tarpaulin used as a cover, it must be borne in mind that 
the upper stiuctures of wagons are weighty, and that their conveyance 
involves chatges of some magnitude for the services of railage and 
haulage as well as charges for their use as component parts of wagons. 
On the other hand, tarpaulins are light, and consequently, when coveiing 
loads, the cost of the services of railage and haulage, occasioned by their 
conveyance, is ccJiTesijondingly small, and yet, by leason of their ex- 
pensiveness and liability to damage, comparatively high charges are 
requisite for their use as covers Besides, at stations where more 
tarpaulins are leceivcd than are required for daily purposes, those that 
aie in excess have to be folded and conveyed in wagons to stations wheie 
there is a deficiency, which adds materially to the services of railage, 
haulage, and tiuckage, rendered in relation to tarpaulins. It is, there- 
fore, needful to carefully consider the respective advantages and dis- 
advantages accruing from the alternate use of these two materials 
for the same purpose, in order that the weight of solid structure, to be 
regarded as an equivalent for a taipaulin used as a cover, may be 
coriectly estimated. 

Ropes, chains, and othei accessoiies, used to bind loads or contiibute 
to their protection during transit, must be assumed to constitute a pait 
of the wagons which they accompany Consequently, it will be 
expedient that their values should be expressed m terms of weight 
of solid stiucture, in the manner described with regard to tarpaulins, and * 
that the weights of wagons should be increased so as to include loose 
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articles, made of various materials, used to bind and protect loads in the 
course of conveyance. Ropes and other accessories aie of%en received in 
exgess at^tations, and lequire to be conveyed in wagons to stations that 
are in want of these articles. This proceduie is tantamount to an increase 
of the weight of empty wagons conveyed. 

In stowing goods in wagons, stiaw is frequent|.y made use of to 
prevent damage occurring by friction in the couise of transit. Goods 
that need protet^on of this kind are usually such as need covering 
with tarpaulins. The provision of straw to be used for packing 
purposes must be held to be^n expenses pertaining to the service o^ 
tiuckage. 

In calculating the cost of the interteiminal service of truckage, or the 
use of wagons and other descriptions of vehicles, with their accessories, 
to cany merchandise and locomotive machinery in the process of 
conveyance, the expenses to be provided for are as follows : — 

1. Consumption of stoies, as oil, grease, stiaw for packing purposes, etc. 

2. Incidental repairs of vehicles, taipaulins, ropes, chains, etc., due to 
weai. 

3 Allowance foi the leplacement of vehicles, tarpaulins, lopes, 
chains, etc, when worn-out or when deemed necessary (Depreciation of 
wagons) 

In addition, provision must be made for piofit on the capital invested 
in vehicles and their accessories. 

For convenience of illustration, let the railway company, whose rates 
and charges are to form the subject of calculation, be called the South 
Northern Railway Company. 

Let the initial distance of conveyance, for vdnclf lates are to be 
computed, be one mile. 

Let the sum chosen to compute the cost of the interterminal service 
of railage, including taxes and piofit, be o8d per ton, per mile, reckoned 
on the total weight of each tiain. (Taxes annually paid by /ail way 
companies come to a veiy large amount. Parts of the sums to be 
employed as factors hi the computation of rates and charges for the 
various services of railage are required on account of taxes, but, to 
simplify illustration, and since it is not es'scntial that they should be 
specified, they are left undefined ) 

Let the sum chosen to compute the cost of the interterminal service 
of haulage, including profit, be *10^:/. per ton, per mile, reckoned on the 
total weight of each train 

Let the sum chosen to compute the cost of the intertcrminal service 
of truckage, including profit, be V2d per ton, per mile, reckoned on the 
total weight of each train. 

Adding the sums together, the total sum chosen to compute the cost 
of the interterminal sei vices of railage, haulage, and truckage, constituting 
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conveyance, including taxes and profit, is * 2 od, per ton, per mile, reckoned 
on the total weight of each tiain. 

Let it be supposed that the average weight of a locomotiv-e, tender, 
and brake-van, with their accessories, employed in the haulage of goods 
trains of every description, is 100 tons ; and that the average weight of 
loads and wagons, forming a train-load, is 200 tons. In that case, the 
ratio of the weight of the instruments of power to thajflveight of the 
train-load is the same as of i to 2, or one-half. By 2 idjmg ‘lod, or one- 
half of *20d., to ' 2 od, the sum of '^od. per ton, per mile, is obtained, 
which, applied to the weights •of loads a^d wagons, or train-loads alone, 
will correctly compute the cost of the interterminal services of railage, 
haulage, and truckage, including taxes and profit, relating to the total 
weight of trains conveyed, without the weight of the instruments of 
power appearing in the calculations. 

By this procedure, the respective sums per ton of load and wagon, 
per mile, comprehending the instruments of power, to be employed to 
compute the cost of the interterminal services of railage, haulage, and 
truckage, constituting conveyance, become altered as follows ; — 

PER TON 
PER MILE. 

d. 

Sum to compute the cost of the inter- 
terminal service of lailage relating 
to loads and wagons ... 08 

Add one-half of the above sum to com- 
pute the cost of the interteiminal 
service of railage relating to the 
instruments lof p^wer ... 04 

Sum to compute the cost of the inter- 
terminal service of haulage relating 
to loads and wagons . . 10 

Add one-half of the above sum to com- 
pute the cost of the interterminal 
service of haulage relating to the 
instruments of power . . 05 ^ 

Sum to compute the cost of the inter- 
terminal service of truckage relating 
to loads and wagons ' . . . 02 

Add one-half of the above sum to com- 
pute the cost of the interterminal 
service of truckcJge relating to the 
instruments of power . . 01 

The sum of 30^., thus obtained, is to be used as a factor with the 
weights of loads and wagons to compute rates for conveyance, per ton of 
load, per mile, including taxes and profit, and, in some circumstances, 
may become the rate itself. 


SUMS PER TON OF 
LOAD AND WAGON 
PER MILE. 

d 


M2 
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CHAPTER II 

SOUTH NORTHERN RAILWAY COMPANY 

GENERAL MERCHANDISE CARRIED IN OPEN AND IN COVERED WAGONS 
— FORMATION OF GRADES— RATES PER TON OF LOAD, PER MILE 

Merchandise may be separated into eight divisions of tiaffic, 
numbered and described as follows — 

NOS OF DFSCRIPriON OF MERCHVNBISE FORMING THE 

DIMSIONS DIVISIONS OF TRAFFIC 

1 Geneial meichandise cairied in open wagons. 

2 General merchandise carried m covered wagons. 

3. Ai tides of extiaordmary weight or dimensions that require to be 
carried in peculiarly constiucted wagons. 

4 Aiticles of great length that occupy two or more wagons. 

5 Coal, lime, and analogous meichandise, earned in wagons specially 

built and exclusively used for each kind of merchandise. 

6, Various kinds of merchandise, includible in other divisions of 
traffic, cairicd in traders’ wagons which would otherwise be 
returned, empty, to private sidings. ^ ^ 

7 Vehicles, running on their own wheels. 

8. Live stock. 

To facilitate illustration, the divisions of tiaffic will be dealt with in 
the order in which they are entered. 

Geneial merchandise, whether earned in open or in covered wagons^ 
may be described as consisting of aiticles of moderate weight, either 
packed or loose, that may be stowed in the^pace afforded by an ordinary 
wagon without exceeding it, and that may be placed in contact with 
other goods, when needful, without detriment to each other or to the 
wagon. ' 

There are many kinds of general merchandise, some requiring low- 
sided wagons and others high-sided wagons for their leception. As 
examples of heavy merchandise, iron and steel, in certain forms, furnish 
full loads without taking up much stowing space, and, in numerous 
instances, do not need covers. Gram is of a heavy natuie also, though 
full loads of It occupy more space than full loads of non and steel, and 

7S 
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invariably require covers Full loads of cotton and woollen goods, in 
certain forms, take up still more room, and need covers ; a consignment 
often filling the stowing space of a wagon without reaching the weight 
of load which it is registered to carry. Full loads of light furniture 
require covers, and weigh much less than the greatest weights of 
loads which wagons are individually built to carry. 

The same kmd of merchandise may be packed ny^various ways, 
Goads compressed by hydraulic or other power nasally occupy less 
space than if uncompressed, and the increased density gives heavier 
loads Goods of a mixed cjesciiption are often packed together, as 
drapery, grocery, etc. Empty articles* as boxes, casks, sacks, etc., 
whether sent new from the makers, or returned by the consignees, 
pertain to general merchandise. A consignment of general merchandise 
may be more than a full load, equal to a full load, less than a full load, 
or may consist of a small parcel. 

The kinds of geneial meichandise are so numerous, and the magni- 
tudes of consignments aie so vaiious, that railway companies find it 
expedient to provide wagons of different powers and capacities, with 
different forms of upper structure, in order that loaders may be given an 
oppoitumty of choosing suitable wagons to receive the respective loads. 
This arrangement, however, does not secure the close adaptation to each 
other of loads and wagons, inasmuch as loaders arc compelled to make 
use of the wagons that happen to be available, and their fitness for the 
consignments is greater or less according to circumstances. Wagons 
built by a railway company to carry general merchandise usually vary in 
length , have weights extending, probably, from about four tons to about 
seven tons, and ^afford different amounts of space for the reception of 
loads ^ 

With regaid to empty wagons, demand is subject to fluctuation 
owing to vaiious causes. Merchants and manufacturers occasionally 
increase their pui chases of goods when prices are low, or when circum- 
stances seem to justify the proceeding. Although theie is a certain 
quantity of general merchandise moving regulai^ every working-day, 
or on fixed days, between stations, the amount is augmented by the 
action of individuals in buymg largely at intervals The effect of this 
procedure is, firstly, that an extra supply of empty wagons is required at 
the stations whence the merchandise is to be forwarded, and, secondly, 
when the goods have been conveyed and disposed of, there is an 
additional number of empty wagons on hand at the receiving stations. 

The weight of merchandise imported into this country exceeds the 
weight of merchandise exported from it At many of the ports there is 
a constant demand for empty wagons ; the incoming loaded wagons 
not being sufficient to carry away the goods arriving by sea. To supply 
this need, spaie empty wagons from most stations are conveyed to the 
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stations in port-towns. Taking all stations into account, it may be 
assumed that at some places more loaded wagons are received than are 
required |pr the daily transmission of merchandise; at other places, 
fewer ; and at other places the balance alters, being now on one side and 
now on the other. 

If it be supposed that a consignment of merchandise is tendered at a 
station for conr^yance, and that no empty wagon is on hand, rendering 
it necessary to c&mey a wagon from a distant station for the purpose bf 
carrying the consignment, the cost of conveying the empty wagon is a 
part of the cost chargeable for the convey^ice of the goods in question. 
The duty of a railway company is to convey empty wagons to such 
places as may require them, in time to prevent any delay that might else 
arise, and the cost incurred thereby must be paid for as if the wagons 
were expressly conveyed to accommodate tradeis in the manner supposed 

The supply of tarpaulins, ropes, etc., like that of wagons, is some- 
times inadequate and sometimes in excess at stations. To remedy this, 
over-supplies are conveyed in wagons to stations that are in want of the 
articles. The act of conveying tarpaulins, ropes, etc , in such circum- 
stances, is a needful one, and, therefore, the cost must be defrayed by 
traders. 

The conveyance of empty wagons and of wagons containing folded 
tarpaulins, ropes, and other accessories, from stations where they are not 
required to stations that stand in need of them, is a matter to which 
railway companies should pay great attention It may be piesumcd 
that good management keeps this source of expense at the lowest point 

The weight of loaded wagons, apart from the loads, and the weight 
of empty wagons and of wagons containing folded taip^ulins, ropes, etc, 
with the distances conveyed, should be carefully recorded. Fiom the 
information thus obtained, the ratio of the weight of empty wagons, 
with their accessoiies, to the weight of loaded wagons, apait fiom the 
loads, conveyed one mile, may be calculated. 

Let it be assumed that general merchandise carried m open wagons, 
constituting the first jdivision of traffic, is conveyed from stations to 
stations m wagons provided by the railway company , and let the 
symbols Ai be used to signify that such pierchandise is conveyed by 
one railway company only, under the conditions stated. 

Let it be assumed that general merchandise carried in covered 
wagons, forming the second division of traffic, is eonveyed from stations 
to stations in wagons provided by the railway company , and let the 
symbols Bi be employed to denote that such merchandise is conveyed 
by one railway company only, under the conditions stated. 

The letters A and B are made use of for discriminative purposes 
only, and the figure i is employed to signify that conveyance is effected 
by one railway company. 
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By adding together the weights of open wagons employed to carry 
general merchjndise^ and by increasing the weight obtained so as to 
include a weight representative of loose binders, as ropes and^chainsj a 
total weight of open wagons, including loose binders, is obtained. Un 
dividing this weight by the total number of open wagons, the average 
weight of open wagon, including a proportion for loose binders, is 
ascertained. ' ^ 

Let it be assumed that the average weight of open ^'.agon, employed 
to carry general merchandise, is 5 tons, and that the maximum weight 
of load which it is registered to carry is 10 tons. 

Since it is customary to convert open wagons into covered wagons 
by the agency of tarpaulins, for the purpose of carrying, in common 
with vans, merchandise that requires to be protected during transit, it 
becomes necessary, in order to obtain the average weight of covered 
wagon, to add to the average weight of open wagon a weight deemed to 
be equivalent in value to that of a cover averagely representative of the 
values of tarpaulins and roofs of vans combined. 

Let it be supposed that the value of a cover — whether it consist of 
one or more tarpaulins or of solid structure, as the roof of a van — ‘is 
equivalent to the value of half a ton of solid structure, or that the services 
of railage, haulage, and truckage, rendered in relation to solid structure 
weighing half a ton, may be substituted for the services averagely ful- 
filled by a cover alternately consisting of tarpaulin and solid structuie. 
It shall be assumed, theiefore, that the average weight of covered wagon 
is tons, and that the maximum weight of load which it is registeied 
to carry is lO tons. 

With reference to^general merchandise carried in open and in covered 
wagons, let it be assumed that the ratio of the weight of empty wagons 
to the weight of loaded wagons, apart from the loads, conveyed one mile, 
is the same as of i to 4, or that the weight of each loaded wagon requires 
to be increased by one-fourth to include the conveyance of empty wagons. 

Owing to the diffeient sizes, capacities, and powers of wagons, and 
the numerous magnitudes of consignments of ^general merchandise, 
perfect adaptation of load to wagon can only occasionally be seemed, 
and It becomes necessary to ascertain, by a suitable method of procedure, 
the greatest weight of load averagely obtainable in practice. 

Let It be supposed that the average maximum weight of load obtained 
from each kind of gerferal merchandise compiised m the first and second 
divisions of traffic, consignments of which furnish full loads, is three- 
fourths of the potential maximum weight of load. On the grounds 
assumed, therefore, the greatest weight of load averagely obtained from 
the heaviest kind of general merchandise will be y-J tons, and, of course, 
from some kinds that are of a lighter nature, loads averagely weighing 
less than 7} tons. 
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Let it be assumed that the average minimum weight of load, obtained 
from small consignments of geneial merchandise compulsed m the first 
and secqjid divisions of traffic, furnished by one or more traders, is 
I ton. 

Between tons, the greatest weight of load, and i ton, the least 
weight of load, which it is assumed may be placed yi wagons weighing 
5 tons and Sj^ons, respectively lepiesenting the aveiage weight, stiength, 
and capacity ofwagons built to carry geneial merchandise compiised in 
the first and second divisions of traffic, a great many weights intervene 
which it is impracticable to make use o£ specifically. It is, however, 
desirable that as many weights of loads between the greatest and least 
weights of loads as it is feasible to employ, should be chosen to form, 
individually, the subject of calculation. 

Let twenty-two weights of loads be employed to mark or distinguish 
twenty-two grades, numbered from 7 to 28, relating to general merchan- 
dise carried in open wagons Each weight of load must be joined with 
the average weight of open wagon, increased by one-fourth to include a 
piopoitionate part of the weight ^of empty wagons conveyed. Giades 
Nos. I to 6 are held in leseive foi contingencies 

Let the same twenty-two weights of loads be employed to distinguish 
twenty-two grades, numbered fiom 8 to 29, relating to general mer- 
chandise carried in covered wagons. Each weight of load must be 
joined with the average weight of covered wagon, increased by one- 
fourth to include a proportionate part of the weight of empty wagons 
conveyed. 

Let the twenty-two weights of loads, chosen to distinguish grades 
7 to 28 and 8 to 29, and to be joined, iespectively,^with the average 
weights of wagons, increased by one-fourth to include the conveyance 
of empties, relating to geneial meichandise earned in open and in 
coveied wagons, be as in Table on p. 83. 

From the coupled weights of load and wagon, maikmg each grade, it 
IS necessary to calculate the weight of wagon proportionate to i ton of 
load, and to set down the weights thus obtained immediately below the 
weights to which they lelate Sums are to be employed as factois 
with the unit-weights of loads and propoitionate weights of wagons to 
compute rates and charges per ton of load. 

As previously stated, the sum of *30^^. per ton of load and wagon, per 
mile, is to* be made use of to calculate the cost of conveying trains. 
Therefore, by employing the sum of ^^od, as a factor with the unit- 
weights of loads and proportionate weights of wagons, lespectively 
calculated from the weights of loads and wagons distinguishing grades 
7 to 29, rates per ton of load, per mile, for general merchandise earned 
in open and in coveied wagons, will be obtained. 

With refeience to the Examples that will be employed to illustiate 
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the subject, it is necessary to note, in the first place, that when the 
weights of wagons, proportioned to unit-weights of loads, consist, wholly 
or partly, of fractions of a ton, the fractions are always expressed m 
thirtieths of a ton, for the purpose of facilitating multiplication by *30^ 
per ton ; and in the second place, that the weights of loads and wagons 
and the unit-weights of loads and fractional weights of wagons to which 
they respectively relate, are not always strictly in proportion, but they 
will* be found sufficiently near thereto for practical purposes. 


General merchandise carried in c»en ! General merchandise carried in covered 

WAGONS I ^ WAGONS 


Nos 

of 

grades 

Distinguishing weights of [ 
loads to be joined, individu , 
ally, with tons, or one | 
and a quarter tunes the [ 
weight of a wagon weighing | 
S tons [ 

Successiv e 
decreases 
of 

weight 

1 

1 

Nos ' 
j of 1 
1 grades 

I 

1 

Distinguishing weights of j 
loads to be joined, individu 1 
ally, with 6| tons, or one j 
and a quarter times the 
weight of a wagon weighing 1 
1 tons j 

Successive 

decreases 

of 

weight 


Tons 


Tons 

cvvts 

qrs ' 

Cwtb 

1 

qrs 1 

1 

Tons 


Tons 1 

cwts 

qrs i 

Cwts 

qrs 

7 

7^ 

or 

7 

10 

0 1 

— 

— 1 

8 i 

: 

or 

7 

10 

0 1 

, — . 

— 

8 1 

6g 

}> 

6 

17 

2 

12 

2 ' 

9 


53 

6 

17 

2 

12 

3 

9 , 

6i 

;; 

6 

5 

0 

12 

2 j 

•10 


33 

6 

5 

o ■ 

12 

2 

10 ; 

5l 

j> 

5 

12 

2 1 

12 

2 ! 

II 1 

si 

33 

5 

12 

2 ‘ 

12 

2 

i 

5h 

3 > 

5 

2 

2 1 

10 

0 1 

12 1 

Si 

33 

5 

2 

2 1 

lO 

O 

12 , 

4l 

J J 

4 

12 

2 ' 

! 

10 

0 1 

' 13 ! 

4i 

33 

4 

12 

2 

10 

0 

13 ’ 

4^ 

J > 

4 

4 

0 

8 

2 i 

14 1 

4-1 

53 

4 

4 

0 

8 

2 

14 1 


3 3 

3 

16 

0 1 

8 

0 1 

' ! 

St 

33 

3 

i6 

0 

8 

0 

15 

3^ 

33 

3 

9 

° 1 

7 

0 ! 

16 

3 jxr 

33 

3 

9 

0 

7 

O 

16 

3i 

33 

3 

2 

2 

6 

2 

. 17 1 

3 i 

33 

3 

2 

2 

6 

2 

17 ' 

2^ 

53 

2 

17 

0 1 

5 

2 

18 j 

2Vt 

,, 

2 

17 

0 

5 

2 

18 

1 2i 

53 

2 

12 

0 

5 

0 

19 1 


,, 

2 

12 

0 

5 

0 

19 

' 2^^ 

3 5 

2 

7 

2 i 

4 

2 

20 

1 2| 

55 

2 

7 

2 

4 

2 

20 

j 2 j’V 

3 3 

2 

3 

0 

4 

2 

21 

' 2^V 

3 3 

2 

3 

0 

i 4 

2 

21 

' 

33 

I 

19 

0 

4 

0 

22 

1 I-l-T 

3 3 

I 

19 

0 

! 4 

O 

22 

1 

3 5 

I 

15 

2 

3 

2 

' 23 

1 It-o' 

35 

I 

IS 

2 

* 3 

2 

23 

' It 

33 

I 



3 

2 

24 

' It 

33 

I 

12 

O 

1 3 

2 

24 


33 

I 

9 

0 

3 

0 

25 

1 l-l\ 

33 

I 

9 

O 

! 3 

0 

25 


33 

I 

6 

2 

2 

2 

26 

' IH 

33 

I 

6 

2 

2 

2 

26 

li 

33 

I 

4 

0 

2 

2 

27 

' I-V 

33 

I 

4 

0 

2 

2 

27 

iiV 

3 5 

I 

2 

0 

2 

0 

j 28 

1 iiV 

33 

I 

2 

0 

2 

0 

28 

1 ' 

3 3 

I 

0 

0 I 

2 

0 

, "9 

I 

33 

I 

O 

o 

2 

O 


The mode of calculating rates per ton, per mile, for general mer- 
chandise comprised in the first and second divisions of traffic, is shown 
in the first Example, now |o be furnished, and twenty-three grades, 
numbered 7 to 29, are made use of. Twenty-two weights of loads, joined 
with appropriate weights of wagons, distinguish grades 7 to 28, and 
relate to general merclrandise carried in open wagons. The same twenty- 
two weights of loads, joined with appropriate weights of wagons, dis- 
tinguish grades 8 to 29, and relate to general merchandise carried in 
covered wagons Below are entered the unit-weights of loads and 
proportionate weights of wagons calculated from the coupled weights of 
loads and wagons respectively marking the grades. The sum of ^od is 
employed as a factor with the unit-weights of loads and proportionate 
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weights of wagons to calculate the rates per ton of load for the initial 
distance, one ^nile, including taxes. 

With regard to each kind of general merchandise comprised in^ the 
first and second divisions of traffic, consignments of which furnish full 
loads invariably, frequently, or occasionally, it is necessary to ascertain 
the average maximum weight of load — three-quarters of the potential 
maximum weight of load — obtained from it, having regard to the manner 
in which it is packed. If packed in two or more ways, each mode of 
packing will probably yield a different maximum weight of load. Many 
different average maximum weights of loads are likely to be the outcome 
of this procedure. The weights of loads so obtained will coincide with, 
or approximate to, one or other of the weights of loads employed to 
distinguish the grades ; and the rates calculated for each grade will 
apply to those kinds of general merchandise, when consigned in full 
loads, whose weights agree with, or approximate to, the weight of load 
distinguishing such grade. The name of each kind of merchandise, with 
the manner of packing, joined with the number of the grade to which it 
has been approximated when consigned in full loads, must be suitably 
recorded for the guidance of clerks and the information of traders It 
must be understood that the grade recorded for full loads of any kind of 
general merchandise is assumed to be appropriate for quantities that are 
greater than full loads. Consignments of general merchandise, whose* 
weights are less than the weights of full loads, must be approximated to 
one of the weights of loads distinguishing grades succeeding those for 
full loads ; and an intimation to this effect will be all that is necessary 
in the way of instruction Those kinds of merchandise that are invariably 
consigned in snsrallei; quantities than full loads will fall under this rule 
The final grade for each division of traffic shall be deemed suitable for 
small consignments of all magnitudes. 

Owing to their bulk, shape, or other characteristic, certain articles of 
merchandise occupy the whole or a large part of the stowing space of a 
wagon, and yet are so light as to weigh less than i ton — the weight 
of load chosen to distinguish the final grade for each division of geneial 
merchandise. In all other respects, these articles answer to the descrip- 
tion of general merchandise Merchandise of this character may be 
termed exceptional general merchandise, and included in the two 
divisions of traffic according as the articles composing it need carrying 
in open or in covered" wagons. Let it be made a condition that when a 
consignment of merchandise occupies a wagon exclusively, or monopolizes 
a large part of its stowing space, and furnishes a load that weighs less 
than I ton, it shall be charged for as if weighing i ton. 



CHAPTER III 

SOUTH NORTHERN RAILWAY COMPANY 

r 

r 

GENERAL MERCHANDISE {mitifiued ) — FIRST AND SECOND TERMINAL 
SERVICES OF STOPPAGE 

For the prosecution of its business, it is incumbent on a railway 
company to acquire, in towns and populous districts, suitable plots of 
land contiguous to the railway. After each plot has been levelled and 
prepared, sidings, communicating with the main line, are constructed on 
it, and a shed or a more substantial structure is elected, with offices, 
stages, cranes, and other requisites , the whole forming a station. The 
journeys of trains take place for the purpose of conveying wagons, loaded 
or empty, from one station to another station, which then become and 
may be called, respectively, the first and second terminal stations of a 
journey. 

The terminal services to be first considered are those which aie 
inseparably connected with conveyance. In forming a train, the 
locomotive, controlled by its attendants, has to enter the siding where 
the wagons intended for conveyance are standing^ draw them out, and 
attach them to the brake-van If the wagons be intended for one station 
where the journey ends, they are detached from the brake-van on 
arrival, and removed from the main line to one of the sidings of the 
station ; the engine and its staff proceeding to form a second train and 
commence another journey. If the wagons be intended for various 
stations, the train musjt stop at each station to accomplish the service of 
transfer. 

When a train stops at a terminal station, there ensues a saving of 
fuel and water, and a diminished wear of rails, locomotive machinery, 
and wagons. The main line, however, or that section of it which is 
blocked to following trains, is occupied as completely as if the train were 
moving. The locomotive, also, is still employed, as are the men in 
charge of it, together with the signalmen on the section of the line where 
the stoppage takes place. Probably, the lessened cost of the stopped 
train might be calculated very nearly by careful and repeated observation 
of the facts presented when stoppages occur. As a set-off against the 

lessened expenses, the stopping of a train usually causes slight collisions 
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between the wagons forming the train-load, and, on restarting, there is 
strain on the ceuplings of the wagons ; both occurrences tending to the 
deterioration of vehicles. Also, the momentum of the train fe lost .by 
stopping, and has* to be regained. 

Heie it may 1^'e mentioned that shunters or pointsmen, forming a 
part of the staff af stations, are often required, in connection with the 
stoppage of trains, to move and hold the points leading to the inner 
sidings of stations where wagons may be awaiting removal, or where the 
incoming wagons have to be placed. The duty thus performed con^ 
stitutes only a small part of their daily li;ask, and it will be convenient 
and perfectly equitable if its cost be reckoned apart from the services of 
stoppage, and joined to that of the duties relating exclusively to the 
work proper to the station, which will be treated of hereafter. 

Naturally, at stations that form the beginning of a journey wagons 
are attached only, and at stations that end a journey are detached only. 
At the intermediate stations of a journey, it is customary for wagons to 
be attached and detached at each stop, although, in some instances, 
wagons are attached or detached only In the latter event, it may be due 
to a special ariangement made for convenience, or it may be a casual 
occurrence. At cveiy place, however, where wagons are received, 
wagons are despatched therefrom, creating a movement of traffic to and 
fro , and the collection and delivery, or the attachment and detachment 
of wagons, loaded or empty, whether effected separately or at the same 
time, are constant and indispensable terminal services, complementary 
to conveyance It will thus be seen that conveyance, for which a rate 
per ton, per mile, may be charged, begins and ends on the main line, and 
that the transfer^of \^gons from a siding of a station to the main line 
before conveyance, and from the main line to a siding of a station after 
conveyance, '-constitute two separate services which may be called the 
first and second terminal services of stoppage. 

There is great diveisity in the number of wagons transferred at 
stations. Some goods trains aie appointed to make journeys between 
two stations only; the train-load being attached at the first station and 
detached at the second station Other trains are appointed to stop 
* frequently during the couise'of a journey to transfer a few wagons at a 
time This state of things is due, partly, to the number of the inhabitants 
in each town or district , partly, to their vocations, which are determined 
by the kinds of manufactures or works established in the neighbourhood, 
and, partly, to other causes. 

A locomotive, in charge of a staff of men, engaged in conveying a 
train, and travelling a long distance before stopping, seems to do much 
more woik than another engine employed to convey a train, and 
stopping frequently during a journey. The additional amount of work 
accomplished by the former is not so great as it appears, when it is 
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carefully considered, and is entirely due to the difference of conditions 
between a course of unbroken transit and one interrupte^d by necessary 
stoppage^. 

It is to be noted that when a train stops to attach and detach 
wagons, the time taken is rather more than when att-ichment oi detach- 
ment only is^ required. Also, the time occupied in transfening many 
wagons is somewhat greater than the time needed to tiansfer few 
wagons. Yet, if it be assumed that only one shunting movement is 
requisite foi attachment and one foi detachment, the difference of time 
between transfeiring one wagon and a dofen wagons is but small. 

To pi event misunderstanding, and with a view to the correct 
calculation of cost, it is necessary to define the conditions under which 
the terminal services of stoppage are meant to be performed. They aie 
as follows ’ — - 

1. The stoppage of a tiain at a station to attach and detach wagons 
must be presumed to take place without interruption, and expense 
occasioned by incidental delay during the opciation must be attributed 
to the performance of suppletive services. 

2. Wagons must be arranged in due order, and placed at the entrance 
of a siding anterior to the arrival of the train appointed to convey them, 
so as to economize time and labour at each stop. 

3 No marshalling must be performed by the tram-engine save what 
may be unavoidable in disposing of the wagons forming its own tram- 
load, 

It has already been stated (ch i, p 71) that note <nould be taken of 
the weights and speeds of tiains, the time occupied m stopping at each 
station, and the weights of wagons attached and detached duiing each 
stop. It IS desirable that this infoimation should be recorded as 
accurately as possible so that coirect averages may be calculated. 

The amounts representing the cost of teiminal sei vices of every kind, 
including taxes and profit, or profit only, are called charges, to distinguish 
them from rates for conveyance 

A terminal service of stoppage comprehends the three sei vices of 
railage, haulage, and truckage, fulfilled in relation to the whole of a 
train during the time that a part of the tram-load, or the train-load 
itself, IS transferred at a terminal station. 

Let it be assumed that the average speed of trains conveying 
merchandise is twenty miles an hour, or one mile in three minutes. 

Let it be supposed that the average weight of wagons, loaded and 
empty transferred by a locomotive and its staff at each stop at a station, 
is 100 tons. 

Let it be assumed that the average length of time required to 
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transfer wagons, loaded and empty, at each stop at a station, is six 
minutes. ^ 

Let it be supposed that the value of a service of stoppage festing.six 
minutes is equivalent to the value of the interterminal services of railage, 
haulage, and true cage, assumed to be performed in conveying a train of 
average weight during a period of six minutes The average weight of 
train-load has been assumed to be 200 tons ; the average distance 
travelled by a train in six minutes to be two miles ; and the sum chosen 
to compute the cost of conveyance (including the instruments of power) 
to be 30^/ per ton of load Snd wagon, per mile By multiplying 200 
tons by 6 od, the sum, per ton, of load and wagon, for two miles, the 
product is 120^., or 10s By dividing this amount by lOO tons, the 
weight of wagons, loaded and empty, averagely transferred at each stop, 
the quotient is V20d , which is the sum, per ton of load and wagon, to 
be employed to compute charges for each terminal service of stoppage, 
performed in regard to merchandise comprised in every division of 
traffic 

Resulting from the employment of the sum named, chaiges for the 
first and second terminal services of stoppage, performed in reference to 
general meichandise carried m open and in covered wagons, are shown 
in the next Example (Ex 2). The aveiage weight of wagon, and the 
weight to be added thereto on account of empty wagons conveyed, 
for each division of traffic, are enteied, sepaiatcly, in brackets. 
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exampi;e 2 


SOUTH NORTHERN 
Genera/ mei cliandise cc > ; 2ed ?n open and in covered 


Nos OF Grades 

7 

S 

9 

10 

II 

12 

“ 1 - — 

13 

14 

15 

16 


Tons 

Ions 

Tons 

Tons 

Tons 

Tons 

Ions 

Tons 

Tons" 

Tons 

Al Distinguishing weights 



61 


si 

4 § 




3 l 

of loads ( I ) 

7 i 


5;^ 

4 l 

3 ^ 

3 

Average weights of 











wagons (5 tons + 
tons for empties) 

6 i 

61 

^ 61 

61 

61 

61 

61 

61 

6 i 

61 

Bl. Distinguishing weights 




61 



4 g 




of loads . (2) 

Average weights of 


7 l 


ss 

5 i 

4 l 

0 0 

3 tu 



w^agons ( 5 i tons + 

1 1 tons for empties) 

— 

6 J 

61 

61 


6 | 

6 J 

6 i 



61 

61 

Umtwveights of loads 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 

Pioportionate w^eights 











of wagons 

’.0 

u 

I 

I r.T 

I 'V 

^ io 


J (T 

^ 1 0 

2 

Totals 


I - 71 

J u 

2 

270 


2MI 

2 \) 

1 11 

- [ 0 

^ J 11 

3 


Per ton 

Per ton 

Pei ton 

Per ton 

Per ton 

Pel ton 

Per ton 

Per ton 

Pei ton 

Pci ton 


of load 

of load 

of load 

of load 

of load 

ot load 

of load 

of load 

of load 

of load 


if 


d 

d 

d 

d 

d 

d 

d 

d 

Chaiges for the ist 











terminal seivice of 
stoppage, computed 
at I 200^ pel ton of 











load 

And at i 200d per ton 

I 200 

I 200 

I 200 

I 200 

I 200 

1 I 200 

I 200 

I 200 

1 200 

I 200 

of wagon 

X 000 

I 080 

I 200 

I 320 

I 440 

I 600 

1 

I 760 

I 960 

2 160 

2 400 

Total chaiges for the 











1st teimmal sen ice 





















of stoppage 

2 200 

0 

00 

M 

2 400 

2 520 

2 640 ' 2 SOO 
^ 1 

0 

\o 

o^ 

M 

3 160 

3 360 

3 600 

Charges for the and 











terminal seivice of 
stoppage, computed 
at I nood per ton of 











load 

And at i zood pei ton 

I 200 

I 200 

I 200 

I 200 

I 200 

I 200 

I 200 

I 200 

I 200 

I 200 

of wagon 

Total charges for the 
2nd terminal service 
of stoppage 

I 000 

I 080 

I 200 

I 320 

I 440 

1 600 

I 760 

I 960 

2 160 

2 400 

2 200 

2 280 

2 400 

2 520 

2^40 

2 SoO 

3 960 

3 160 

3 360 

3 (^00 

Total jcharges for the 











1st and 2nd terminal 











• ser\nces of stoppage, 











including taxes 

4400 4560 

4 800 

5040 

5 2S0 

5 600 

5 920 

6 320 

6 720 

7 200 
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Ik 

wagons — Chajges for iMfrst a7id second terminal services of stoppage. 


17 ' 

iS 

19 " 

20 

21 

22 ; 

23 

24 

25 

26 - 

2^ 

00 

29 

Tons* 

Tons 

Tons 

Tons 

Tons 

Tons 

1 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 


2^ 

2i 



I 

1 

Ir 

iJL 

^ -MJ 

14^ 


ItV 

I 

~ 

6i 

6i 

6i 

64 

6i 

• 

64 : 

64 

6l 

64 

64 

64 

64 

— 

34 

2 }i 

2^ 

2i 

2t‘V 

lij ' 



Ito 

I._^ 
■‘ + 17 j 

1 

l 4 

I-IV 

r 


6J 



6| 

65 

65 

65 

65 

1 

1 

65 ' 

65 

61 

65 

I 

I 


I 

I 

I 

I 

I 

I 

I 

I 

I 

I 


2^ 

2iJ 

244 

37 % 

nl-A 

0 »u 

3 rl 

4 jV 

444 

5 io 

5 l~} 

- 

645 

3 /V 

341 

sH 

3 lfr 

4 Tnr 

Aid , 
^0 0 1 

4 '* 4 ‘ 

5 -V 

5 t 4 

6 U 

m 


744 

Per ton . Per ton ! 

Per ton 

Per ton | 

Per ton 

Per ton ' 

Per ton ' 

Per ton 

Per ton 

Per ton [ 

Per ton 

Per ton 

Per ton 

of load 

of load 

of load 

of load ! 

of load 

of load 1 

of load 

of load 

of load 

of load ' 

of load 

of load 

of load 


d 

d 

d 1 

d 


d , 

d 

d 

d 

d 

d 

d 

I 200 

I 200 

1 200 

I 200 

I 200 

I 200 

I 200 j 

1 200 

I 200 

I 200 

I 200 

1 200 

I 200 

2 640 

2 S80 

3 1^0 

3 480 

3S40 

4 240 

4680' 

I 

5 160 

5 6S0 

6 240 

6 840 

7 320 

8 240 

3 840 

4 080 

4 360 

4 680' 

s 040 

5440 

5 SSo 

6 360 

6880 

7 440 

8 040 

8 720 

9440 

I 200 

I 200 

I 200 

I 200 

I 200 

I 200 

I 200 

, I 200 

1 200 

1 

1 

1 

I 200 

I 200 

I 200 

I 200 

2 640 

2 880 

3 160 

3480 

3 840 

4 240 

4 680 

S 160 

S 680 

6 240 

6 840 

7 520 

8 240 

3 840 

4 oSo 

4 360 

4 680 

5040 

b’440 

5 880 

1 6 360 

6 880 

[ 7 440 

8 040 

8 720 

9 440 

7 680 

i 

8 160 

8 720 

9 360 

10 oSc 

)*I 0 S80 

' ll 76 c 

l|l 2 72 c 

13 76 c 

) 14 880 16 08c 

> 17 44 c 

) 18 880 


















CHAPTER IV 

SOUTH NORTHERN RAILWAY COMPANY 

GENERAL MERCHANDISE {couthiued ) — FIRST AND SECOND TERMINAL 
SERVICES OF RAILAGE, HAULAGE, AND TRUCKAGE 

Land is usually dear m towns and cheap in country places, and plots 
of ground, acquiied by a railway company to form sites for stations, may 
be expected to vary in price By dividing the amount invested in land 
for stations by the number of square yards bought, the average cost, per 
squaie yard, is obtained. In addition to the equalization of the value of 
land, the value of structuies and of the instiuments requisite for the 
equipment of stations, as sidings, turn-tables, stages, etc , as well as taxes, 
lighting, etc, should be equalized also By this piocedure, the conveni- 
ence afforded by unifoimity of cost is gained without causing loss to the 
railway company, and equality of tieatment is secured to the trader. 

A goods station is a place provided for the leception, unloading, 
loading, and despatch of wagons, and for the receipt and delivery of 
merchandise from and to the tradeis located in the vicinity. Every 
station is a first and second teiminal station acc^^idiiTg as it forms the 
place of departure and arrival of merchandise conveyed by train. Wagons 
aie forwarded therefrom and received thereat, and seivices relating to 
those waiting to be loaded, or loaded and placed m position for depaiture, 
and to those waiting to be unloaded, are rendeied at one and the same 
time 

Wagons containmg merchandise included in any division of traffic 
may be placed separately, or promiscuously with others, as may be 
convenient, in the sidings of a station, but the circumstance will not 
affect the terminal services lendered in regard to such wagons. 

Terminal service of railage . — During the whole of the time that a 
wagon lemains at a station, whether loaded or empty, moving or at rest, 
a section of siding, coi responding with the length of the wagon, is con- 
stantly occupied. The wagon is stationary during most of the time, 
waiting to be loaded, unloaded, or despatched. Occasionally, at times 
even frequently, a wagon is moved from one siding to another, and, in 
the process of shunting, may have to pass on and off the mam line. The 
employment of the mam line for the purposes of shunting involves the 
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use of a definite section of railway, together with the services of signal- 
men, and is to be deprecated, since it adds danger and expense to the 
proceedings, I?is desirable that the sidings provided at stations should 
be sufficiently extensive to allow of the passage of wagons to and fio, In 
the operations of sJp^ating, without having recourse to the main line. 

In the tei min ah^ service of railage it is proper to include the use, by 
caits and other vehicles, of the station-yard and the load ways between 
the ehtiance and all parts of a station, provided as a means of passage 
to and from the outer thoroughfares. At times, it may be necessary for 
carts and other vehicles to staijd under load, or for their contents to be 
deposited on the ground, or on a stage oi^ wharf, owing to a deficiency 
of wagons or other cause. The temporary occupation of ground, stage, 
or wharf, at a station, by goods proceeding outward or inward, if for the 
railway company's convenience, must be considered to form a part of the 
terminal service of railage. 

The duty of lighting stations, the labour of cleansing the roadways, 
and the lates and taxes leviable, must be held to pertain to the terminal 
seivice of railage 

The terminal seivice of railage is measured by the weight of each 
wagon, loaded, and its weight, empty, and the period of time during 
which it remains, alternately loaded and empty, at a station 

Terminal service of haulage . — In order that wagons may be unloaded, 
loaded, and despatched, conveniently and in Older, they require to be 
moved from place to place in the sidings of stations, according to 
circumstances The movements are effected by horse, hydraulic, or 
steam power, or by the force of gravitation ; men having to be employed 
to control the opeijatio^is The extent of the seivice of haulage performed 
at stations is variable , depending, at each place, on the kind and amount 
of tiaffic daily dealt with, the adaptation of the sidings and warehouses, 
the number, power, and position of the cranes, the action of traders 
(consignees), the judgment of superintendents, and other causes It is 
desirable that the sidings should furnish sufficient space for the accom- 
plishment of all the operations of shunting. When they fail to do so, 
the use of the main line is inevitable. 

The waiehouses of stations aie provided with platforms or stages, 
having a height from the ground nearly corresponding with, but a little 
higher than, that of the floor of a wagon. A line of rails, forming the 
continuation of a siding, runs alongside of each stage, by means of which 
wagons are brought in to be loaded or unloaded under cover, and the 
stage, being almost level with the floors, affoids a convenient medium 
for the transmission of ai tides to and from the wagons, as well as for 
the prepaiative assoitment of consignments and their provisional storage. 
At small stations, one stage and one line of rails suffice for the operations 
of loading and unloading, but at large stations it is necessary to divide 
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the work and provide separate stages and lines of rails, and, in some 
instances, separate waiehouses. At large stations, therefore, when 
wagons have been unloaded alongside of one stage, ‘iliey need to be 
transferred to another line of rails, bordering a stage appropriated to 
purposes of loading. These movements are usuallweffected by means 
of turn-tables and cross-lines m conjunction with the^sidings, and by the 
use of horse or hydraulic power. Paved roadways are constructed so as 
to enable traders' caits and other vehicles to approach the stages for the 
purposes of loading and unloading 

When loaded or empty wagons arrive gut a station, they are, generall}^, 
placed together in a siding, anfl, afterwards, have to be moved to different 
parts of the station, as may be necessary. Some may be required in the 
warehouse, and some may be wanted under outside cranes, while others 
may be unloaded or loaded at any convenient place in the open air. 
Resulting from this action, it frequently happens that a number of 
loaded wagons are placed in a siding to await discharge, and that a few 
— not standing next to each other, but here and there — are, for special 
reasons, unloaded first, and, soon afterwards, are wanted for the purpose 
of loading either in the warehouse or under cianes at some other part of 
the station, or to send away as spare empty wagons to stations where 
they are needed An engine, in charge of skilled individuals, is then 
employed to shunt out the empty wagons, and the task of having to 
move the loaded wagons in the process of shunting out the empties, 
which is unavoidable, increases the cost. Or, taking the converse of the 
same illustration, it may be necessary to shunt out some of the loaded 
wagons that stand intei placed with empties in a siding, and put them in 
another siding wheie theie is more convenience for thqr discharge. This 
action necessitates the shunting of the empty as well as the loaded 
wagons, and adds, similarly, to expense. 

When wagons have been loaded and labelled, they have to be 
marshalled or placed in due order so that the trains appointed to attach 
them and convey them to their several destinations may perform the 
duty with the least expenditure of time. Wagons are often loaded 
while standing in dilferent sidings, and their subsequent collection and 
marshalling occasion a consideiable amount of shunting, which always 
includes the shunting of other wagons that happen to be interplaced 
with them. 

At small stations, where not much shunting and marshalling are 
required, it may be found more economical to let the train-engines do 
the work when they stop to transfer wagons, than to despatch loco- 
motives and men specially for the purpose. When this course is follow^ed, 
the work executed pertains to the terminal seivice of haulage, and not 
to the teiminal service of stoppage to transfer wagons. 

It will be convenient and quite just that the labour afforded by men, 
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part of the station staff, acting as shunters and pointsmen in the opera- 
tions of transfeiring wagons when stoppages of trains occur, should be 
judged to form% part of the terminal service of haulage. 

The employment of locomotives, with their accessories, for the 
purpose of shuntii^g, involves the performance of the services of railage, 
haulage, and trucKage, in relation to the instruments of power them- 
selves. It is inexpedient to dissociate them, and, therefore, the three 
services thus rendered shall be deemed, in the computation of cost, to 
form, jointly, a part of the terminal service of haulage. 

The daily preparation of engines appointed for the purpose of shunt- 
ing, the time expended by arivers, firetfien, and guards, forming the 
staff of shunting-engines, in making ready for the fulfilment of their 
daily task, and executing any other necessary work, apart from the 
terminal semce of haulage, may be ranked as suppletive duties Un- 
avoidable interruptions, from any cause, of the operations of shunting at 
stations, are the occasion of expense, and pertain to suppletive services. 

Horses, employed for the purpose of moving wagons in the sidings of 
stations, require to be lodged in stables, and need daily attention to keep 
them in good condition and fit for use. The care thus bestowed forms a 
part of suppletive duties 

The peiformance of all suppletive services must be taken into account 
in computing the cost of the terminal service of haulage. 

The state of the weather exercises an influence on the operations of 
haulage performed at stations Wagons are more difficult to move in 
frosty 01 snowy weather than during a mild season. 

It may be stated that the service of haulage is an essential part of the 
daily work at stations , is effected by the agency of different kinds of 
power, is irregular in* amount or extent, and, in its performance, the 
unavoidable interplacement of wagons occasions an increase of the cost 
of both first and second terminal services 

Termt?ial service of truckage , — Warehouses or sheds are erected, with 
sidings passing through them, in order that wagons may be brought 
under cover to be loaded and unloaded These structures take the place 
of tarpaulins in preventing damage by lain, and the cost, in propoition 
to the amount of use for the object named, pertains to the terminal 
service of truckage It has alieady been supposed that the instrumental 
value of a tarpaulin is equivalent to that of half a ton of solid structure, 
and the temporary substitution of a shed for tarpaulins in order that 
loading and unloading may proceed without damage to goods, constitutes 
a continuation of the service of covering. With regard to the terminal 
service of truckage, therefoie, the addition of half a ton to the weight of 
a wagon, whether as an equivalent foi a tarpaulin or for a proportion of 
the covering furnished by a shed, must be deemed to be needful during 
the whole of the time that the service is rendered. 
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The terminal service of truckage is measured by the weight of each 
wagon, loaded, and its weight, empty, including the weight of its 
accessorip, and the peiiod of time during which it rentiins, alternately 
loaded and empty, together with its accessories, at a station. 

The loading and unloading of wagons is hastened/ or retarded owing 
to a variety gf causes. When meichandise is tendered for conveyance, 
it is necessary that wagons should be placed in positions convenient for 
Its reception. This duty is often performed beforehand in order that 
loading and despatch may be expedited. Sometimes, however, more or 
less delay occurs before loadMig can taki place. For example, wagons 
have, occasionally, to be discharged specially for the purpose of providing 
empties, if there be a scarcity , and empty wagons, when wanted, may 
be inaccessibly situated in the sidings, and cannot be moved, immediately, 
to the right positions. 

After conveyance, the stay of loaded wagons at stations, before being 
discharged, is extremely variable Frequently loaded wagons are received 
and discharged within the space of an hour, in other cases they stand 
under load for sevei al days, waiting the convenience of traders. When 
a trader sends goods by railway to another trader, the foi mer ought to 
apprise the latter, by post or other medium, of his action, so that pie- 
paration may be made to receive them. The time of arrival of goods 
at any station is somewhat uncertain, and therefore it is the duty of a 
railway company to advise the consignee when the event occurs in 
order that he may arrange for their removal forthwith. The consignee 
does not always find it convenient to send for the goods immediately, 
and consequently delay occuis ; the wagon lemaming under load for an 
indefinite peiiod of time When a railway compfany^indertakes to cart 
goods from a station to tiadeis whose places of business are situated in 
the locality, the duty of sending advice-notes to such traders becomes 
unnecessary Taking all stations into account, a large pait of mer- 
chandise is delivered to consignees on the day of arrival , a part on 
the day after that of arrival , a part on the third day ; and, in some 
instances, still more time elapses before the contents of wagons are 
disposed of 

A reasonable period of time is lequired to enable a railway company 
to perform each of the following duties — 

To place empty wagons in position for loading, and to load, maishal 
them, and effect their departure. 

To collect empty wagons from the various sidings m which they 
happen to stand, place them together, and send them away 
from stations that do not require them to stations that are 
in want of them. 

To accomplish the discharge of wagons after conveyance 
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The respective times during which wagons, alternately loaded and 
empty, remain at stations, should be carefully noted and recorded, in 
order that the aXerage periods of time, reasonably requisite for 1;he fulfil- 
ment of the dutie' mentioned, may be ascertained. 

Let it be supposed that the average length of time required by a 
railway company to perform the first terminal services of railage, 
haulage, and truckage, at first terminal stations, is one tlay, divided 
thus • half a day to place empty wagons in position for loading, and half 
a day to load, maishal, and despatch them. 

Let it be supposed that when wagons are discharged at a station, and 
have to be sent, empty, to other stations to^be loaded, one day is required 
to move them from the sidings in which they stand, place them in 
position for departure, and despatch them. Also, let it be supposed that 
when they ariive at the stations where they are to be loaded, half a day 
is required to place them m position for loading, and half a day to 
load, marshal, and despatch them. 

Although the services rendered at second terminal stations in regard 
to empty wagons despatched from second terminal stations properly 
peitain to the first terminal services, it must be remembered that, in 
some instances, the respective terminal places will be a station and a 
private siding ; the latter being provided by a trader. Therefore, in 
order that each terminal place, whether station or private siding, may 
be duly credited with the services rendered thereat, it is necessary that 
the charges for the terminal services of 1 adage, haulage, and truckage 
rendered at second terminal stations m regard to empty wagons 
despatched from second terminal stations, should be added to the charges 
for the second terminal services of the same denomination, though 
pertaining to^ the charges for the first terminal services 

Let it be Supposed that the maximum length of time allowed for 
wagons to remain under load at second terminal stations for the con- 
venience of traders, is three days, and that the average length of time 
during which they remain undischarged, taking ail wagons into account, 
is two days On this assumption, the second terminal services of railage, 
haulage, and truckage, relating to loaded wagons, a*re lendered during a 
period of two days 

In relation to general 'merchandise comprised in both divisions of 
traffic, the average weights of wagons have been increased by one- fourth 
to include the conveyance of empty wagons. Charges, per ton of wagon, 
for the first and second terminal services of railage, haulage, and truckage, 
require to be computed apart from the added weight for empties Instead 
of altering the weights of wagons, which would be an irksome task, it will 
be more convenient and equally effective to let them remain unchanged, 
and to alter, in a corresponding degree, the sum, per ton of wagon, chosen 
to compute charges for each service This course will be adopted 
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EXAMPLE 3 

SOUIH ^ORTHERN 
General merchandise cairAd m open and in covered 


Nos OF Grades 

Ai. Distinguishing heights 
of loads (i) 

Average v eights of 
wagons (5 tons + 
I J tons for empties) 


Bl. Distinguishing weights 
of loads (2) 

Average 'weights of 
wagons (5i tons + 
1 1 tons for empties) 


TJnit-v eights of loads 
Proportionate -weights 
of wagons 


Chaiges for a portion 
of the 1st terminal 
service of railage, 
computed at i ^od 
per ton of load 
And at 240^ per ton 
of wagon 

Total charges for a 
portion of the 1st 
terminal service of 
railage 


Charges for the 2nd 
terminal service of 
1 adage, computed at 
6ood per ton of 
load 

And at 480^^ per ton 
of wagon 

Charges for that por- 
tion of the 1st 
terminal service of 
railage which is 
rendered at 2nd 
terminal stations, 
computed at o6o^f 
per ton of wagon 

Total charges for the 
2nd and a portion 
of the 1st terminal 
service of radage 


Total charges for the 
1st and 2nd terminal 
services of railage, 
including taxes 


7 

8 

9 

Tons 

Tons 

Tons 

7 i 

61 

6 i 

6i 

6i 

6i 

— 

7 i ' 

6 J 

— 

6J 

6i 

I 

I 

I 



I 



2 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

150 

ISO 

150 

200 

216 

240 

350 

fmmm 

600 

600 

600 

400 

432 

480 

050 

054 

060 

I 050 

1 0S6 

I 140 

I 400 

I 4 S 2 

I 530 



502 542 5S2 630 


528 576 640 704 784 864 960 
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wagons — Changes for thu first and second teimi 7 ial services of 7 adage 


17 

18 

19 

20 

21 

22 

23 

24 

25 

26 

27 

28 

29 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Ton^ 

Tons 

Tons 



2 § 

2^ 

iH 




li-ff 

li 

ifV 

I 


6 i 

6i 

6i 

6i 

6i 

6 i 

6i 

6i 

6i 

6i 

6i 

6i 

__ 

3 i 



2| 

2tV 

in 

i-n 

i: 

i-iv 

m 

If 


I 

6 i 

65 

65 

65 

65 

65 

65 

65 

65 

65 

65 


65 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 

2irV 


2s-U- 

23J 


3 H 

3 'H 

4 ^\ 

455 

Sllo 

5 lo 



Siftr 

3 ii 

sH 

sH 

4 ;ixr 

4 n 

4 lir 

SirV 

5 ft 


1^9 

7 -i]^ 

7 ff 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

150 

150 

150 

ISO 

150 

150 

150 

150 

150 

150 

150 

150 

150 

528 

576 

632 

696 

76S 

S48 

936 

I 032 

I 136 

I 24S 

I 368 

I 504 

I 64S 

678 

726 




998 

' I 086 

' I 182 

I 2S6 

1 398 

I SiS 

1 654 

1 798 

600 

600 

600 

— • 

600 

% 

600 

600 

600 

1 

600 

600 

600 

600 

600 

600 

I 056 

I 152 

I 264 

I 392 

1 536 

I 696 

I 872 

2 064 

2 272 

2 496 

• 

2736 

3 008 

3 296 

132 

144 

158 

174 

192 

212 

234 

258 

2S4 

312 

342 

376 

412 

I 7S8 

1 896 

2 022 

2 166 

2 328 

2 50S 

2 706 

2 922 

3 156 

3408 

3 678 

3 984 

4 308 

2 466 

2 622 



3 246 

3 506 

3 792 

4 104 

4442 

4 806 

S 196 

5638 

6 106 
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111 calculating the cost of the terminal services of lailagc, or the use 
of terminal stations in reference to merchandise comprised in all the 
division's of traffic, the expenses to be taken int^ account are as 
follows — ^ 

I Proportion of wages and salaiies of signalmen, pointsmen, and 
superintendents for the occasional use of the mam line 

2, Wages and salaries of sweepers, lamplighters, and super- 
intendents 

3 Consumption of stores^ as oil, gas, coal, etc. 

4. Incidental repairs of sidings, cioss-lines, tiun-tables, loadways, 
structures, etc , due to wear 

5. Allowance for the relaying of rails, sleepers, turn-tables, roadways, 
etc , and for the rebuilding of structures, when worn-out or when deemed 
necessary (Depreciation of stations). 

6. Taxes. 

In addition, provision must be made for piofit on the capital invested 
m stations 

Let the sums chosen to compute charges foi that portion of the first 
terminal service of lailagc which is rendered at fiist terminal stations in 
relation to general meichandise carried in open and in covered wagons, 
during a period of half a day, be *150^/ pei ton of load, and, during a 
period of one day, '^ood per ton of wagon, including taxes and profit. 
The weights of wagons carrying loads have been increased by one- 
fourth to include the conveyance of empt}^' wagons. To correct the 
weights added on this account, let *240^/ per tory or/our-fifths of ^^ood., 
be employed as a factor with the unaltered weights of wagons m com- 
puting charges for that poition of the first terminal service of lailage 
which is rendered at fiist terminal stations. 

Let the sums chosen to compute charges for the second terminal 
service of railage, rendered in relation to general merchandise carried in 
open and in covered wagons, duiing a peiiod of two days be 6ood. per 
ton of load, and 6ood per ton of wagon, including taxes and piofit. 
To correct the weights added on acco;unt of empty wagons, let •48o<^. 
per ton, or four-fifths of 6ood, be employed as a factor with the 
unaltered weights of wagons in computing charges for the second 
terminal service of railage. 

Let the sum chosen to compute charges for that portion of the first 
terminal service of railage which is rendeied at second terminal stations 
m reference to empty wagons that have cairied general merchandise 
during a period of one day be ^ood, per ton, including taxes and profit. 
The weights of wagons carrying loads have been increased by one- 
fourth to include the conveyance of empty wagons, and, theiefore, the 
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sum named is applicable to one-fifth of the increased weights of wagons. 
To make correction, let ‘o6od per ton, or one-fifth of 300^/. be employed 
as a factor with t}^e unaltered weights of wagons to compute charges for 
that portion of the- first terminal service of railage which is rendered at 
second terminal stations. 

Resulting from the employment of the sums chosen, charges for the 
first and second terminal services of railage, rendered in regard to 
general merchandise carried in open and in covered wagons, are shown 
in the last Example (pp 98, 99, Ex. 3) 

In calculating the cost of ^he terming services of haulage, or the 
use at stations of horse, hydraulic, or steam power, and of locomotive 
machinery, in reference to merchandise comprised in all the divisions of 
traffic, the expenses to be taken into account are as follows . — 

1 Wages and salaries of drivers, firemen, engine-cleaners, and super- 
intendents. 

2 Wages and salaries of guards and superintendents 

3 Wages and salaries of shunters, horse-drivers, inspectois, and 
superintendents. 

4 Consumption of fuel and water in the production of power 

5 Consumption of provender, straw, etc., for horses. 

6 Consumption of stores, as oil, tallow, cotton waste, etc 

7. Incidental repairs of locomotive machinery, structures, etc, due 
to wear. 

8. Allowance for the replacement of locomotive machinery, horses, 
etc., and the rebuilding of engine-sheds, stables, etc, when worn-out or 
when deemed necessary (Depreciation of locomotive machinery used at 
stations). 

9 Suppletive services 

10 Changes of weather. 

In addition, provision must be made for profit on the capital invested 
in locomotive machinery, horses, etc , used at stations. 

Let the sums chosen to compute charges for that portion of the first 
terminal service of haulage which is performed at first terminal stations 
in relation to general merchandise carried in open and in covered 
wagons, during a period of half a day, be 300^ per ton of load, and, 
during a period of one day, 600^ per ton of wagon, including profit 
To correct the weights added on account of empty wagons, let *480^/ 
per ton, or four-fifths of ’6ood, be employed as a factor with the unaltered 
weights of wagons in computing charges for that poition of the first 
terminal service of haulage which is performed at first terminal stations. 

Let the sums chosen to compute charges for the second terminal 
service of haulage, performed in relation to general merchandise carried 
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EXAMPLE 4 

^ SOUTH NORTHERN 

' Gene} al mc7 chandise led m ope}t and in covered 


Nos OF Grades 

7 

8 

9 

10 

II 

12 

13 

14 

15 

16 


Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Al. Distinguishing weights 


61 

6 i 

5 i 



4} 



3 i 

of loads . (i) 

Average weights of 

7 i 


4 § 

st 

3 ^ 






wagons (5 tons + 
tons for empties) 

6 i 

6 i 

6 i 

61 

,61 

61 

61 

61 

61 

61 

Bi Distinguishing weights 


r 


61 




4 i 


3 ^ 

of loads . (2) 

Average weights of 

- 

1 \ 


5 ^ 

5 l 

4 l 





wagons ( 5 i tons + 

1 1 tons foi empties) 

— 

61 

61 

65 

65 

6 J 

6 | 

65 

65 


Unit-weights of loads 
Proportionate weights 

I 

I 

I 

I 

T-h 

I 

I 

I 

I 

I 

m 

I 

of wagons 



I 



2 

Totals 


I3I 

2 



0 1 0 

0 



m 

3 


Per ton 

Per ton 

Pei ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 


of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load 


d 

d 

d 

d 

d 

d 

d 

d 

d 

d 

Charges for a portion 











of the 1 st terminal 
service of haulage, 











computed at 300^/ 
per ton of load 

300 

300 

300 

300 

300 

300 

300 

300 

300 

300 

And at 4 Sod per ton 









S64 


of wagon 

400 

*432 

4S0 

528 

576 

640 

704 

00 

960 

Total charges for a 











portion of the ist 
terminal service of 
haulage 

700 

' 732 

0 

00 

82S 

876 

940 

I 004 

I 0S4 

I 164 

I 260 

Charges for the 2nd 











terminal service of 











haulage, computed 
at I 20od per ton of 











load 

I 200 

1*200 

I 200 

I 200 

I 200 

I 200 

I 200 

I 200 

I 200 

I 200 

And at g6od pei ton 
of wagon 

Charges for that por- 

800 

S64 

960 

I 056 

I 152 

I 2S0 

I 408 

1 56S 

I 72S 

I 920 

tion of the 1st ter- 
minal service of 
haulage which is 
performed at 2nd 
terminal stations, 

r 










computed at '120^ 
per ton of wagon 

Total charges for the 
2nd and a portion 
of the 1st terminal 

100 

108 

120 

132 

144 

160 

iy6 

•196 

216 

240 

2 100 

2 172 

2*280 

2 388 

2 496 

2 640 

2 784 

2 964 

3 144 

3 360 

seivice of haulage 

Total charges for the ' 






■■ 

__ 




1st and 2nd terminal 
services of haulage 

2 800 

2904 

3 060 




3788 

00 

4 308 

4 620 
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RAILWAY COMPANY^ 

%vago 7 is — Charges /o^^i^e first aii i second tenninal settle es oj kanlage 


17 

1 18 

19 

20 

21 

22 

23 

24 

25 

26 

27 

28 

29 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tojjis 

Tons 

Tons 

23 -? 

1 

2| 


1 3-? 

T 'ti 

H 

lA 

m 


IlV 

I 


6i 

6i 


6 i 

6i 


64 

64 

64 

64 

64 

64 

— 

3 i 

2i? 


2i 

2A 

Ilf 


% 

14 

lA 

144 

Xl 

iiV 

I 

6 f 


6t 


6? 


6? 

6t 

6? 

6? 

6? 

6J 

6? 

i 

I 

I 

I 

I 

1 

I 

1 

I 

I 

I 

I 

I 



2^^ 

2ff 


su 

3 U 

4 A 

4 lf 

sA 

SH 


6M 

SlTT) 

3 ?f 

su 

34 ? 

4-5% 

4 lf 

4 tk 



6;^ 


7 A 

7 lf 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

300 

300 

300 

300 

300 

300 

300 

300 

300 

300 

300 

300 

300 

I 056 

I 152 

I 264 

I 392 

1 536 

I 696 

I S72 

2 064 

2 272 

2496 

2 736 

3 ooS 

3296 

1 356 

I 452 


1 


1 996 

2 172 

2 364 

2 572 

2 796 

3036 

3308 

3596 

I 200 

I 200 

I 200 

^ 

I 200 

I 200 

I 200 

I 200 

I 200 

I 200 

I 200 

I 200 

I 200 

I 200 

2 112 

2 304 

2 528 

2 784 

3072 

3 392 

3 744 

4 128 

4 544 

4992 

5472 

6 016 

6592 

264 

288 

•316 

34S 

384 

424 

468 

516 

568 

624 

6S4 

752 

824 

3 ‘576 

3 792 

4044 

4332 

4656 

5 016 

5412 

5 844 

6 312 

6 S16 

7 356 

7968 

8 616 

4932 

5 244 

5 608 

6 024 

6492 

7 012 

7 584 

8 208 

8884 

9 612 

10 392 

II 276 

12 212 
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m open and in covered wagons, during a period of two days, be i ' 20 oci, 
per ton of load and 1*200^3^ per ton of wagon, including profit. To 
correct the weights added on account of empty wagpis, let 'g 6 od per 
ton, or four-fifths of i 200^, be employed as a factor with the unaltered 
weights of wagons in computing charges for the second terminal service 
of haulage. ^ 

Let the sum chosen to compute charges for that portion of the first 
terminal service of haulage which is performed at second terminal 
stations in reference to empty wagons that have carried general mer- 
chandise, during a period of one day, be & 00 d per ton, including profit 
The weights of wagons carrying loads have been increased by one- 
fourth to include the conveyance of empty wagons, and, therefore, the 
sum named is applicable to one-fifth of the increased weights of wagons. 
To make correction, let *120^. per ton, or one-fifth of • 6 ood,, be employed 
as a factor with the unaltered weights of wagons to compute charges for 
that portion of the first terminal service of haulage which is performed 
at second terminal stations. 

Resulting from the employment of the sums chosen, charges for the 
first and second terminal services of haulage, performed in regard to 
general merchandise earned in open and m covered wagons, are shown 
m the last Example (pp. 102, 103, Ex. 4). 

In calculating the cost of the terminal services of truckage, or the 
use at stations of wagons, tarpaulins, ropes, chains, and other accessories, 
in reference to merchandise comprised in all the divisions of tiaffic, the 
expenses to be taken into account are as follows : — 

I. Wages and salaries of greasers, inspectois, a^id s^ipermtendents 

2 Proportion of the consumption of stores, as oil, grease, stiaw for 
packing purposes, etc 

3. Proportion of the incidental repairs of wagons, tarpaulins, ropes, 
chains, and other accessories, including the repairs of sheds used as 
shelters for loading and unloading wagons, due to wear. 

4. Proportion of g^llowance for the replacement of wagons, taipaulins, 
and other accessories, and for the rebuilding of sheds used as shelteis 
for loading and unloading wagons, when worn-out or when deemed 
necessary (Depreciation of wagons at stations) 

In addition, provision must be made for profit on the capital invested 
in wagons and their accessories during their use at the stations. 

Let the sums chosen to compute charges for that poition of the first 
terminal service of truckage which is rendered at first terminal stations 
in relation to general merchandise carried in open and in covered wagons, 
during a period of half a day, be 300^. per ton of load, and, during a 
period of one day, Good, per ton of wagon, including profit To correct 



ILLUSTRATED BY EXAMPLES 105 

the weights added on account of empty wagons, let ‘48od per ton, or 
four-fifths of •6oo^£, be employed as a factor with the unaltered weights 
qL wagons in co'iiputing charges for that portion of the first 'terminal 
service of truckage which is rendered at first terminal stations 

Let the sums chosen to compute charges for the second terminal 
seivice of truckage, rendered in relation to general merchandise carried in 
open, and in covered wagons, during a period of two days, be iiood, 
per ton of load and i 200^. per ton of wagon, including profit To cor- 
rect the weights added on account of empty wagons, let g6od per ton, 
or four-fifths of i 20od, be employed a«; a factor with the unaltered 
weights of wagons in computing charges for the second terminal service 
of truckage 

Let the sum chosen to compute charges for that portion of the first 
terminal service of truckage which is rendered at second terminal 
stations in reference to empty wagons that have carried general mer- 
chandise, during a period of one day, be 600^. per ton, including profit 
The weights of wagons carrying loads have been increased by one-fourth 
to include the conveyance of empty wagons, and, therefore, the sum 
named is applicable to one-fifth of the increased weights of wagons. To 
make coirection, let I20^^ per ton, or one-fifth of Sood^ be employed as 
a factor with the unaltered weights of wagons to compute charges for 
that portion of the first terminal service of truckage which is rendered at 
second terminal stations 

Resulting from the employment of the sums chosen, charges for the 
fiist and second terminal services of truckage, rendered in regard to 
general merchandise earned in open and in covered wagons, are shown 
m the next Exan^iple^pp 106, 107, Ex 5) 
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EXAMPLE 5 


Gtnei al viej Jiandise cat i 


^ SOUTH NORTHERN 
ted tn open and tnkoveted wagotts — Chmges 


Nos OF Grades 

7 

8 

9 

10 

II 

12 

13 

14 

15 

16 

r 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Distinguishing \\ eights 





Si 

4S 

4i 

3f 


3i 

of loads (i) 

Average weights of 

1 \ 

62 

6i 

5i 







wagons (5 tons + 
i| tons for empties) 

6i 

6i 

6i 

6i 


6i 

6i 

6i 

64 

64 

3 1 Distinguishing weights 




6i 


si 

4i 

4i 

3l 

3i^ 

of loads . (2) 

Average weights of 

• — 

A 


5i 







wagons (5^ tons + 
if tons for empties) 

— 

6| 

62 

62 

62 

62 

62 

62 

62 

62 

Unit-weights of loads 
Pioportionate weights 

I 

I 

I 

I 

I 

I 

I 

IH 

I 

I 

I 

of wagons 



I 


I fO 

2 

Totals 

■i 

m 

2 



22-5 

215 

-s'! % 

23-^ 

3 


Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 


of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load 


d 

d 

d 

d 

d 

d 

d 

d 

d 

d 

Charges for a portion 











of the 1st terminal 
service of truckage, 











computed at 300^/ 
per ton of load 

300 

300 

300 

300 

300 

300 

300 

300 

300 

300 

And at 480^^ per ton 











of wagon 

Total charges for a 
portion of the ist 
teiminal seivice of 
truckage 

400 

432 

4S0 

528 

576 

640 

704 

784 

864 

960 



780 

828 

876 

940 

fSm 



I 260 

Chaiges for the 2nd 











terminal seivice of 











truckage, computed 
at I 20od per ton 











of load 

And at 960^, per ton 

I 200 

I 200 

I 200 

I 200 

I 200 

I 200 

I 200 

I 200 

I 200 

I 200 

of v agon 

Chaiges for that por- 

800 

S64 

960 

I 056 

I 152 

I 280 

I 408 

1 568 

I 72S 

I 920 

tion of the 1st 
terminal service of 











truckage which is 
rendered at 2nd 











terminal stations, 
computed at I20if 











per ton of wagon 

Total charges for the 
2nd and a portion 
of the 1st terminal 
service of truckage 

100 

108 

120 

132 

144 

160 

i'j6 

196 

216 

240 

2 100 

2 172 

2 280 

23S8 

2 496 

2 640 

2 7S4 

2 964 

3 144 

3 360 

Total charges for the 











I St and 2nd terminal 
services of truckage 

2 800 

2904 

3 060 

3 216 

3 372 

3580 

3788 

4 048 

4 308 

4 620 
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for the Jirst and second terminal sei'vues of truckage 


17 

iS 

19 

20 

21 

22 

23 

24 

25 

26 

27 

28 

29 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

T(ys 

Tons 

Tons 


2^ 

2| 

23 r (7 



n 

Ito 

m 



I 

— 

6i 

6i 

6i 

6i 

6i 

^6i 

6i 

6i 

61 

6i 

6i 

6i 


3 i 

2V& 

2| 

2| 

27V 

113 

1 2^ 

• 




itV 

I 

65 

6| 

61 

6| 

61 

6| 

6| 

65 

65 

65 

65 

65 

65 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 

23V 

2H 

2}5 

25 i 

3 ;n> 

3 ^' 8 - 

3 t^ 

4 /j> 

Atl 

r « 

SIS' 

6-517 


S-jV 

31 -^ 

3 U 

35 ^* 

415 "^ 


4 H 

5717 

Stf 



1 t \ 

7 t 7 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
if 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 

Per ton 
of load 
d 

Per ton 
of Io^d 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 

300 

300 

300 

300 

300 

300 

300 

300 

300 

300 

300 

300 

300 

I 056 

I 152 

I 264 

I 392 

1 536 

I 696 

I S72 

2 064 

2 272 

2496 

2 736 

3 008 

3296 



1 564 

I 692 

I 836 

1 996 

2 172 

2 364 




3 308 1 3 596 

I 200 

1 200 

I 200 

• • 

1 200 

I 200 

I 200 

1-200 

I 200 

I 200 

I 200 

I 200 

I 200 

I 200 

2 II 2 

2 304 

2 528 

27S4 

3 072 

3 392 

3 744 

4 12S 

4 544 

4992 

% 

5472 

6 016 

6592 

264 

288 

316 

348 

384 

j 

424 

^ 468 

516 

56S 

624 

684 

752 

824 



4044 

4332 

4 656 

5 016 

5 412 

5 S44 

6 313 

6 816 

7 356 

7 968 

8 616 

4932 

5 244 

5 608 

6 024 

6492 

7 012 

7 584 

8 208 

8884 

.9612 

10 392 

II 276 

12 212 






















CHAPTER V 


SOUTH NORTHERN RAIL^VAY COMPANY 

GENERAL MERCHANDISE {continued ) — ^JUNCTIONAL SERVICES OF 
STOPPAGE, RAILAGE, HAULAGE, AND TRUCKAGE 

Most railways have trunk-lines and branches ; the places where they 
meet forming junctions Each railway serves towns, districts, and 
villages lying on its route In the course of business, merchandise is 
consigned by traders located in the neighbourhood of a station to 
traders located near another station on the same railway. These two 
stations may be on the same trunk-lme, but widely apart, or they may 
not be far away from each other. They may, however, be on different 
trunk-lines or branch-lines, or one may be on a trunk-line and the other 
on a branch-line Although it is desirable that merchandise should be 
taken to its destination without delay, a little leflection will show that it 
is virtually impossible to convey wagons from the first to the second 
terminal stations directly, or without interruption, in all circumstances 
For the sake of economy as well as convenience, it is arranged for trains 
to run, daily, on allotted sections of a railway, detachuj^g and attaching 
wagons at terminal stations on the route, and, when one or both terminal 
stations are on other sections, which is frequently the case, detaching 
and attaching wagons at intervening junctions or other appointed places 
of transfer 

The stoppage of a tram to deposit wagons in the sidings connected 
with a junction, at the end of the first stage of their j'ourney, is, neces- 
saiily, followed by the stoppage of another tram to attach the same 
wagons pieparatory to the next stage of, their journey. Duiing the 
stay of wagons at intermediate places, the services of railage, haulage, 
and truckage, aie rendered as at terminal stations, but do not continue 
for so long a period. The wagons, whether loaded or empty, left by 
trains at such places, require to be put in order and placed at the 
entrance to sidings in order to facilitate removal by the succeeding 
trains 

In many instances, the first and second terminal stations are so dis- 
tant from each other, or their connection by railway is so indirect — as, 
for example, when situated on different branch-lines — that wagons have 
* io8 
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to be transferred at two, three, and even more junctions before a journey 
is completed. At each place of transfer two services of stoppage are 
performed, and, while the wagons are awaiting removal, single services 
of railage, haulage, and truckage, are rendered. It will be convenient to 
call them junctional services to distinguish them from terminal ^services. 

Junctions and other places of transfer are often terminal stations as 
well, and, consequently, a service of stoppage may be, and^often is, both 
a terminal and a junctional service, accoiding as the wagons respect- 
ively attached and detached at such places begin and end a journey, or 
begin and end an intermediate stage of a journey. 

If all places, forming the beginning and end of journeys, were 
stations provided by lailway companies, the junctional services of 
stoppage, railage, haulage, and truckage, might be treated as services 
supplementary to terminal services of the same denomination, and the 
charges for terminal services might be increased so as to include the 
cost of junctional services. But, m many instances, terminal places are 
private sidings belonging to tiaders, and the terminal services of railage 
and haulage at such places are fulfilled by traders. Inasmuch as the 
services of railage and haulage are tendered by railway companies at 
junctions and other appointed places of transfer whether the terminal 
places are stations oi private sidings, it is necessary to compute charges 
for them separately from terminal services of the same denomination. 
In these circumstances, it is deemed expedient to compute charges for 
the junctional services of stoppage and truckage also separately from 
terminal seivices of the same name 

Between some large stations, and especially when one of them serves 
a port-town, the^ am^ount of traffic is so great that full tram-loads are 
provided, daily, foi conveyance. Between large stations and some small 
stations, full train-loads of merchandise are frequently, or occasionally, 
furnished by traders. At some private sidings full train-loads of coal 
are provided daily, each train-load having one destination , and, 
naturally, there is a daily return of empty wagons from the same places 
to the private sidings In such circumstances, a railway company 
should arrange for wagons to be conveyed, uninterruptedly, to their 
respective destinations whenever it is possible to do so, even though the 
route be circuitous, since this procedure tends to dimmish cost and 
accelerates the transport of meichandise It shall be supposed that 
much the larger portion of merchandise is conveyed, uninterruptedly, to 
its destination, and that a smaller part arrives there by stages ; remain- 
ing, temporarily, at appointed places on the way. 

It would be a difficult matter to establish charges for junctional 
services so as to apply only to merchandise in relation to which the 
services were rendered Even if the task could be accomplished, such a 
mode of procedure would, probably, pi ove to be unacceptable to traders. 
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Although, therefore, junctional services are fulfilled m leferenceto apart 
only of merchandise, it is advisable that charges for the services should 
be apportioned so as to apply, equally, to all merchandise 

'With reference to merchandise of every description, conveyed to its 
destination by stages, it is requisite that the periods of time during 
which wagons remain, loaded or empty, at junctions and other places of 
transfer shoifld be ascertained and recorded. From the information 
thus obtained, the average period of time during which wagons, loaded 
or empty, remain at an intervening place of transfer, may be correctly 
calculated. r 

In order to elucidate the subject and show how it should be dealt 
with m fairness to all parties, let it be supposed, firstly, that loaded and 
empty wagons, weighing looo tons, are conveyed from first to second 
terminal stations by two stages, or that services are rendered at one 
junction, forming an intervening place of transfer. Secondly, let it 
be assumed that loaded and empty wagons, weighing looo tons, are 
conveyed from first to second teiminal stations by thiee stages, or 
that services are fulfilled at two junctions. Thirdly, let it be sup- 
posed that loaded and empty wagons, weighing looo tons, are con- 
veyed from fiist to second terminal stations by four stages, or that 
services are performed at three junctions. The charges for seivices 
rendered at two junctions may be assumed to be double the chaiges foi 
services fulfilled at one junction, and for services performed at thiee 
junctions, treble the charges for services rendered at one junction. If, 
however, the weights of loaded and empty wagons be doubled and 
trebled, respectively, and computation effected by means of the charges 
for services fulfilled at one junction, the amount obJ;ain^ in one case will 
be the same as the amount obtained in the other. Thus, in the second 
of the three instances supposed, charges for services rendered at two 
junctions, in relation to loaded and empty wagons weighing looo tons 
may be regarded as equivalent to charges foi services rendered at one 
junction in relation to 2000 tons, and, in the third instance, charges for 
services fulfilled at three junctions, in relation to loaded and empty 
wagons weighing 1000 tons, may be considered as equivalent to charges 
for services fulfilled at one junction in relation to 3000 tons 

In the three instances employed for illustration, loaded and empty 
wagons, weighing 1000 tons, are assumed to be conveyed from first to 
second terminal stations by two, three, and four stages, respectively, 
incurring charges for junctional services according to the number of 
intervening places at which the wagons are transferred. But by increas- 
ing the weights of loaded and empty wagons conveyed to their destina- 
tion by three and four stages, respectively, so that 2000 tons become 
5000 tons, and by adding 5000 tons to 1000 tons, the weight of loaded 
and empty wagons conveyed to their destination by two stages, a total 
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weight of 6000 tons in place of 3000 tons is obtained, charges for which 
may be calculated as if junctional services were performed at only one 
place of transfer, instead of at one, two, and three places of trans/er 

Let it be supposed that the weights of loaded and empty wagofis 
conveyed from first to second terminal stations by two or more stages, 
respectively, are separately ascertained and recorded, periodically, and, 
by proceeding m the manner indicated, that ail journeys of more than 
two stages aie reduced to journeys of two stages The outcome will be 
an increased weight of loaded and empty wagons in regard to which, 
charges for services fulfilled at^ne junction may be computed ; and the 
increased weight may, with propriety, be substituted for the actual or 
unmcreased weights of loaded and empty wagons conveyed by two or 
more stages, respectively, to their destinations 

Obtained m the manner described, let the total weight of loaded and 
empty wagons deemed to be received, temporarily, at a junction or an 
appointed place of transfer in the process of conveyance, be one-fifth of 
the total weight of loaded and empty wagons conveyed from first to 
second terminal stations, and let the charges for junctional services be 
apportioned so as to apply, equally, to merchandise comprised in every 
division of traffic. 

In calculating the cost of junctional set vices, the expenses to be taken 
into account are identical with those of terminal services of the same 
denomination. 

Let it be assumed that the cost of stopping to transfer loaded and 
empty wagons at a junction is equal to the cost of stopping to transfer 
loaded and empty wagons at a terminal station. 

The sum that h^s been chosen to calculate charges, including taxes and 
profit, for one terminal service of stoppage is i 20 od per ton of load and 
wagon, and for two services, 2 400<^. per ton of load and wagon. Charges 
for two j unctional services of stoppage are to be apportioned to the total 
weight of loads and wagons conveyed, although they are assumed to be 
incurred in relation to one-fifth only of that weight. Instead of reducing 
the weights of loads and wagons by four-fifths, it will be more convenient 
to alter, in a corresponding degree, the sum to be employed as a factor 
with the weights. Therefore,^ let 480^ per ton, or one-fifth of 2 \ood,, 
be employed as a factor with the unaltered weights of loads and wagons 
to calculate charges, including taxes and profit, applicable to merchandise 
in each division of traffic, for two junctional services of stoppage 

Let it be supposed that the average length of time that wagons 
remain in the sidings at junctions and other places of transfer, awaiting 
removal, is half a day. 

Let it be assumed that the junctional services of railage, haulage, and 
truckage, in proportion to the length of time during which they are 
fulfilled, are lespectively equal in value to the terminal services of railage, 
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EXAMPLE 6 . SOUTH nouthern 
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haulage, and tiuckage. The sums that have been chosen to compute 
charges, including taxes and piofit, for the last-named services, are as 
follows 

Terminal service of railage '^ood, per ton of load and wagon, per day. 

„ „ haulage 6ood „ „ „ 

„ % tiuckage 600^ „ „ » ^ 

The sums, therefore, to compute chaiges, including taxes and piofit, 
for junctional services of the same denomination, rendered in regard to 
one-fifth of the total weights df loads and wagons during half a day, will 
be as follows . — 

Junctional service of railage 150^ per ton of load and wagon, per half-day. 
„ „ haulage 300^. „ „ „ „ 

„ „ truckage *300^. „ „ „ „ 

Instead of reducing the weights of loads and wagons by four-fifths 
for the purpose of apportioning the charges, it will be more convenient 
to let the weights remain unaltered, and to lessen, in a corresponding 
degree, the sums to be employed as factors with the weights. Accord- 
ingly, the sums to be used as factors with the unaltered weights of loads 
and wagons in order to compute charges, including taxes and profit, 
applicable to merchandise in each division of traffic, foi the junctional 
services of railage, haulage, and truckage, will be one-fifth of the sums 
last-mentioned, stated as follows . — 

Junctional sei vice of railage •030d per ton of load axid wagon, per half-day. 
„ „ haulage o6od „ 

„ „ truckage o6od „ 

Resulting from the employment of the respective sums mentioned, 
charges for the junctional sei vices of stoppage, I'ailage, haulage, and 
truckage, fulfilled in legard to general meichandise earned in open and 
m covered wagons, are shown in the last Example (pp 1 12, 1 13, Ex. 6). 
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SOUTH NORTHfiRN RAILWAY COMPANY 

GENERAL MERCHANDISE {continued )— AND SECOND 
TERMINAL SERVICES OF PORTERAGE 

The seivice of porterage consists, principally, in the labour of 
individuals employed to load and unload railway wagons at stations. 
The work is performed by hand or by means of cranes or other instru- 
ments. It includes, also, a part of the labour required to load and 
unload carts and other vehicles, appointed to carry merchandise between 
stations and traders’ places of business Consignments of merchandise 
should, if possible, be transferred directly from the vehicles in which they 
have been conveyed from senders, to the railway wagons selected to 
receive them. If, for any reason, immediate transfer cannot take place, 
the goods have to remain in the vehicles or be placed on stages or wharfs 
until empty wagons are provided. Conversely, direct transfer of 
merchandise to road vehicles is desirable when loaded wagons have been 
conveyed by railway and await discharge 

Single consignfnents that furnish full loads may, in most cases, be 
directly transferred between road vehicles and lailway wagons , and a 
large part of merchandise is dealt with in this manner. With regard, 
however, to small packages which are consigned by traders in a town to 
individuals in different towns and districts, or which, after being conveyed 
by railway, arrive at a station to be delivered to various consignees in a 
town or distiict, it is necessary to use a stage in the warehouse for their 
temporary reception, in order that they may be sorted and put in 
readiness for transfer to the vehicles appointed to carry them For 
similar and other reasons, it is sometimes needful to act in the same 
manner with respect to consignments of larger magnitude, including full 
loads. Naturally, this procedure causes extra handling of merchandise. 

Briefly defined, the operation of loading railway wagons consists in 
lifting goods from the vehicles, stages, or wharfs, where they happen to 
be placed, and their stowage in the wagons chosen to receive them The 
operation of unloading reverses the process , goods having to be lifted 
from the railway wagons and transferred to vehicles, stages, or wharfs, 
as may be convenient or necessary. 
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When a loaded wagon requires to be covered with a tarpaulin, the 
labour of sheeting must be looked upon as forming a part of the service 
of loading, and the subsequent duty of taking off the cover must be 
considered to be a part of the service of unloading The folding and 
unfoldipg of tarpaulins, and their transfer to and from the sheet-bench, 
must also be* viewed as pei taming to the service of porterage. Generally, 
the cost of sneeting and unsheeting loaded wagons is affected but little 
by the dimensions of loads. If one tarpaulin suffice, a low load may be 
covered or uncovered a little more quickly than a high load, but the 
difference between the two is so slight that'lhe operations may be deemed 
to occupy equal periods of time. The closing and opening of the doors 
of loaded vans correspond to the covering and uncovering of loaded 
wagons, though the time occupied in executing the former duties is less 
than that required to accomplish the latter The binding of loads with 
ropes and chains, and the subsequent unbinding, pertain to the services 
of loading and unloading equally with the services of covering and 
uncoveiing. 

In loading railway wagons it is often necessary to pack as great a 
quantity of goods as possible iii the loading space provided by each 
vehicle, and the task calls for the exercise of skill on the part of loaders. 
Faulty stowage of goods sometimes occasions the use of a greater number 
of wagons than is actually needful, which adds considerably to the cost 
of transport. Frequently, foremen have to select wagons to match the 
kinds and quantities of merchandise that require to be carried To 
perform this duty satisfactorily, good judgment is requisite. 

Articles of general merchandise are packed in various ways for 
conveyance, and are also tendered without being packed, or loose. Bags, 
bales, boxes, bundles, cans, casks, crates, hampers, jars, paicels, sacks, 
skips, tins, and tubs, describe some of the receptacles or forms in which 
goods are packed for transport. A large part of general merchandise is 
not packed , a portion requiring the use of light instruments or merely 
the employment of the hands to lift it in and out of wagons ; and another 
poition, consisting of heavy single articles, needs the aid of cranes to 
accomplish transfer. The various ways in which goods are packed, and 
the condition existent when they are not packed, separately affect the 
facilities afforded in the operations of loading and unloading wagons. 

The various shapes, sizes, and other peculiar features of the articles 
composing general merchandise, occasion differences in the cost, per ton, 
of the service of porterage Some kinds of merchandise are light, fragile, 
and easily damaged, so that they need to be handled with great care. 
Compared with other kinds, more time is required, and, consequently, 
more expense is incurred in connection with their stowage in wagons, 
and their transfer from wagons to vehicles, stages, or wharfs, after 
conveyance. Consignments of different kinds of general merchandise. 
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in each division of traffic, that furnish full loads or loads less than full 
loads, whose weights are alike, will, of course, pertain to the same grade, 
but the cost of handling them may be expected to differ, and,^in some 
instances, to differ considerably, by reason of the diverse character of 
the merchandise, the manner in which it is packed, or awing* to the 
circumstance that it is loose, or not packed. Since only one charge, per 
ton of load, m relation to each grade, may be established for a service of 
porterage, it is requisite that the cost of handling should be averaged, in 
order that the charges, per ton of load, calculated for the service of 
porterage, relating to the grades allotted ta general merchandise forming 
the first and second divisions of traffic, may equitably measure the 
expenses incurred. 

Goods tendeied by traders for conveyance are accompanied by 
consignment notes which respectively contain a description of the articles 
consigned, with the number, marks, weight, destination, and other 
information which it is necessary to supply. On receipt, the goods are 
checked with the entries in the consignment notes, examined to see that 
they are in good order and condition, and notes made of discrepancies or 
damages, if any. Foremen are usually entrusted with the performance 
of these duties They also label wagons, and enter their Nos. in 
the consignment notes for the information of invoice clerks. A similar 
procedure takes place when wagons are discharged The number and 
description of the articles forming the loads are compared with the 
entries in the invoices, and notes made of discrepancies and damages, 
if any. 

Railway companies occasionally weigh consignments of merchandise, 
and compare the^ weights obtained with the weights entered in the 
consignment notes, to be assured of their correctness. If all consign- 
ments of goods had to be weighed at stations, the task would necessitate 
a considerable expenditure of labour, and it might be found advisable to 
compute charges, separately, for the service. It is, however, only in a 
limited number of cases that consignments are weighed for the sake of 
verification. A part of the duty consists in transferring the articles to 
and from the weighing machines, and a part in recording the weights as 
they are obtained. Machine? sufficiently laige to weigh loaded railway 
wagons and road vehicles, and small enough to weigh parcels and light 
packages, are provided for the purpose, and the duty may be performed 
at the first or the second terminal station, as may be convenient. In 
some instances, consignors omit to furnish the weights of goods, and, 
in order to ascertain the amounts chargeable for transport, the railway 
company is then obliged to fulfil the duty of weighing. . 

The service of porterage is not performed by railway companies with 
regard to coal, minerals, and analogous merchandise, nor with respect to 
merchandise in any division of traffic when conveyed between private 
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sidings ; yet consignments of all kinds of merchandise, without exception, 
need to be weighed occasionally, either for comparison with the consignors' 
weights, '‘or for the purpose of calculating the amounts chargeable for 
transport Seeing that the labour of weighing merchandise consists 
partly cTf the service of porterage and partly of the seivice of clerkage, 
and in view pf the circumstance that the latter service is pei formed by 
railway companies in relation to all kinds of merchandise, which cannot 
be said of the foimer service, it is expedient that the duty of weighing 
should be joined to the service of clerkage in the calculation of charges 
The cost, per ton, of loadmg and unloading wagons, is influenced by 
the magnitudes of the loads furnished by single consignments. If a full 
load of any kind of merchandise, consisting of separate articles, were 
divided into two loads and placed in two wagons instead of one, the cost 
of loading and unloading, per ton, would be inci eased. The reason for 
this is not far to seek. To effect the loading of a wagon, a part of the 
men's time is occupied in pieparing for the task and in completing it 
For example, the floor of a vehicle occasionally needs sweeping to render 
it fit for the reception of goods. Frequently, a wagon requires to be 
moved a few feet oi a few inches to come within convenient reach of a 
crane. When loads have to be covered with tarpaulins, the sheeting of 
each loaded wagon may be presumed to occupy an equal peiiod of time 
The binding of loads with ropes or chains may also be supposed to take 
up, in each case, an equal length of time. Moreover, the wagons to be 
successively loaded are often situated at some distance from each other, 
and, consequently, poiters expend a part of their time in walking from 
one wagon to the next in the fulfilment of their duties. Services of a 
similar character, some of which miight be described as^ suppletive duties, 
are performed in connection with the discharge of wagons. It follows 
that the smaller the weight of load provided by a consignment of any 
kind of merchandise, the greater is the cost, per ton, of the service of 
porterage ; or, that the cost, per ton, of loading and unloading wagons, is 
least when relating to full loads provided by single consignments. 

The preparatory and concluding duties associated with the operations 
of loading and unloading wagons, relating to general merchandise 
carried in open and in covered wagons, respectively, may be presumed 
to occupy, in their performance, equal periods of time, and, therefore, to 
have equal values, legardless of the weights of the loads. Manifestly, 
the employment of a sum as a factor with the unit-weights of loads only, 
would yield amounts incorrectly measuring the cost of porterage But 
by employing two sums, one as a factor with the unit-weights of loads 
and one as a factor with the weights of wagons proportioned to the 
unit-weights of loads — excluding the weights added on account of empty 
wagons by correcting in the same manner as before — an efficient means 
is provided for regulating, in any degree that may be deemed just, the 
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charges, per ton of load, for the service of porterage Amounts, per 
distinguishing weight of load, calculated by means of charges, per ton of 
load, will vary according to the different weights of loads distinguishing 
the grades Amounts, per distinguishing weight of load, calculated *by 
means of charges, per ton of wagon, will be alike, practically, because 
the weights of wagons, joined with the distinguishing weights of loads, 
are the same for each grade. By separately increasing or decreasing the 
sums employed as factors with the unit-weights of loads and proportion- 
ate weights of wagons, the advance of chaiges, per ton of load, from 
grade to grade, beginning witTi the initial grade, may be regulated as 
may be desiied 

In computing the cost of the teiminal services of porterage, or 
the employment of men, and the use of power and machinery in the 
operations of loading and unloading wagons, generally, at stations, the 
expenses to be taken into account are as follows — 

I Wages and salaries of potters, cranemen, foremen, and super- 
intendents. 

2. Consumption of fuel, water, etc , in the production of power. 

3. Consumption of stores, as oil, etc. 

4 Incidental repairs of cranes, and other means provided for hoisting 
meichandise, including loose instruments, as hand-trucks, hooks, chains, 
slings, etc , due to wear. 

5 Allowance for the replacement of cranes and instruments used for 
lifting and handling purposes, when woin-out or when deemed necessary 
(Depreciation of cranes, etc ) 

6 Suppletive services 

In addition, provision must be made for profit on the capital invested 
in cranes and other instruments used as aids in performing the service 
of porterage 

Let It be assumed that the first and second terminal services of 
porterage are of equal value 

Let the sums chosen to compute charges for eaqh terminal service of 
porterage, performed in relation to general merchandise earned in open 
and in covered wagons, be 3 000^ per ton of load and 1*500^ per ton of 
wagon carrying the load, including profit. The weights of wagons have 
been increased by one-fourth to include the conveyance of empties To 
correct the weights added on account of empty wagons, let i*200«/, or 
four-fifths of I'Sood.j be employed as a factor with the unaltered weights 
of wagons in computing charges for each terminal service of porterage. 

Resulting from the employment of the sums chosen, charges for the 
first and second terminal services of poiterage, performed in regard to 
general merchandise carried in open and in covered wagons, are shown 
in the next Example (pp 120, 121, Ex. 7) 
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example 7 

' SOUTH NORTHERN 


Gene7 al merchandise earned in o/en and in covered wagons — Changes 


Nns OF Grades 

7 

S 

9 

10 

II 

12 

13 

14 

15 

16 



Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 
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Ai 
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7i 

65 

6i 

5i 

54 

4i 

44 

34 

3A 

34 



r 





wagons (5 tons + 


W) 






6i 




tons for empties) 

6i 

6i 

6i 

6i 

6i 

6i 

6i 

6i 

6i 

Bi 

Distinguishing weights 
of loads (2) 

Aveiage weights of 

— 

7i 

65 

6i 

Si 

Si 

4i 

44 

3f 

3A 







wagons (5^ tons -{- 
tons for empties) 

— 

61 

65 

65 

65 

65 

65 

65 

65 

65 


Unit- weights of loads 
Propoitionate w^eights 

I 

I 

I 

I 

I 

I 

I 

I 


I 


of wagons 



I 



m 

m 



2 


Totals 





2A 


Hi 



' 3 



Per ton 

Per ton 

Per ton 
of load 

Per ton 

Per ton ' 

Per ton 

Per ton 

Per ton 

I Per ton 

Per ton 



of load 

of load 

of load 

of load ; 

of load 

of load 

of load 

of load 

of load 


Charges foi the 1st 

d 

d 

d 

d 

d 

d 

d 

d 

d 
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teiminal service of 












porterage, computed 
at 3 000^ pel ton of 
load 

3 000 

3000 

3 000 

3000 

3 000 

3 000 

3 000 

3 000 

3 000 

3 000 


And at i ^ood per ton 


of wagon 

I 000 

I oSo 

I 200 

I 320 

I 440 

I 600 

I 760 

I 960 

2 160 

2 400 


Total charges for the 












1st teiimnal seivice 






r 

c 





of porterage 

1 

4 000 

4 080 

1 4 200 

4 320 

4440 

j 4 600 

4 760 

4 960 

5 160 

5 400 


Charges for the 2nd 












terminal service of 












porterage, computed 
at 3 Qood per ton of 
load 

3 000 

3 000 

3 000 

3 000 

3 000 

3 000 

3 000 

3 000 

3 000 

3 000 


And at i 20od per ton 






of wagon 

I 000 

I 080 

I 200 

I 320 

I 440 

I 600 

I 760 

I 960 

2 160 

2 400 


Total charges for the 












2nd terminal seivice 












of porterage 

4 000 

4 080 

4 200 

4320 

4440 

4 600 

4 760 

4 960 

5 1^0 

5 400 


Total charges for the 












1st and 2nd terminal 
services of porterage 

8 000 

8 160 

8 400 

8 640 

8880 

1 9 200 

9 520 

9 920 

10 320 

10 800 
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for the filst and second tei nmial sei'znces of poiterage 


17 

18 

19 

20 

21 

22 

23 

24 

25 

26 

27 

28 

29 

Ions 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Ions 

Tons 

Tons 

Tons 

Tons 

2]^ 

2} 

2| 

2/0 

15^ 



I A 

li-O" 


I A 

I 

— 

6i 

6i 

6i 

6i 

6i 

6i 

6i 

• 

6i 

6i 

6i 

6J 

— 

3 h 


2-^ 

2i 

2 x 5 


lU 

H- 

I A 


I3 

I A 

I 



6| 

65 

65 

65 

65 

65 

65 

65 



65 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 


I 



^Vd" 

2H 

2l-f 

37 ^ 

3 U 

3 ti 

4 A 

4 ^ 

5 A 

Si'x 

6 . 5 r 


Sinr 

3 “i^ 

sli 

3 f^ 

43 'i> 

4 M 

4 JiT 

5 A 

S-sf 

6A 

65S 

7 A 

7 A 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of It ad 
d 

3 000 

3 000 

3 000 

3 000 

3 000 

3 000 

3 000 

3 000 

1 

! 

i 

3000 

\ ! 

f 1 

3000 

3 000 

30001 

3000 

2 640 

2 S80 

3 160 

3 4S0 

* J 

3 840 

4 240 

4 680 

! 

S 160 

5 6S0 

1 ^ 

' 6 240 

! 

6 840 

i 

7 520 

8 240 

5 S40 

5 8S0 
i ^ 

6 160 

6 4S0 

6 S40 

7 240 ’ 

7 6S0 

8 160 

S6S0 

[ 9 240 1 

9 840 

10 520 

II 240 

3 000 

3 000 

3 000 

3 000 

3 000 

i 

1 

1 

i 

3 000 

3000 

3 000 

3000 

3000' 

3000 

3 000 

3 000 

2 640 

2 SSo 

3 160 

I 

i 3 480 

! 3 840 

4 240 

4 6S0 

1 

i 

S 160 

5680 

1 

^ 240 ! 6 840 

7 520 ’ 

8 240 

5 640 

5 880 

6 160 

6 4S0 

[ 6 840 ' 

*7 240 

' 7 680 

8 160 

S6S0 

9240 

9 840 

10 520 

II 240 

II 2S0 

|ii 760 

|i2 320 

12 960 

13 6S0 

14 480 

|i 5 360 

16 320j 

17360 

iS 480 

19 680 

21 040 

22 480 


















CHAPTER VII 

SOUTH NORTHERN RAILWAY COMPANY 

r 

GENERAL MERCHANDISE {continued ) — FIRST AND SECOND 
TERMINAL SERVICES OF CLERKAGE 

After goods have been received from traders and placed in wagons 
ready for conveyance, a written description of the contents is required 
for the guidance of men appointed to superintend the operations of 
unloading at the stations to which the wagons are to be forwarded. 
Other information needs to be given, each document forming an invoice, 
and containing particulars under the following headings — 

Names of the forwarding and receiving stations (first and second 
terminal stations) 

No of the wagon containing the goods. 

Name of the consignor. 

Name and address of the consignee. 

Number of the articles, with a desciiption of the goods and marks, 
if any. 

Weight of the goods ^ 

Rate and charges combined, per ton of load. 

Amount chargeable for carnage 

Note. — When two or more weights and amounts are entered m an 
invoice, the figures in the respective columns are added together 
to form totals 

n 

The amount for carriage may be paid by the consignor or the 
consignee, both modes of defrayment breing piactised by traders in 
reference to most descriptions of traffic To provide for either event, 
each form of invoice is furnished with two columns suitably prepared , 
the first for “Amounts paid,’' and the second for “Amounts to pay.” 
“Amounts paid” are collected at first terminal stations, and “Amounts 
to pay” at second terminal stations When the necessary particulars 
have been entered, the invoices are first press-copied and then sent to 
the receiving stations. By this procedure, copies of the invoices are 
retained at first terminal stations, and the invoices themselves remain, 

122 
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permanently, at second terminal stations. Much of the subsequent 
service of clerkage relates to the information contained in these 
documents. • 

Immediate payments for carriage refer only to a minor part of 
merchandise To firms who have a large or even a moderate amount of 
business, it is found convenient to render accounts for carnage periodic- 
ally (a month is the usual time) This course of procedure requires 
details of goods carried for each firm to be entered in a ledger , the 
tiansmission of an account at stated periods, and the subsequent 
collection of the amount owing Railwgy companies do not allow 
discount on amounts chargeable for carriage. 

Any two stations between which merchandise is conveyed are, reci- 
procally, fiist and second terminal stations. From each station returns 
are sent, monthly, to the principal offices of the railway company, of the 
total weights and amounts entered in the invoices received from, and in 
the copies of the invoices sent to, the other station This procedure 
creates a system of double entry, each of the two stations being expected 
to send identical retuins in relation to the same tiafific, one describing 
it as forwarded^ and the other as received. Should these returns not 
agree, an event that sometimes occurs, the staff at the chief offices 
where the returns are received communicates with the staff at each of 
the two stations, finds out the cause of the disagreement, and makes 
correction. 

Number-taking, or the recording of the Nos of wagons arriving 
at, and departing from, stations , invoicing and the calculating of 
amounts chargeable for carriage , checking calculations , entering in 
delivery-books, ledger®, and cash-books , taking receipts for goods , 
collecting amounts due and paying wages , letter-writing, telegraphing, 
and telephoning , making periodical returns in relation to the different 
divisions of traffic; pieparing suitable balance-sheets ; and auditing, are 
the principal duties forming the service of clerkage. 

A part of the service of clerkage is the work executed at the chief 
offices of the railway company, where retuins of various kinds, having 
reference to the different divisions of traffic, are received, periodically, 
from each station, and, after •comparison and correction, if need be, are 
summarized, and the totals, under their respective designations, included 
in the reports of the directors, which are printed and issued to the 
shareholders half-yearly These reports show, from term to term, the 
receipts and expenditure relating to capital and traffic, respectively, and 
profit or loss. Statements, abstracts, and estimates, referring to depart- 
mental expenditure, declaration of dividend, and other information 
pertaining to the business of a railway company, are also contained in 
each report. 

It is requisite that the periods of time during which loaded wagons 
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remain at stations before they are despatched or discharged, and at 
junctions and other places of transfer waiting to resume their journeys, 
should be noted and recorded It is also needful that the weights of 
wagons should be entered in the invoices and form a part of the leturns 
equally with the weights of the loads which they carry Similar 
information should be obtained with regard to empty wagons , and their 
movements ’‘fiom station to station, with their weights, ought to be 
registered in a form resembling, in some respects, that of an invoice. 
Wagons, whether loaded or empty, in movement or at rest, are a cause 
of expense equally with lo^s, and it i5 essential that their weights, 
journeys, and periods of continuance at stations, junctions, and other 
places, should be methodically recoided by clerks, in order that cost 
may be correctly calculated. Moreover, it is only by adopting measures 
of this description that injudicious choice of wagons to carry loads, 
needless journeys of empty wagons, and undue detention of vehicles, 
can be brought into view, and that steps can be taken to check or 
prevent such occurrences. 

Railway wagons and road vehicles, containing loads, are occasionally 
weighed on machines placed in suitable positions near to offices ; the 
weights — gross, tare, and net — being duly registered by cleiks. Light 
consignments of geneial merchandise are usually weighed by foremen, 
assisted by porters, on small machines in the warehouses. Although the 
labour of weighing merchandise is shared in by porters, carters, and 
others, besides clerks, it will be convenient, foi reasons already stated, to 
regard the performance of this duty as peitaining wholly to the service 
of clerkage. 

The work of book-keeping has no fixed relaftion' to the weights of 
loads and wagons Assuming that only one entry is required for each 
invoice, a consignment of merchandise weighing one cwt will require 
as much time to set down the particular of it as a consignment 
weighing one ton. If goods, forming one consignment, occupy several 
wagons, the Nos. of the wagons have to be stated in the invoice, and 
recorded m the wagon-books, occasioning a little additional expenditure 
of time. When a number of small packages, intended for various 
consignees in the same town, are entered^ in one invoice, although the 
usual details are indispensable in each case, yet, since the invoice has 
only one total of weights and amounts paid or to pay, the subsequent 
clerical labour is lessened in some degree. 

Admitting that no method of calculating the cost of the service of 
clerkage can be devised that will have the effect of adjusting it, 
accurately, to the work performed in relation to each consignment of 
merchandise, it is practicable to apportion it by proceeding in the same 
manner as with other terminal services By pursuing this course, which 
is advisable in the circumstances, and which is a method of equality of 
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treatment, a sum may, with propriety, be employed as a factor with the 
weights of loads and wagons to compute charges for the terminal 
service of clerkage ^ 

In computing the cost of the terminal services of clerkage, or the 
work of book-keeping and its attendant duties performed by i;ailway 
clerks in reference to merchandise comprised m each division of traffic, 
the expenses to be taken into account are as follows — ^ 

1 Wages and salaries of clerks and superintendents at stations. 

2 Wages and salaries of .clerks and superintendents at the chief 

offices of the railway company. • 

3 Consumption of stores, as gas, coal, stationery, etc., cost of 
postage, etc. 

4 Incidental repairs of ofSce-buildings, fittings, furniture, weighing- 
machines, instruments of communication, etc., due to wear. 

5. Allowance for the rebuilding of offices, the replacement of fittings, 
furniture, weighing-machines, instruments of communication, etc, when 
worn-out or when deemed necessary (Depreciation of office-buildings, 
fittings, etc). 

In addition, provision must be made for profit on the capital invested 
in office-buildings, fittings, and other requisites 

Let it be supposed that the weights of wagons, as well as the 
weights of loads which they carry, are entered in the invoices, and 
that the journeys of loaded and empty wagons, the length of time 
during which they remain, alternately loaded and empty, at stations 
and at intermediate places of transfer, together with other information 
relating to expenflitufe, are suitably recorded. 

Let it be assumed that the first and second terminal services of 
clerkage aie of equal value. 

Let the sum chosen to compute charges, inclusive of profit, for each 
terminal service of clerkage, performed in reference to general mer- 
chandise carried in open and in covered wagons, be 750^. per ton of 
load and wagon, including the weight of empty wagons conveyed. 

Resulting from the employment of the sum chosen as a factor with 
the weights of loads and wagons, charges for the first and second 
terminal services of clerkage, performed in regard to general mer- 
chandise carried in open and in covered wagons, are shown in the 
following Example (pp. 126, 127, Ex 8) 



126 


RAILWAY RATES 


EXAMPLE 8 

SOUTH NORTHERN 


Gtuci al met cha 7 idise carried in open and tn coveted 


N'OS OF GRiW^ES 
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s 

9 

10 

11 

12 

13 

14 

15 
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Tons 

Tons 

Tons 

Tons 

Tons 

Tons 
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sS 

5i 
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41 
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7i 


6i 
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6i 

6i ' 

6i 

6i 

6i 

6i 

6i 

6i 

6i 
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61 

6i 

5i 

5i 
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4l 
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6? 

6? 
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6i 

6| 

65 

65 
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I 
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I 
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H- 
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2 
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Per ton 
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Per ton 

Per ton 
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of load 

of load 

of load 


d 

d 

d 

d 

d 

d 

d 

d 

d 

d 

Charges for the ist 
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I 000 
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Total charges for the 











1st terminal service 





















of clerkage 
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I 425 

I 500 
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1 975 
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Charges for the 2nd 











terminal service of 
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at y$Qd per ton of 
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75° 
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75° 

750 
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750 
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And at ^$od per ton 
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of wagon 

Total charges for the 
2nd terminal ser\ ice 

75° 

900 

1 000 

: 100 

I 225 
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1*500 




I 37S 

I 425 

I 500 
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it 55 o 
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I S50 
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of clerkage 
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rst and 2nd tennmal 
services of clerkage 
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2 S50 

! 

' 3 000 
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3 500 
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3950 
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7m^o?2S — Chmges fo) the first and second ter7ninal set'vtees of derhage 
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iH 
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65 

65 
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a 
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\ 
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•750 

I 650 
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2925 

j 
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2925 
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• 
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3675 

3 975 

4300 

4650 

5025 

5 450 
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CHAPTER VIII 

SOUTH NORTHERN RAILWAY COMPANY 

GENERAL MERCHANDISE RISK— TAXES— EXTRANEOUS 

SERVICES (liabilities AND OBLIGATIONS) 

However carefully conducted, the conveyance of merchandise 
by railway is attended with danger. Ordinarily, damage to goods 
is caused by breakage, friction, the action of moisture, etc., and loss 
of goods by leakage, pilfering, etc , occurring in the course of transport. 
The outbreak of fire has the effect of damaging or destroying goods 
Some of these events aie due to faulty stowage of articles in wagons 
and some to imperfect covering of loads. Collisions between trams, 
owing to errors of drivers or signalmen, or to the advent of dense 
fogs, are frequently the occasion of damage and loss in relation to 
merchandise, vehicles, and permanent way. Hidden flaws in wheels, 
axles, or other important parts of machinery, become sources of danger 
when trains are in rapid motion Atmospheric disturbances, as tempests, 
floods, occasioned by heavy falls of rain, and lightning, are sometimes 
the cause of mishaps to trains and injury to pioperty at stations, 
resulting in damage to merchandise and railway^ plant. Valuable 
merchandise requires the exercise of more than ordinary care in the 
processes of handling and stowing it, and, when the value is great, it 
may be necessary to take special precautions to ensure its safe 
transport. 

Every source of expenditure should be noted and provided for in the 
calculation of charges for the service to which it pertains, but when this 
duty has been performed there still remains the need to compute charges 
for risk to cover loss sustained in spite of all the care that may be taken 
to secure the safe transport of merchandise. 

Taken from the Annual Reports prepared by the officials of the 
Board of Trade, the following Table contains the weights of minerals 
(chiefly coal) and general merchandise conveyed , the receipts from 
minerals, general merchandise, and live stock ; and the amounts paid as 
compensation for damage to, or loss of, goods, on all the railways 
in the United Kingdom in the years 1882 to 1905, inclusive, are 
as follows . — 
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In the settlement of claims, the greater part of the amount paid as 
compensation relates to general merchandise forming the first and 
second-divisions of traffic. Some kinds of geneial merchandise are very 
susceptible of injury, while other kinds are much less liable to receive 
harm‘m the course of transport It would, therefore, be just and proper 
to form ^-subdivisions of traffic, as might be deemed necessary, to 
correspond with the different degrees of risk attending the conveyance 
of the various descriptions of general merchandise. This proceduie, 
however, implies the preparation of a separate Table of united lates and 
charges for each subdivision,,since different sums would have to be made 
use of to calculate the charges for risk To facilitate illustration, and for 
no other purpose, in the next Example the sum to be employed as a 
factor with the weights of loads will be chosen as if all descriptions of 
merchandise were equally subject to loss or damage in the course of 
transport By this arrangement, the charges computed for risk will 
apply, uniformly, to merchandise in every division of traffic 

The amount annually expended in the repairs and renewals of loco- 
motives, wagons, peimanent way, and other property belonging to i ail way 
companies, when damaged or destroyed through accidents, is not 
given in the Reports issued by the Board of Trade, and, probably, railw^ay 
companies do not furnish the infoimation. It will, undoubtedly, be a 
considerable sum, and it is quite as necessary to ascertain and record it, 
in order to calculate appropriate charges for risk, as to perform the same 
duty wnth regard to merchandise. In the absence of figures showing the 
annual cost of damage to railway plant, attiibutable to accidents, it will 
be needful to estimate it by choosing what may be considered a suitable 
sum to be used as a factor with the weights ^f v^agons to compute 
charges lor risk, having regard, solely, to locomotives, wagons, permanent 
way, and railway propeity generally 

Let the sums chosen to compute charges for risk in relation to 
general merchandise, earned in open and in covered wagons, be iSod 
per ton of load, and i2od per ton of wagon, including the weights of 
empty wagons conveyed. 

Taxes imposed by Parliament and by local authoiities which railway 
companies are obliged to pay, come tch a very large amount It is 
expedient that the rates and charges, referring exclusively to the 
services of railage, should be suitably increased in order to provide for 
the defrayment of taxes Therefore, having legard to merchandise 
comprised in each division of traffic, the respective sums to be employed 
as factors with the weights of loads and wagons to calculate those 
portions of the rates for conveyance that refer to the interterminal service 
of railage, and to compute charges for the terminal and junctional services 
of railage, and for the terminal and junctional services of stoppage so far 
as conceins the service of railage, which forms a part of them, should be 
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of sufficient magnitude to yield amounts for the payment of taxes in 
addition to amounts needed for the various services of railage. 

Before steps can be taken to construct a public railway, eithffer long 
or short, it is necessary for the promoters of the scheme to approach the 
legislature in a prescribed form, furnishing plans and needful information, 
and giving public notice of their intention. The legislature thjg^'^ proceeds 
to appoint a committee, consisting of a limited number of its members, 
to receive evidence given by individuals on behalf of the promoters, and 
also by others, styled objectors, who may consider that their interests 
will be adversely affected if the project be^anctioned. Frequently, the 
objectors are railway companies themselves, who are naturally opposed 
to the construction of another 1 ail way in districts which they already 
serve. The duty of the committee is to ascertain if the proposed railway 
will be of public utility or otherwise, and to report to Parliament 
accordingly, after which the promoters obtain the requisite authority or 
the scheme is rejected. Both promoters and objectors usually employ 
counsel to lay their views before Parliamentary committees. This 
method of procedure is considered best for the public welfare, though it 
appears to be costly. 

The investigation of other matters in connection with railways is 
entrusted to Parliamentary committees, before whom experts in various 
professions are called on to give their opinions, and subjected to examina- 
tion by individual members of the committees 

Parliament also authorizes the Board of Trade, acting through 
certain of its officials, to inquire into the cause of every serious railway 
accident, and to make other investigations that are deemed to be of 
public importance. ^ At* these inquiries, witnesses give evidence bearing 
on the matters that may be in question 

Disputes between railway companies and tiaders occasionally arise, 
and courts of law, arbitrations, and conciliatory means are made use of 
to effect a settlement of them. Doubtless, there are other obligatory 
duties, though not necessarily pertaining to law, that require to be 
perfoimed, and which are a source of expense. • 

Parliamentary investigations, public inquiries, legal processes, and 
other ordained methods of action impose on railway companies the 
performance of duties separate from those constituting their ostensible 
business. These duties may be called, for distinction, extraneous 
services, the cost of which must be computed in the same careful manner 
as other services. It may be assumed that extraneous services are 
rendered on behalf of all traffic, and, therefore, the same sum, per ton of 
load and wagon, may, with propriety, be employed to compute charges 
for these services in regard to merchandise comprised in each division 
of traffic. 

Let the sum chosen to compute charges for extraneous services. 
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rendered in relation to general merchandise cairied in open and in 
covered wagons, be o6od per ton of load and wagon, including the 
weight 'of empty wagons conveyed. 

Resulting from the employment of the sums chosen as factors with 
the weights of loads and wagons, chaiges for risk and extraneous services, 
respectivCH^j applicable to general merchandise carried in open and in 
covered wagons, are shown in the next Example (Ex 9 ). 
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CHAPTER IX 

r 

SOUTH NORTHERN RAILWAY COMPANY 

GENERAL MERCHANDISE (c 07 ltmiied) — CPIARGES FOR TERMINAL AND 
JUNCTIONAL SERVICES, LIABILITIES, AND OBLIGATIONS, AND RATES 
FOR CONSECUTIVE DISTANCES, SHOWN SEPARATELY AND UNITEDLY 

Risk, taxes, and extraneous services, constituting liabilities and 
obligations, conclude the account of expenditure ordinaiily incuned m 
relation to merchandise comprised in all the divisions of traffic when 
conveyed by one railway company only. 

Rates, per ton of load, for conveyance i mile, have alieady been 
calculated (Ex i). It is now lequisite to compute rates for consecutive 
distances, commencing with i mile, the initial distance, and to exhibit 
them, firstly, as numbered scales of lates alone, and, secondly, by 
joining them to the total charges for terminal and junctional services, 
liabilities, and obligations, as numbered scales of united rates and 
charges ^ 

Consecutive distances may be established by adding the initial 
distance to each successive distance, and this mode of fixing them might 
prove to be the most satisfactory to all paities. It would, however, 
necessitate the use of a very large number of rates, some of which, in the 
lower grades, after disposing of fractions of a penny, would be identical 
for two consecutive distances Purely for the sake of lessening the 
number of rates, it may be found acceptable to inciease, at leasonable 
intervals, the late of progression in fixing consecutive distances, using 
only multiples of the initial distance for tffie puipose, and conditional on 
the principle of equity being maintained m the process 

To illustrate the course suggested, in the Examples about to follow 
let the distances extend from i to 200 miles Let the rate of progiession 
from i to 15 miles be one mile, conesponding with the initial distance , 
a scale of rates being calculated for each consecutive distance. From 
IS to 65 miles let the rate of progression be increased fiom one mile to 
two miles, the scale of rates calculated for the first mile of the added two 
miles, applying to each consecutive distance. From 65 to 200 miles let 
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the rate of progression be increased from two miles to three miles, the 
scale of rates calculated for the second mile of the added three miles, 
applying to each consecutive distance • 

It may be observed that if the initial distance were a fraction of a 
mile, or a mile and a fraction, the procedure would be identical wirii that 
adopted for whole miles 

A complete list of charges, per ton of load, stated in pence and 
fractions of a penny, for terminal and junctional services, liabilities, and 
obligations, applicable to general merchandise carried in open and in 
covered wagons, is given in Example 10, tl^e first of the three Examples 
immediately following Refeience to the No. of the Example whence 
the charges have been taken is entered opposite the name of each 
description of service, liability, and obligation 

In Example ii, suitably numbered scales of rates, per ton of load, 
stated in pence and fractions of a penny, are entered opposite the 
consecutive distances to which they refer , the rate of progiession being 
increased after 15 miles, from one mile to two miles, and after 65 miles, 
from two miles to three miles, in the manner chosen for illustration 
At the head of the lespective columns are entered the total charges, per 
ton of load, stated in pence and fractions of a penny, for terminal and 
junctional services, liabilities, and obligations, taken from Example 10. 

Example 12 constitutes a complete Table (Table I ) of Rates and 
Charges, per ton of load, for general meichandise carried in open and in 
covered wagons, forming the first and second divisions of traffic. It is 
prepared by adding together the rates and charges, contained in Example 
II, to foim scales of united rates and charges, per ton of load, stated in 
shillings and penc3, together with the consecutive distances, embracing 
I to 200 miles, to which they refer. Fractions of a penny are disposed 
of — those under a halfpenny being disregarded, and those amounting to 
a halfpenny and over being treated as pence It may be observed that 
this mode of dealing with fractions of a penny, together with the 
circumstance that the fractional weights of wagons joined with the unit- 
weights of loads have not, in some cases, precisely the same ratios as the 
weights of wagons and loads to which they respectively lelate, create 
inequalities, but they aie not. of great impoitance. 

Joined with the rates and charges, per ton of load, by means of which 
they have been calculated, are entered the amounts, pei distinguishing 
weight of load, printed in italics, due for distances of 15, 65, 140, and 200 
miles, respectively. When Tables of Rates and Charges are established 
for practical use, the amounts, per distinguishing weight of load, due for 
each consecutive distance, should be calculated and entered so as to form 
a part of the contents of the Tables, in the manner shown in the 
Example In an illustrative work of this kind, a few instances will 
suffice to show the advantage derivable from the procedure. 
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EXAMFLE 10 

SOUTH NORTHERN 


Genu al mei chan disc earned in open and in covered wagons — Charges 
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2nd teiminal services 
of haulage 
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3 216 

3 372 
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4 048 

4 308 

5 


Charges for the 1 st and 
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of truckage 
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RAILWAY COMPANY 

for iei minal and pmctioiial scj mces^ hahthties^ and ohhgahons 
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4 620 

4932 

5 244: 

5 60S 

6 024 

6 492 

7 012 

75S4 

8 208 

8S84 

9 612 

10 392 

II 276 

12 212 

4 620 

4932 

5 244 

5 60S 

6 024 

6 492 

7 012 

75S4 

8 20S 

SS84 

9 612 

10 392 

II 276 

12 212 

I 440 

1 536 

I 632 

I 744 

I S72 

2 016 

2 176 

2352 

2544 

2752 

2 976 

3 216 

34SS 

3 776 

090 

096 

102 

109 

117 

1^6 

136 

147 

159 

172 

1 86 

201 

21S 

236 

0 

00 

192 

204 

21S 

1 234 

252 

272 

294 

1 

31S 

344 

372 i 

402 

436 

472 

180 

192 

204 

21S 

234 

252 

272 

294 

318 

344 

372 

402 

436 

•472 

8 

00 

0 

II 2S0 

II 760 

12 320 

1 

12 960 

13 6S0 

14 480 

IS 360 

1 6 320 

17360 

iS 4S0 

19 6S0 

21 040 

22 480 

4 500 

4 Soo 

5 100 

5450 

S Sso 

6 300 

6 800 

7 350 

7950 

8 600 

9 300 

10 050 

10 900 

II Soo 

420 

444 

i 468 

496 

528 

564 

604 

648 

696 

74S 

804 

864 

932 

I 004 

I So 

192 

204 

218 

1 234 

252 

272 

294 

318 

344 

372 

402 

436 

•472 















RAILWAY RATES 


J3S 

EX.VMPLE II 

SOUTH NORTHERN 


Geneyal yneychmtdm earned in open and in covered wagons— Rates for consecutive 


Nos OF Grades 

7 

8 

9 

10 

II 

12 

13 

14 

— 








Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Ai 

DistingmshiB^ weights of loads 

(I) 



6 i 

5 E 

5 ^ 

4 i 

4 ^ 

3-5 



A\ erage w eirats of wagons 

q tons + Ip 











tons foi empties) 

• 



6 i 

6 i 

6 i 

6 i 

6 i 

6 i 

6 i 

6 i 

Bi. 

Distinguishing weights of loads 

(2) 

— 

7 i 

61 

61 

5 ^ 

5 l 

4 S^ 




Average weights of wagons (5^ tons + ig 











tons for empties) 




— 

65 

6? 


63 

61 

61 

6i 



Unit- weights of loads 




I 

I 

n 

I 

I 

I 

I 

I 



Proportionate weights of wagons 


If 

^■1 

H 

ItV 

I* 

lii 

li^- 




Totals 





iH 


H 

25V 

2/7 

2}i 


2Vo- 

Ref to 






Per 

Per 

Per 

Per 

Pei 

Per 

Per 

Per 

the Nos 






ton of 

ton of 

ton of 

ton of 

ton of 

ton of 

ton of 

ton of 


of 






load 

load 

load 

load 

load 

load 

load 

load 

Examples 






d 

d 

d 

d 

d 

d 

d 

d 


10 

Total charges foi teiminal and junc- 












tional services, 

liabilities, and 












obligations 




23 695 

24 429 

25 530 

26 631 

27 732 

29 200 

30 668 

32 503 



I 

Rates foi the initial distance, mclud- 












mg taxes 



1 

55 

57 

60 

63 

66 

70 

74 

79 

Cm 

0 

eft 

2 

2 



Consecutue distances 









Scales of rates 

rt to 

fit 0 
p< 






% 










/ 



Not exceeding i mile 

I 

55 

57 

60 

63 

66 

70 

74 

79 



0 \ er I mile and not exceeding 2 miles 

2 

I 10 

I 14 

I 20 

I 26 

I 32 

I 40 

I 48 

1 sS 



fj 

2 miles ,, 

33 

3 35 

3 

' 165 

I 71 

1 So 

I 89 

I 98 

2 10 

2 22 

237 



55 

3 

33 33 

35 

4 33 

4 

2 20 

2 28 

2 40 

2 52 

2 64 

2 So 

2 96 

3 16 



i) 

4 

31 33 

53 

5 3, 

5 

2 75 

2 85 

3 00 

3 15 

3 30 

350 

3 70 

3 95 



}) 

5 

51 53 

,, 

6 „ 

6 

3 30 

342 

3 60 

^ 78 

"396 

4 20 

4 44 

474 

<u 


}) 

6 

3 5 3 3 

55 

7 3, 

7 

38s 

3 99 

4 20 

441 

4 62 

490 

518 

5 53 

1 


a 

7 

3 1 3 3 

33 

8 3, 

8 

440 

456 

4 80 

504 

5 28 

5 60 

5 92 

6 32 



3 } 

8 

3 3 5 3 

15 

9 33 

9 

4 95 

5 13 

540 

5 67 

5 94 

6 30 

6 66 

7 II 



31 

9 

3 5 3 1 

35 

10 „ 

10 

550 

5 70 

6 00 

6 30 

660 

7 00 

7 40 

7 90 



,, 

10 

3 3 3 1 

33 

II „ 

II 

6 05 

6 27 

660 

6 93 

7 26 

7 70 

8 14 

869 



35 

II 

3 3 3 5 

,, 

12 „ 

12 

660 

684 

7 20 

7 S6 

7 92 

8 40 

8 88 

948 



31 

12 

33 11 

33 

13 3, 

13 

7 15 

7 41 

7 80 

8 19 

858 

9 10 

9 62 

10 27 



33 

13 

51 35 

33 

14 33 

14 

7 70 

7 98 

8 40 

882 

9 24 

9 80 

10 36 

II 06 


y » 

14 

3 3 3 1 

l/» 

15 3, 

15 

8 25 

855 

9 00 

9 45 

990 

10 50 

II 10 

n 8s 



33 

IS 

J? 5 ? 

5 5 

17 3, 

16 

8 So 

9 12 

9 60 

0 

0 

CO 

10 56 

II 20 

II 84 

12 64 



31 

17 

35 55 

33 

19 33 

18 

9 90 

10 26, 

, 10 So 

II 34 

II 88 

12 60 

13 32 

14 22 



33 

19 

33 15 

53 

21 „ 

20 

II 00 

II 40 

12 00 

12 60 

13 20 

14 00 

14 80 

15 So 



3, 21 

5 3 3 5 

35 

23 3, 

22 

12 10 

12 54 

13 20 

13 86 

14 52 

1540 

16 28 

17 38 



33 

23 

31 33 

5 5 

25 33 

24 

13 20 

13 68 

1440 

15 12 

15 84 

16 80 

17 76 

18 96 



33 

25 

31 3 3 

35 

27 35 

26 

14 30 

14 82 

IS 60 

16 3S 

17 16 

18 20 

19 24 

20 S 4 



„ 27 

33 13 

33 

29 33 

28 

15 40 

15 96 

16 80 

17 64 

18 48 

19 60 

20 72 

22 12 

S\ 


33 29 

3 3 3 3 

3 3 

31 33 

30 

16 50 

17 10 

18 00 

18 90 

19 So 

21 00 

22 20 

23 70 



33 

31 

3 3 5 3 

33 

33 33 

32 

17 60 

18 24 

19 20 

20 16 

21 12 

22 40 

23 68 

25 28 



3 3 33 

35 53 

33 

35 35 

34 

18 70 

19 38 

20 40 

21 42 

22 44 

23 So 

25 16 

26 '86 



33 

35 

3 5 3 5 

35 

37 5, 

36 

19 80 

20 52 

21 60 

22 68 

23 76 

25 20 

26 64 

28 44 



33 37 

3 3 3 5 

33 

39 5, 

38 

20 90 

21 66 

22 So 

23 94 

25 08 

26 60 

28 12 

30 02 



’* 

3 3 3 3 

3 , 

41 3, 

40 

22 00 

22 80 

24 00 

25 20 

26 40 

28 00 

29 60 

31 60 



33 41 

3 3 5 3 

33 

43 35 

42 

23 10 

23 94 

25 20 

26 46 

27 72 

29 40 

31 08 

33 18 


V 

33 43 

33 3 5 

35 

45 » 

44 

24 20 

2508 

26 40 

27 72 

29 04 

30 80 

32 56 

34 76 

























ILLUSTRATED BY EXAMPLES 


13$ 


RAILWAY COMPANY 


dista7tces and total chaiges fot to 7mnal and jtinchonal se? vices, habihhes, and obligations 


15 

16 

17 

18 

1 

20 

21 

1 22 

23 

24 

25 

26 

27 


29 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

» 

Tons 

Tons 

Tons 

3 * 

34 

2 i^ 

2y 

2 | 

2-V 


1-2; 


l/tr 


It 

I* 

I 

— 

6i 

6i 

6i 

6i 

6i 

6i 

6i 

6i 

6i 

6i 

6i 

6i 

6i 

6i 

~ 

im 

SiV 



2^ 

2| 

2^17 


iH 


Itu 

iK 

II 

iiV 


H| 

61 

6J 

6| 

6J 

6J 

6f 

6| 

6| 

6? 

6i 

6J 

6| 

6J 

6S 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 


2 

2jftr 

23 iy 

2l^ 

Al 

3/0 

3-K- 


4t\ 

45“o 

5/0 

Sii 



2 !^ 

3 

3A 

3H 

312" 

3 ti 


4 i 0 

1 /t 2 7 
43Tr 

5tV 

5B| 

6jV 

6iJ 

Ih 

i 75& 

Per 

Per 

Per 

Per 

Per 

Per 

Per 

Per 

Per 

Per 

Per i 

Per 

Per 

Per 

Per 

ton of 

ton of 

ton of 

j ton of 

ton of 

ton of 

ton of 

ton of 

ton of 

ton of 

ton of 

ton of 

ton of 

ton of 

ton of 

load 

load 

load 

load 

load 

load 

load 

load 

load 

load 

load 

load 

load 

load 

laad 

d 

d 

d 

d 

d 

d 

d 

d 

d. 


d 

d 

d 

d 

d 

34 338 

36 540' 

„ 1 
38 742 

40944 

43 513 

46 449 

49 752 

53 422 

57 459 

61 S63 

66 634 

71 772 

77 277 

83 516, 

90 122 

1 CO 

r 

90 

96 

I 02 1 

I 09 

I 17 

I 26 

I 36 

I 47 

I 59 1 

I 72 

I 86 

2 01 

2 18 

2 36 


per ton of load 



84 

1 68 

2 52 

336 

4 20 

90 

1 So 

2 70 

3 60 

4 5 ° 

96 

1 92 

2 88 

384 

4 So 

1 02 

2 04 

3 06 

4 08 

5 10 

1 09 

2 iS 

3 27 

4 36 

5 45 

1 17 

2 34 

3 51 

4 68 

5 Ss 

1 26 

2 52 

3 78 

504 

6 30 

1 36 

2 72 

4 oS 

5 44 

6 80 

I 47 
294 
441 
588 
7 35 

I 59 

3 18 

4 77 

6 36 

7 95 

I 72 

344 

5 16 

6 88 
860 

I 86 

3 72 
55S 

7 44 

930 

2 01 

4 02 
603 
8 04 
1005 

2 18 

4 36 

6 54 
8 72 
10 90 

2 36 
472 

7 08 
944 
II 80 

504 

588 

6 72 

7 56 

8 40 

5 4 ° 

6 30 

7 20 

8 10 

9 00 

5 76 

6 72 

7 68 
864 
9 60 

6 12 

7 14 

8 16 

9 18 
10 20 

' 

765 

8 72 

9 81 
10 90 

7 02 

8 19 

936 

10 53 

11 70 

756 
8 82 

10 oS 

11 34 

12 60 

8 16 

952 

10 88 

12 24 

13 60 

882 

10 29 

11 76 

1323 

14 70 

9 54 

11 13 

12 72 

1431 

15 90 

10 32 

12 04 

13 76 
15 48 

17 20 

II 16 

13 02 

14 88 

16 74 

18 60 

12 06 
1407 
16 08 
18 09 
20 10 

13 08 
15 26 

1744 

19 62 
21 80 

14 16 
16 52 
1888 
21 24 
23 60 

924 
10 08 

10 92 

11 76 

12 60 

990 

10 80 

11 70 

12 60 

13 50 

10 56 

11 52 

12 48 

1344 

1440 

11 22 

12 24 

13 26 

14 28 

1530 

II 99 
1308 

14 17 

15 26 

16 35 

12 87 
1404 

15 21 

16 38 

17 55 

13 86 

15 12 

16 38 

17 64 
1890 

14 96 
1632 
17 68 
1904 
20 40 

16 17 

17 64 

19 II 

20 58 
22 05 

1749 

19 oS 

20 67 
22 26 

2385 

iS 92 
20 64 
22 36 

24 oS 

25 80 

20 46 
22 '^2 
24 18 

26 04 

27 90 

22 II 
24 12 
26 13 
28 14 

30 15 

23 98 

26 16 
28 34 

30 52 

32 70 

25 96 
28 32 
30 68 

3304 

3540 

1344 

15 12 

16 80 
18 48 
20 16 

14 40 
16 20 

15 00 
19 80 
21 60 

1536 

17 28 
19 20 
21 12 
23 04 

16 32 
18 36 
20 40 
22 44 
24 48 

17 44 
19 62 
21 80 
23 98 
26 16 

18 72 
21 06 
23 40 
25 74 
28 08 

20 16 
22 68 
*25 20 
27 72 
30 24 

21 76 
24 48 
27 20 
29 92 
3264 

23 52 

26 46 
2940 
32 34 

35 28 

2544 

28 62 
31 80 
3498 

! 3 Si 6 

27 52 29 76 
30 96 ; 33 48 
34 40 1 37 20 

37 84 1 40 92 

41 28 44 64 

32 16 
36 18 
40 20 

144 22 

1 45 24 

3488 

3924 
43 60 
47 96 

52 32 

37 76 
42 48 
47 20 
51 92 
56 64 

21 84 

23 52 

25 20 

26 88 
28 56 

2340 
25 20 

27 00 

28 80 
30 60 

24 96 
26 88 
28 80 
30 72 
3264 

26 52 
28 56 
30 60 
32 64 

34 68 

28 34 

30 52 

32 70 

34 88 

37 06 

3042 
32 76 
35 10 
37 44 
39 78 

32 76 
35 28 
37 So 
40 32 
42 84 

35 36 

38 08 
40 80 
43 52 
46 24 

38 22 
41 16 
44 10 
4704 
49 9S 

41 34 
44 52 
47 70 
50 88 

5406 

4472 

48 16 
51 60 

5504 

58*48 

4836 
152 08 

55 80 
59 52 
63 24 

52 26 
56 28 
60 30 
64 32 

68 34 

56 68 
61 04 

6540 

69 76 
74 12 

61 36 
66 08 
70 80 
75 52 
80 24 

3024 
31 92 
3360 

35 28 

36 96 

3240 
34 20 

36 00 

37 80 
39 60 

34 56 
3648 
3840 
4032 
42 24 

36 72 
38 76 

40 80 
42 84 

44 88 

39 24 
41 42 
43 60 
45 7S 
47 96 

42 12 
44 46 
46 So 
49 14 

51 48 

45 36 
47^88 
5040 

52 92 
55 44 

4896 

SI 68 
54 40 
57 12 

5984 

52 92 
55 86 
58 So 
61 74 
64 68 

57 24 
60 42 
63 60 
66 78 
6996 

61 92 

65 36 

68 So 
7224 
75 68 

66 96 
70 68 
7440 
78 12 
81 84 

72 36 
76 38 

80 40 
84 42 
88 44 

78 48 

82 84 
87 20 

91 56 

95 92 

84 96 
89 68 
9440 
99 12 
103 84 
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EXAMPLE II {iontz/med) 


RAILWAY RATES 


J^os OF Grades 

7 

1 ^ 

9 

10 

II 

12 

13 

14 




Tons 

Tons 

Tons 

Tons 

1 Tons 

Tons 

Tons 

Tons 

Ai 

DistmsTiishinff y eights of loads 

(I) 

7} 


6 i 

5 i 

5 l 

45 

45 

3 l 


A\ erase weights of wagons (5 tons + i^ 


6i 

6i 

6i 

6i 

6i 

61 

_6i 


tons for empties) 


61 


. Distinguishing weights of loads 

(2) 

_ 

7 \ 

65 

6i 

5 b 

Si 

4 i 

4 t 


A\eiage weights of wagons (5^ tons + 1^ 



65 

6| 

65 

65 

65 



tons for empties) 


— 

1 


Unit-weights of loads 


I 

I 

I 

I 

I 

I 

I 

I 


Proportionate weights of wagons 


ft 

3 "^ 

I 

lA 

Ilia- 

T 1 Jl 
■‘•JO 

IK 

Id'f 


Totals 


Its 

IjI 

1 ^ 


2/u 

olO 

2^t 

2H 

Ref to 



Per 

Per 

Per 

Per 

Per 

Per 

Per 

Per 




ton of 

ton of 

ton of 

ton of 

ton of 

ton of 

ton of 

ton of 


of 



load 

load 

load 

load 

load 

load 

load 

load 

Exam pies 



d 

d 

d 

d 

d 

d 

d 

d 


10 

Total charges for terminal and junc- 











tional serMces, liabilities, and 











obligations 


23 69s 

24 429 

25 530 

26 631 

27 732 

29 200 

30 668 

32 503 


I 

Rates for the initial distance, incliid- 











mg taxes 


55 

57 

60 


66 

70 

74 

79 

Rates of 
oroeression 

Consecutive distances 

1 

Nos of 
scales 

Scales of rates 

/ 

[Over 4 5 miles and not exceeding 47 miles 

46 

25 30 

26 22 

27 60 

CO 

CTk 

00 

M 

30 36 

32 20 

3404 

3634 


jj 

47 33 33 35 49 S 3 

48 

26 40 

27 36 

2$ So 

30 24 

31 dS 

33 60 

35 52 

37 92 


j> 

49 *33 5 8 5 8 33 

50 

27 50 

28 50 

30 00 

31 SO 

33 00 

35 00 

37 00 

39 50 



5^ 3 5 3 8 8 3 S 3 9 3 

52 

28 60 

29 64 

31 20 

32 7 d 

34 32 

36 40 

3848 

41 08 

o 

3 ) 

53 38 33 53 55 >3 

54 

29 70 

30 78 

3240 

34 02 

35 64 

37 So 

39 96 

42 66 

e* 

33 

55 35 8 8 3 3 57 3 3 

56 

30 80 

31 92 

3360 

35 28 

36 96 

39 20 

41 44 

4424 


33 

57 3 3 33 33 59 33 

58 

31 90 

3306 

3480 

3654 

38 28 

40 60 

42 92 

45 82 


33 

59 33 3 8 3 3 61 „ 

60 

33 00 

34 20 

36 00 

37, So 

€9 60 

42 00 

44 40 

47 40 


33 

d I ) ) 5 5 } ) d 3 5 3 

62 

34 10 

35 34 

37 20 

^‘06 

40 92 

43 40 

45 88 

48 98 

V 

33 

63 3 3 3 3 3 3 d 5 33 

64 

35 20 

36 48 

3840 

40 32 

42 24 

44 80 

47 36 

5056 

/ 

>3 

ds 3 1 33 33 dS ,, 

67 

36 85 

38 19 

40 20 

42 21 

44 22 

46 90 

49 SS ' 52 93 


5 J 

dS 33 j, ,, 71 33 

70 

38 50 

39 90 

42 00 

44 10 

46 20 

49 00 

51 So 

55 30 


3 ? 

7 ^ 3 5 53 33 74 3 3 

73 

40 IS 

41 61 

43 So 

45 99 

48 18 

51 10 

54 02 

57 67 


3 J 

74 „ „ 77 

76 

41 80 

43 32 

45 60 

47 88 

so 16 

S 3 20 

5624 

60 04 


S> 

77 53 33 33 So ,, 

79 

43 45 

4503 

47 40 

49 77 

52 14 

55 30 

5846 

62 41 


53 

So ,3 3 , , , S3 5 3 

82 

45 10 

4674I4920I 

51 66 

54 12 

57 40 

60 68 

64 78 


9 7 

83 „ „ ' 86 „ 

S5 

46 75 

48 45 

51 00 

S 3 55 

Sd 10 

59 50 

62 90 

67 15 


33 

Sd 33 3, ,, 89 33 

88 

48 40 

50 i6| 

5280 

55 44 

58 08 

61 60 

65 12 

69 S2 


33 

89 92 ,, 

91 

50 OS 

51 87 

5460 

57 33 

60 06 

63 70 

67 34 

71 89 

M 

33 

92 33 3, 3, 95 3, 

94 

51 70 

5358 

3640 

59 22 

62 04 

65 80 

69 s6 

74 26 

1 " 

m 

33 

95 3 3 3 3 33 9 ^ 33 

97 

53 35 

55 29 

58 20 

61 II 

64 02 

67 90 

71 78 

76 63 


33 

9 ^ 3 3 5 3 37 ^01 ,, 


5500 

57 00 

60 00 

63 00 

66 00 

70 00 

74 00 

79 00 


33 33 35 3 > 104 33 

103 

5665 

58 71 

61 80 

64 89 

67 98 

72 10 

76 22 

81 37 


3 3 ^04 3 3 3 5 3 3 1^7 5 3 


58 30 

60 42 

63 60 

66 78 

69 96 

74 20 

78 44 

83 74 


33 ^^7 3 ? 31 53 I 10 ,, 

P[g 

59 95 

d2 13 

6540 

68 67 

71 94 

76 30 

So 66 

86 II 


>3 5 5 5 3 3 3 ^ ^3 35 

112 

61 60 

63 84 

67 20 

7056 

73 92 

78 40 

82 88 

8848 


>3 ^^3 >3 3 5 5 3 I id ,, 

115 

63-25 

6 s 55 

69 00 

72 45 

75 90 

80 so 

85 10 

90-85 


33 I ,, ,, ,, I ig j, 

1 18 

64 90 

67 26 

70 80 

74 34 

77 88 

82 60 

87 32 

93 22 


3 ) II 9 ,, ,, ,, 122 „ 

121 

6655 

68 97 

72 60 

76 23 

79 86 

84 70 

89 54 

95 59 

\ 

33 ^22 ,, 5, ,, 125 J 5 

124 

68 20 

70 68 

7440 

78 12 1 

81 84 

86 So 

91 76 

97 96 
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15 

16 

17 

! 

19 

20 

21 

22 

23 

24 

25 

26 

2 ; 

28 

29 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

T^s 

Tons 


3i 


2^ 

2i 

2 jV 








I 

— 

6i 

6i 

6i 

6i 

6i 

6i 

6i 

6i 

6i 

6i 

6i 

6i 


6i 

— 

3i 

3* 

3i 

21-3 

2^ 

2| 

23 V 




iflT 



ItV 

I 

6S 

63 

6^ 

63 

63 

63 

63 

63 

63 

63 

63 

63 

63 

63 

63 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I-M 

2 

2fV 

2^^ 


2#i 

SirV 

3^^ 

3^ 

4ir% 

4H 

5A 

513 

6i]^ 


2l^ 

3 

3w 

331 

3x0- 


4i^ 


1 4iir 

5 /^ 



6H 

7i^ 

^ 7H 

Per 

Per 

Per 

Per 

Per 

Per 

Per 

Per 

Per 

Per 

Per 

Per 

Per J 

Per 

Per 

ton of 

ton of 

' ton of 

ton of 

ton of 

ton of 

ton of 

ton of 

ton of 

ton of 

ton of 

ton of 

ton of 

1 ton of 

ton of 

load 

load 

load 

load 

load 

load 

load 

load 

load 

load 

load 

load 

load 

1 load 

load 

d 

d 



d 

d 

d 

d 

d 

d 

d 

d 

o' 

d 

d 

34 338 

36 540 

38 742 ; 

40 944 

43513 

46449 

497S2 

53 422 

S7 459 ' 

6 i 863 

66 634 

71*772 

77 277 

83516 

go 122 

84 

90 

96 

1 02 

I 09 

I 17 

I 26 

1 36 

j 

I 47 

I 59 

1 

I 72 1 

I 86 

2 01 

2 iS 

236 



79 12 85 56 92 46 
82 56 89 28 96 48 
86 00 93 00 100 50 
8944 9672I10452 
92 88 100 44 108 54 



61 04 65 52 70 56 
63 22 67 86 73 08 
65*40 70 20 75 60 
67 58 72 54 78 12 
69 76 74 88 80 64 




91 12 98 49 
95 20 102 90 
99 28 107 31 
103 36111 72 
107 44116 13 


15 24 124 62 
20 40 130 20 

25 56 135 78 

30 72 141 36 
35 88 146 94 


22 08 132*16 
26 44 136-88 
30*80 141*60 
35 16 146*32 
39 52 151 04 


46 06 158*12 
52 60 165 20 
59*14172*28 
65 68 179*36 
72 22 186*44 


68 881 73 80 78 72I 83 64 
71 40 76 50 81 60 86 70 
73 92 79 20 84*48 89 76 

A A Qt r\r\ Qhr Co 


76 44 81 90 87 36 92 82 
78 96 84 60 90 24 95 88 
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EXAMPLE II [ionturntd) 


Nos OF Grades 

7 

8 

9 

10 

II 

12 

13 

14 

Al. Distinguishing %’v eights of loads (i) 

Aveiage eights of \^agons (5 tons T i^ 
tons for empties) 

Tons 

7 i 

6 i 

Tons 

65 

6 i 

Tons 

6 i 

61 

Tons 

5 S 

61 

Tons 

55 

61 

Tons 

4 l 

61 

Tons 

41 

Tons 

3 t 

61 

Bl, Distinguishing weights of loads (2) 

Average -weights of wagons (5^ tons + i^ 
tons for empties) 



7 j 

65 

65 

65 

61 

65 

5 ^^ 

61 

55 

65 

48 

65 

4} 

6^ 

Unit- weights of loads * 

Proportionate w^eights of wagons 

Totals 

I 

TiT 

I 

n 

I 

I 

I 

I 

I 

I 

I 

l 5 o- 

m 

2 

2iPir 

2A 

2 }^ 


2 ^^ 

Ref to 
the Nos 
of 

Examples 

10 

Total charges for terminal and junc- 
tional services, liabilities, and obliga- 
tions 

Per 
ton of 
load 
d 

23 69s 

Per 
ton of 
load 
d 

24 429 

Per 
ton of 
load 
d 

25 53° 

Per 
ton of 
load 
d 

26 631 

Per 
ton of 
load 
d 

27 732 

Per 
ton of 
load 
d 

29 200 

Per 
ton of 
load 
d 

30 668 

Per 
ton of 
load 
d 

32 503 

1 

Rates foi the initial distance, indue 
taxes 

ing 

55 

57 

60 




74 

79 

1 

Consecutive distances 

) 

! 2 i “ 


Scales 

of rates 


Over 125 miles and not exceeding 128 miles 
» 128 „ „ 131 „ 

jj ^ 3 ^ )j jj a ^34 j> 

jj 134 jj a t) 137 j> 

» 137 n ,5 140 » 

127 

130 

133 

136 

139 

69 8s 

71 50 

73 15 

74 So 

7645 

72 39 
74 10 
75 81 
77 52 
79 23 

76 20I 80 01 

78 oo| 81 90 

79 8d 83 79 
Si 60 85 68 
83 4 o| 87 57 

83 82 
85 80 
87 78 
89 76 
91 74 

88 90! 93 98 
91 ooj 96 20 
93 loj 98 42 
95 20] 1 00 64 
97 30 102 86 

100 S3 
102 70 
10507 
10744 

109 81 

HO „ „ 143 »» 

>t ^43 }j JJ JJ ^ 4 ^ JJ 

JJ ^4^ JJ JJ JJ 149 JJ 

j j 1 49 J5 JJ JJ iS^jj 

JJ ^52 JJ JJ JJ 155 JJ 

142 

H 5 

148 

151 

78 10 

79 75 
81 40 

§305 

84 70 

80 94 
82 65 
8436 

86 07 

87 78 

85 20] ^9 461; 

87 00 91 35 

88 So] 93 24 
90 60] 93 13 
92 4oj 97 02 

93 72 
95 70 
97 68 
99 66 
lOI 64 

99 40 
ior5o 
103 60 
105 70 
107 80 

los 08 
107 30 
109 52 
III 74 
113-96 

112*18 
114 55 
116*92 

1 19 29 
121 66 

JJ ^55 JJ JJ JJ ^5^ JJ 

JJ ^ 5 ^ JJ jj JJ JJ 

JJ ^61 ,f 5, 5 , 164 5) 

JJ 164 JJ JJ JJ 167 JJ 

JJ 167 JJ JJ ,, , 170 JJ 

157 

160 

163 

i66 

169 

172 

175 

178 

181 

184 

86 35 
88 00 
8965 
91 30 
9295 

8949 
91 20 
92 91 
9462 

96 33 

94 2o| 98 91 

96 00*100 80 

97 80:102 69* 
99 60 104 58 

loi 4 o]io6 47 

103 62 
[05 60 
[07 58 
[09 56 
fii 54 

109 90 
1 12 00 
1 14 10 
1 16 20 

1 18 30 

116 iS 
II8 40' 
120 62' 
122 84' 
125*06 

124 03 
126 40 
128 77 
131 H 
t 33 ' 5 i 

JJ 170 „ ,, ,, 173 „ 

JJ ^73 JJ JJ JJ 17^ JJ 

JJ 176 „ ,, ,, 179 „ 

jj^79 JJ JJ JJ 182 5} 

JJ 1^2 J, 5 , ,, 18 ^ ,J 

94 60! 98 04' 

96 25 99 7S' 

97 90,101 46 
99 55 103 17 

[01 20|i04 88| 

C03 20 108 36 
C05 00 no 25 
[06 80 1 12 14 ] 
C08 60 1 14 03 3 
no 40 1 15 92 3 

ti 3 52 
'1550 
1748 
1946 
21 44 

120 40 
122 50 
[24 60 
C26 70 
[28 80 

127 28 
129 50 
I3I 72 
133 94 
136 16 

t 35 88 
13825 
[40 62 
[42 99 
'45 36 

JJ ^^5 JJ JJ JJ 1 S 8 ,, 

JJ JJ JJ JJ 191 JJ 

JJ ^91 JJ JJ JJ 194 JJ 

JJ ^94 JJ JJ JJ 197 JJ 

JJ ^97 JJ JJ JJ 200 ,, 

187 ] 
190 ] 

1933 

196 ] 
1993 

[02 85 
[O4 50 

06 15 

07 80 

09451 

[06 59 
[08 30 
[10 01 
II 72 

13 431 

[12 20117 8i|i23 42130 90 
[14 00 1 19 70 125 40 133 00 
[IS 80121 59' 127 38135 10 
[17 60 123 48'i29 36 137 20 ] 
194012s 37131 34139 301 

[38 38 1 
[40 60 
[42 82 
f 45 04 
[47 26 I 

4773 

SO 10 

52 47 
5484 

57 21 
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mm 

4U 

4' 



Per 

Per 

Per 

Per 

ton of 

ton of i 

ton of 

ton of 

load 

load ‘ 

load 

load 

d. 

d. 

d 

d 

34338 

36540 

38 74240944 


63 

63 

63 

6| 

63 

I 

45’o 

' I 

S'A 

1 I 

1 St'S" 


m 

511 

^ TT 

1 m 

7'?nr 1 

7U 

Per 1 

Per j 

Per 

Per i 

Per 



ton of j ton of 
load load 


Is 51690 122 


1 i I ' ‘ * ' 

S4 90 I 96 I 02 I 09 I 17 I I 26 1*36 j I 47 I I 59 I 72 i I S6 1 2 01 2 18 2 36 
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The amounts cimrgeabie for the transport of consignments of 
merchandise that are less than full loads, and whose weights come 
between the weights of loads distinguishing adjoining grades, must be 
calt^ated by means of the higher rates and charges applicable to the 
lesser 'C^eights of loads, unless, by so doing, the amounts yielded exceed 
the amours calculated by means of the lower rates and charges applied 
to the greater weights of loads The insertion, in each Table, of 
amounts, per distinguishing weight of load, due for each consecutive 
distance, in proximity to the rates and charges, per ton of load, will 
prove useful, firstly, in preve^iting clerks from entering wrong amounts 
in invoices when the circumstances are as described, and, secondly, in 
saving the labour of calculation with regard to consignments that are 
full loads or less than full loads, whose weights correspond with the 
weights of loads employed to distinguish the grades. Under this 
regulation, consignments of merchandise that aie less than full loads and 
whose weights differ from the weights of loads used to distinguish the 
grades, will, in some instances, be chargeable with amounts due for 
loads of greater weight Allowing that this disposition of procedure 
tells all m favour of railway companies, the consequent disadvantage 
to traders will not be great Moreover, no better way of obviating the 
difficulty seems feasible A moderately large number of grades have 
been made use of for illustration, but if the number were doubled there 
would still be differences to bridge over, such as described, though they 
would, of course, be lessened 



CHAPTER X 

SOUTH NORTHERN RAIL^yAY COMPANY 
GENERAL MERCHANDISE {continued ) — SMALL CONSIGNMENTS 

Parcels and packages forming small consignments of goods are 
often tendered to railway companies for conveyance, and if the dues 
for transport were calculated by means of the united rates and charges 
per ton only, the resulting amounts would be insufficient to cover 
expenses For example, computed at los, per ton, the amount yielded 
for 28 lbs. is three-halfpence ; for 14 lbs., three-farthings; and for 7 lbs, 
three-eighths of a penny. It is customary to state the amount charge- 
able for the carriage of goods in pounds, shillings, and pence, eliminating 
fractions of a penny. To pursue this course equitably, the lule followed 
in making calculations is that fractions of a penny amounting to a half- 
penny and over are called pence, and when less than a halfpenny are not 
reckoned In some instances the amount yielded for the carnage of 
a parcel weighing only a few pounds, if computed by the agency of 
a sum per ton, would come to less than a halfpenny, and by following 
the before-mentioned rule the parcel would be carried free But even a 
penny would be inadequate to defray the cost of carrying a parcel 
weighing seveial pounds, and it becomes necessary to discover the 
reason why a greater sum should be charged. 

Of the services that have been mentioned and provided for in the 
Table of United Rates and Charges for general merchandise carried in 
open and in covered wagons, only two require the institution of minimum 
charges These are the services of clerkage and porterage. For all 
other services, liabilities, and crbligations, including conveyance, minimum 
charges are unnecessary, because the united rates and charges, per ton 
of load, applied to the weights of small consignments will yield amounts 
sufficient for all requirements. 

Every consignment of goods has to be invoiced, and the amount 
chargeable for carriage, computed and collected. Averagely, the fulfil- 
ment of the duty of invoicing takes less time for a small parcel than for 
a consignment furnishing a full load. The difference, however, is not 
great, because the same descnptive details are requisite in each case 
The cost of clerkage has been provided for by apportioning it ; a sum, 
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per ton of load and wagon, being employed to compute charges for the 
service. When the weight of a consignment is small, the amount due for 
cleikag^, obtained by means of a sum, per ton, is correspondingly small, 
andjt is reasonable to suppose that there must be a point m weight at 
willed tlae amount computed begins to be less than the actual cost of 
the seivic^ 

A small consignment may consist of one or more similai aiticles 
that can be entered in one line of the invoice, or of dissimilar akicles 
that take two or more lines to describe For the sake of economy in 
the use of wagons, small consignments intended foi various stations 
lying in one direction are often sent, along with other goods, to large or 
moderately large stations short of their destinations, at which places 
they are transhipped and reforwarded, along with other goods, to their 
re'^pective destinations Consignments that are transhipped have to be 
briefly described in the invoices sent to, and by, the transhipping stations, 
which occasions additional clerical labour. Sometimes small consign- 
ments have to be weighed, and the duty of weighing pertains to both 
clerkage and poiterage. All these things should be taken into account 
in deciding on the sum which is to form the minimum charge for the 
service of clerkage. 

One sum per ton of load, and another sum per ton of wagon, have 
been employed to compute charges for the service of porterage When 
the weight of a consignment is small, the amount for porterage, calcu- 
lated by means of a sum per ton, is correspondingly small, and it is 
reasonable to assume, as m the case of clerkage, that there must be a 
point in weight at which the amount computed begins to be less than 
the actual cost of the seivice Lightness, in relation to consignments 
of merchandise, tends to increase the cost, per ton, of the service of 
porterage Small parcels and packages consigned to sepaiate indi- 
viduals, whether located in the same or in different towns, have to be 
checked and sorted — duties which require time and labour to fulfil 
Mistakes are apt to be made if care be not taken in noting the written 
or printed directions. Consequently, many packages, forming a load, 
addressed to different individuals, occupy the time of loaders and 
unloaders to a gi eater extent than if they were consigned by one person 
or firm to another. The transhipment of merchandise has leference, 
generally, to small consignments, and its performance occasions extra 
handling, increasing the cost of porterage. Small consignments of 
merchandise that need covering occupy the time of porters in the 
operations of loading and unloading to a gi eater extent than do 
consignments of equal number and magnitude that may be carried 
in open wagons. In deciding on the sum which is to form the minimum 
charge for the service of porterage, expenditure of every kind, however 
caused, should be noted and taken into account. 
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Although it is obvious that the institution of minimum charges is 
requisite in order that the services of clerkage and porterage performed 
in regard to small consignments may be adequately provided ibr, it is 
important that they should be moderate m amount. The choiy^ of 
reasonable sums as minimum charges is likely of itself to induce- traders 
to make use of railways for the transport of small parcels^ut there 
exists a special reason why the sums should not be excessive When 
the amount charged for carrying a small consignment by railway 
includes a considerable sum for profit, a favourable opportunity is 
affoided to road carriers of making use jf railway carriers as agents 
in the transmission of small parcels. Thus, it enables road carriers 
who have warehouses, horses, carts, and staffs of men in various large 
towns to undertake the transport of light paicels between traders 
established in such towns. In each locality the road carrier collects 
the parcels from the senders, sorts them, and packs together those 
designed for the same town. These packages of parcels are then 
delivered, as somewhat heavy single consignments, to the railway carrier, 
who has no alternative but to convey them to their several destinations. 
On arrival, the road cairier, to whom they are consigned, again gets 
possession of the goods, unpacks and sorts them, after which he proceeds 
to deliver them by means of his own staff to the respective consignees 
Under these conditions, it will be perceived that the profit made by the 
road earlier is regulated by the amount of piofit included in the charge 
made by the railway carrier for the transpoit of each parcel or small 
consignment of goods If the minimum charges for small parcels be 
high, the road carrier is enabled to obtain a greater profit ; if low, a less 
profit. For a consignment of packed parcels the railway carrier can 
charge only an amount calculated by means of a rate combined with 
charges, per ton of load, for conveyance, terminal seiwices, etc , and a 
fixed additional sum if the goods come under the designation of a small 
consignment ; and is totally deprived of the several profits which would 
be receivable if the paicels were singly consigned in the ordinary way. 

Let the sum chosen as the minimum charge for a terminal seivice of 
clerkage, performed with respect to single consignments of geneial 
merchandise cairied in open wagons, be one penny, or for the first and 
second terminal seiwices of clerkage combined, twopence For these 
sei vices, calculated in reference to grade 28, the final grade for general 
merchandise earned in open wagons, 10 god per ton is chargeable 
(Ex. 10) Computed by means of this sum, a consignment weighing 
3cwts. 2qrs 19 lbs yields twopence Consequently, having regard to 
the first and second terminal services of clerkage, consignments of 
general merchandise that aie carried in open wagons and weigh less 
than 3cwts 2qrs 19 lbs. become small consignments, for which the sum 
of twopence is to be charged in each case. 
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Let the sum chosen as the minimum charge for a terminal service 
of porterage, performed in regard to single consignments of general 
merchandise carried in open wagons, be one halfpenny , or for the first 
and^econd terminal services of porterage combined, one penny. For 
these advices, calculated in reference to grade 28, the final grade for 
general nkrchandise carried in open wagons, 21 04 ^ per ton is charge- 
able (Ex. 10) Computed by means of this sum, a consignment weighing 
3 qrs 23 lbs. yields one penny. Therefore, having regard to the first 
and second terminal services of porteiage, consignments of general 
merchandise that are carried in open wagons and weigh less than 
3 qrs, 23 lbs become small consignments, for which the sum of one penny 
is to be charged in each case. 

Let the sum chosen as the minimum charge for a terminal service 
of cleikage, performed with respect to single consignments of general 
merchandise carried in covered wagons, be one penny, or for the first 
and second terminal services of clerkage combined, twopence. For 
these services, calculated in leference to grade 29, the final giade for 
general merchandise carried in covered wagons, ii 80^. per ton is charge- 
able (Ex 10) Computed by means of this sum, a consignment weighing 
3cwts I qr. 16 lbs. yields twopence. Therefore, having regard to the 
first and second terminal services of clerkage, consignments of general 
meichandise that are carried in covered wagons and weigh less than 
3 cwts I qr. 16 lbs. become small consignments, for which the sum of 
twopence is to be charged in each case 

Let the sum chosen as the minimum charge for a terminal seivice 
of porterage, performed in regard to single consignments of general 
merchandise carried in covered wagons, be thre'e-farthings, or for the 
first and second terminal services of porterage combined, three-halfpence. 
For these services, calculated m reference to grade 29, the final grade 
for general merchandise carried in covered wagons, 22 48<^, per ton is 
chargeable (Ex 10) Computed by means of this sum, a consignment 
weighing I cwt r qr 10 lbs. yields three-halfpence Consequently, 
having regard to the first and second terminal sei vices of porterage, 
consignments of general merchandise that are earned in covered wagons 
and weigh less than i cwt i qr. 10 lbs become small consignments, for 
which the sum of three-halfpence is to be charged in each case 

Thus, the respective sums employed to form minimum charges for the 
first and second terminal services of clerkage and porterage, fulfilled 
with regard to single consignments of geneial merchandise carried in 
open and in covered wagons, have an influence in determining the 
weights marking the limits for small consignments. These sums and 
weights, with the kind of service and the division of traffic to which 
they severally relate, may be restated as follows • — 
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Consignments of general merchandise earned 
in open wagons that are to be considered 
as small, having regard to the first and 
second terminal services of clerkage — any 
weights less than . , . . 

Consignments of general merchandise earned 
in open wagons that are to be considered 
as small, having regard to the first and 
second terminal services of poiterage — any 
weights less than 


MINIMUM 
LIMITS OF CHARGES, 
WEIGHT PER CON- 
SIGNMENT 

Cwts qrs lbs d 


/ 


3 2 19 2 


O 3 23 I 


Total minimum charge per consignment, 
in open wagons 


3 


Consignments of general merchandise carried 
in covered wagons that are to be con- 
sideied as small, having regard to the first 
and second terminal services of clerkage — 
any weights less than 3 

Consignments of general merchandise carried 
in covered wagons that are to be con- 
sidered as small, having regard to the first 
and second terminal services of poiterage 
— any weights less than . i 


I 16 2 


I 10 i 4 


Total minimum charge per consignment, 
in covered wagons 




Computed by means of sums, per ton, forming charges appropriate 
to giades 28 and 29 (Ex, 10) for the first and second terminal services 
of clerkage and porterage fulfilled with regard to general merchandise 
carried in open and in covered wagons, respectively, the amounts yielded 
for small consignments will fall short of the fixed minimum charges, 
according as the weights of the consignments fall short of the respective 
limits of weight; thus creating deficiencies of varying magnitude. In 
order that these deficiencies may be calculated and suitably provided 
for, it is requisite, first of all, to divide the weight, marking the extreme 
limit of w^eight for small consignments into parts having regular 
intervals , commencing with a small weight and advancing by steps 
of equal magnitude until the extreme limit of weight is reached or 
included. These weights may be called divisional weights. Next, 
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taking geneial merchandise in each division of traffic into account, 
separately, it is necessary to compute by means of the before-mentioned 
sums, p^r ton the amounts due for the first and second terminal services 
of clerkage and porterage respectively performed in regard to small 
consignments whose weights correspond with the divisional weights, 
and to ef^er such amounts and the deficiencies created, together with 
the minimum charges, separately and conjointly, opposite the divisional 
weights to which they lespectively refer. The ultimate object of this 
procedure is to set forth, for the information of invoice-clerks and traders, 
the sums, denoting deficiencies, that lequire to be added to the amounts 
computed by means of the united rates and charges, per ton, applied to 
the weights of small consignments 

Let the ex ti erne limit of weight for small consignments, 3 cwts. 2 qrs. 
19 lbs , be divided into sixteenths of a cwt , beginning with one-sixteenth, 
or 7 lbs , and advancing by successive sixteenths until the extreme limit 
of weight becomes included 

Let it be made a condition that any consignment weighing less than 
7 lbs shall be charged as if weighing 7 lbs , and if weighing more than 
7 lbs and not exceeding 14 lbs, as if weighing 14 lbs ; and so with 
legard to each succeeding division of weight By this stipulation it is 
intended that the united rates and charges, per ton, when relating to 
small consignments, shall apply to successive sixteenths of a cwt, and 
not to intervening weights 

Example 13, the first of the three Examples immediately following, 
lefers to general merchandise carried m open wagons, and Example 14 
to general merchandise carried in covered wagons. They are designed 
to show the method of arriving at the sums wanting to make up the 
minimum charge for the first and second terminal services of clerkage 
and the minimum charge for the first and second terminal services of 
porterage, in relation to small consignments whose weights correspond 
with the divisional weights , the two kinds of service being dealt with 
separately and conjointly. The sums, marking deficiencies, are first 
stated in pence and fractions of a penny with two decimal places, and 
finally, with the object of facilitating subsequent calculations, in pence 
and faithings; each fraction of a fai thing ^being reckoned as a fai thing 
to guard against loss 

In Example 15, on the left and right of the divisional weights, are 
entered the sums, stated in pence and farthings, marking deficiencies, 
taken from Examples 13 and 14 respectively, that require to be added 
to the amounts computed by means of the united rates and charges, per 
ton, for small consignments of general merchandise carried in open and 
m covered wagons whose w^eights pertain to the divisional weights. 
The whole of the particulars contained in this Example should be sub- 
joined to the Table of United Rates and Charges for geneial merchandise 
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cairied in open and in covered wagons (Ex. 12), for the guidance of 
invoice-cierks and the information of traders. 

To guaid against the possibility of smaller amounts being chaiged 
for consignments that have gi eater weights than for consignments 1 ;hat 
have less weights, the two extreme limits of weight for general 
merchandise, carried in open and in covered wagons respectively, 
have been slightly extended By this procedure, it is intended that 
consignments of each description of general merchandise that pertain 
to the last division of weight without reaching its limit shall be computed 
by means of the united rates and charges, per ton, as if possessing the 
weight marking the limit, no sum for deficiency having to be added on 
account of the last divisional weight 
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RAILWAY RATES 


EXAMPLE IS 


SOUTH NORTHERN RAIL\VAY COMPANY 


Geutral mtnJ'andise ta>ritd tn open and m coveted wagons — Dwistonal weights to embrace 
small consignments, and, on ike left and tight of them in 7 elation to the two divisions of 
ttajfic, rested ively, sums, denoting defctencies, that requite to be added to the atnounts 
computed by means of the united rates and charges, per ton, to make up the total minimum 
charge for the frst and second terminal services of clerkage and porterage when performed 
in regard to small consignments 


General 
merchandise 
carried in 
open uTi^on'? 

(Ai) 

Sums, denoting 
dehciencies, that 
are to be added 
to amounts 
computed by 
means of the ! 
united rates and 
charges, per ton, 
to make up the 
total minimum 
charge for the ist , 
and and terminal 
ser\nces of clerk- 
age and porterage, 
performed in 
regard to small 
consignments 


Divisional 
u eights to 
embrace small 
consignments 
(consignments 
whose weights 
come between 
two divisional 
weights must be 
charged for as if 
having the 
greater vv eight) 


General 
merchandise 
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covered wagons 
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CHAPTER XI 

SOUTH NORTHERN RAILWAY 

m 

GENERAL MERCHANDISE (continued ) — CARTAGE 

The conveyance of general merchandise by railway ordinarily implies 
that three successive journeys are required to transfer articles from the 
possession of the consignor to that of the consignee, the three movements 
being stated as follows . — 

1. Conveyance from the consignor’s premises to the forwarding 
station 

2. Conveyance from the forwarding station to the receiving station 

3 Conveyance from the receiving station to the consignee’s premises. 

A journey by railway thus comes between two short journeys by 
road which are usually accomplished by means of horse-power and carts 
or other vehicles. Stations are always intermediate places of arrival 
and departure, forming the terminals by road as well as by railway; the 
consignor’s and the consignee’s places of business respectively marking 
the true beginning and end of transit 

In the absence of other provision, a trader would have to convey his 
goods from his establishment to the forwarding station by means of his 
own horse and vehicle, and, on arrival at the receiving station, it would 
be incumbent on the consignee to remove the goods, in a similar manner, 
from the station to their ultimate destination. It would be expensive 
for each trader to keep a horse and vehicle expressly for this object, 
and, therefore, road carriers are commonly employed to perform the 
services constituting cartage. "'In towns and populous districts it is 
customary for railway companies to take upon themselves the execution 
of these duties, either directly or by means of appointed agents ; their 
intermediate position as railway carriers peculiarly fitting them to become 
road carriers in undertaking to cart goods that are to be, or have been, 
conveyed by railway. It must be noted, however, that the performance 
of cartage thus undertaken applies only to certain descriptions of general 
merchandise, arbitrarily chosen, especially those kinds that are consigned 
in quantities varying from full loads to small packages, and excluding 
other kinds, such as are heavy and that are invariably consigned in full 
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loads. The transfer of a large part of general merchandise between 
stations and the numerous works, warehouses, and shops in towns and 
other places, is facilitated by this arrangement , notification of descrip- 
tion, weight, and time when leady, having to be given by traders to the 
railway earners or their agents, when merchandise is to be forwarded, 
incoming goods being carted and delivered at once upon arrival, or in 
a reasonable time theieafter, freeing the consignees from the need to 
take action. Gieat convenience is thus affoided to traders by the 
promptitude with which merchandise is moved, and the railway carriers 
derive advantage also, becafase they become enabled to discharge the 
railway wagons quickly, and m the particular order that is found most 
conducive to economy of time and labour in the management of traffic 
at stations Weie traders left to engage their own road carriers to 
convey goods to and from stations, it is probable that horses and 
vehicles would be provided too plentifully, and this circumstance would 
tend to impede the work of loading and unloading wagons. 

When a lailway company provides a caiting staff at any station, it 
is usual to add the chaiges for cartage to the rates and charges for the 
transpoit of general merchandise by railway, so as to foim single sums, 
per ton, for the combined services. Cartage comprehends the convey- 
ance along a street, road, or highway, of a vehicle containing merchandise, 
and the performance of ceitain services before the journey begins and 
after it ends, corresponding, in a great measure, to the first and second 
terminal services rendered in relation to the transport of merchandise 
by railway. It is necessaiy to particularize the duties performed with 
the view of ascertaining how their separate cost may be calculated so as 
to be addable, m the form of charges, to the i ail way rates and charges. 

Like other modes of transport, that of cartage demands a way, a 
vehicle, and a motive power Roads, streets, and lanes form the way 
for the passage of vehicles furnished with wheels adapted thereto. In the 
streets of towns may frequently be seen carts, wagons, cabs, omnibuses, 
motor-cars, and other instruments of conveyance, proceeding in opposite 
or the same directfons, passing each other, crossing each other's path, or 
following in line. In some parts of large cities, at points where streets 
converge, or where they intersect each otfher, at certain times of the day 
when the number of vehicles is wont to be very great, policemen regulate 
the traffic by temporarily stopping its flow m one street, while letting 
that in another continue its course ; each street being dealt with alter- 
nately. Generally, however, the drivers of vehicles are allowed to thread 
their way past each other uninterruptedly. No direct charge is made 
by the authorities for the use of these thoroughfares, and they are open 
night and day. New roads and streets are formed at the expense of the 
owners or lessees of the adjacent land, and all, both old and new, are 
kept in repair out of taxes. Tolls were formerly collected at certain 
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places, toll-houses and gates being erected and entrusted to the charge 
of keepers ; but they have been abolished in many localities, and if they 
still exist in some parts of the country, it is probable that their extinction 
will follow in process of time. In these circumstances, the way required 
for the transit of loaded or empty vehicles between railway stations and 
the establishments of traders being provided free of cost or at the public 
expense, its use cannot form the subject of computation with regard to 
charges for cartage. 

The use, by horses and vehicles, of the paved approaches to a station 
and its sidings forms a part of the terminal service of railage, the cost 
of which is included in the charges already calculated for the service. 
The use of roads, streets, and private land adjoining traders’ shops, 
warehouses and works, in the course of transferring goods to and from 
vehicles, constitutes a terminal service in each case ; but inasmuch as 
the public authorities and traders permit the free use of such places 
for the purpose named, there is no need to calculate charges for the 
service. 

Carts are often employed in the conveyance of merchandise, and, 
with regard to some kinds that are earned exclusively — for example, 
coal in a loose state — are suitable vehicles for the purpose. When, 
however, the goods to be carried are of many kinds, vehicles of four 
wheels are commonly used, and are better fitted than carts for the 
economic performance of the work to be done. Compared with a cart, 
a four-wheeled vehicle furnishes a larger and more serviceable platform 
to carry the load ; the extended base of four wheels bears the load more 
steadily and with greater safety in the act of travelling ; the animal 
drawing the vehicL is less burdened , and, when stoppages occur to 
receive or deliver goods, gi eater facilities are afforded in the operations 
of loading and unloading 

Like a railway wagon, a road wagon consists of two parts, namely, 
the lower structure and the upper structure; the former designed to 
bear the load, and the latter to hold it in position during conveyance 
The upper structures of road wagons used by railway companies and 
their agents aie, in some lespects, unlike those of raflway wagons, which 
have already been desciibed, ^although both road and railway wagons 
are employed to carry the same merchandise. Differences exist in the 
form of the upper structure of load wagons deemed to be the most 
suitable for general carrying purposes ; the form adopted by companies 
in some towns consisting of a floor with sides about two feet high and 
a tail-board, while companies in other towns prefer a floor with sides 
not more than two or three inches high, the whole being firmly joined 
together. A vehicle of the latter description is called a lorry. The 
road wagons used by railway companies or their agents in any town 
are, mostly, counterparts of each other , being built m the same fashion. 
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and differing only in weight and strength, so as to be adapted for the 
conveyance of light and heavy merchandise. 

In proportion to the weight of each vehicle, a road wagon may carry 
a greater weight of load than a railway wagon Road wagons are 
conveyed separately , not being m contact with each other in the course 
of transit as is the case with railway wagons. A certain amount of 
jolting takes place, attributable to the nature and condition of the road- 
ways , the track of all thoroughfares being more or less uneven. The 
average speed of horses engaged in hauling loaded or empty wagons 
will, probably, he between two and three miles an hour. Each vehicle, 
with the horse or horses drawing it, is in charge of an attendant, who, 
in the event of an accident happening during the journey — as the 
breaking of an axle or a wheel, or the slipping of the load — can stop 
immediately and prevent further mischief It will be conceded, there- 
fore, that a vehicle, intended to move slowly on a roadway under the 
close supervision of an attendant, may be loaded to the extreme limit 
of its bearing power, even to the verge of breaking down, with greater 
safety than a wagon that is to be attached to others to form a train and 
to travel on a railway at a high rate of speed — sometimes by night, in 
fog, and through tunnels — in charge of one or two guards, as the case 
may be, who are located in separate vehicles. 

On account of its lightness, wood forms the principal material used 
in the construction of road wagons, and, by reason of the slow pace of 
draught horses and the fact that each vehicle is in charge of an attendant 
who can effect a stoppage at any moment, the strength afforded proves 
sufficient for the conveyance of heavy loads with safety. It is a matter 
of importance to road carriers that the vehicles empl5yed should combine 
lightness with strength, and the greater degree in which these qualities 
are obtained the greater is the advantage likely to attend the prosecution 
of the business. 

To hold the loads firmly in position on the vehicles during the 
journeys that have to be made, ropes and chains, as may be required, are 
used. When the weather is wet, taipaulins are employed to cover goods 
that are damageable by ram, and sometimes take the place of ropes in 
binding the loads as well as protecting them. There are many days of 
fair weather during each year, and, save in exceptional cases, it is not 
then found necessary to use tarpaulins. The journeys to and from the 
stations are short and take up little time ; many being made by each 
team in one day. A folded tarpaulin is carried on each vehicle, ready 
to be used if the weather become wet. The circumstances accompanying 
transit by road render the adoption of this course practicable. During 
a season of fine weather, therefore, almost all kinds of goods may be 
carted without being covered, the services of sheeting and unsheeting 
loads being then unnecessary. The conditions attending transit by 
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railway do not admit of this procedure being followed , all goods that 
are liable to suffer damage when exposed having to be covered during 
conveyance. 

Tarpaulins, ropes, and chains, used to protect and bind loads' during 
conveyance by road must be deemed to be parts of the vehicles, and, 111 
reckoning the cost, it will be convenient to assume that each tarpaulin, 
binder, or other separate requisite is equivalent in value to a stated 
weight of solid structure, and to increase the weight of each road vehicle 
accordingly, in a manner similar to that which has been adopted in 
calculating, illustratively, the cost of tarpaulins, ropes, etc., used to cover 
and bind the loads of railway wagons. 

The cartage of merchandise from stations to traders’ places of 
business takes place, chiefly, in the first half of the day ; the goods so 
delivered having been brought by trains during the previous night. The 
collection from traders of goods to be forwarded falls, mainly, in the last 
half of the day ; loading and despatch by train being effected the same 
evening or night Although these usages predominate, there are many 
instances to the contrary. For the most part, however, goods are carted 
from stations and delivered during the early part of the day, and, because 
return-loads are then only occasionally obtainable, the vehicles, after 
discharge, have to be hauled back, empty. It is the duty of the super- 
intendent of each carting staff to arrange so that drivers taking out 
loads may load back whenever it is possible, and thus save the cost of 
returning with empty wagons To enable him to do this with advantage, 
notification of the description, weight, and time when ready, of goods 
to be called for and carted to the station, should be given by traders 
as early in the dKy as possible. This knowledge, combined with the 
information possessed with regard to goods that are already at the 
station, waiting to be carted to the respective consignees, enables an 
experienced foreman to despatch the teams appointed to deliver and 
collect merchandise, in the most judicious order, so as to reduce the 
haulage of empty vehicles to the lowest point. In practice, it frequently 
happens that when an order has been given to collect goods lying at a 
traders works or waiehouse, an empty wagon has to be despatched from 
the station for the purpose. On other occasions, it is found convenient 
to send a wagon from a trader’s place of business in the vicinity, after 
the delivery of a load At other times, a wagon may be loaded with 
goods proceeding straight to the works or warehouse mentioned, and, 
after discharge, be reloaded with the goods to be forwarded. Notwith- 
standing the most favourable conditions that may exist with regard to 
the delivery and collection of merchandise in any town, a large portion 
of the cost of cartage is attributable to the haulage of empty vehicles 

The deterioration of a road wagon by wear and tear, in the process 
of cartage, is measured by its weight, loaded, and its weight, empty It 
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is necessary to ascertain the ratio of the weight of empty road vehicles 
to that of loaded road vehicles, apart from the loads, conveyed the same 
distance, in order that the weight of empty vehicles may be correctly 
added to that of loaded vehicles in calculating the cost of cartage. 

Horses commonly serve as the motive-power in cartage. Several 
horses may be employed to draw one vehicle when the load is heavy. 

In some towns, at certain places where the roads are steep and there 
is much traffic, horses are specially provided to render assistance in the 
haulage of heavy loads ; and, at all times, teamsters are allowed to lend 
each other their chain-horsey or leaders in circumstances of difficulty. 

In some cities and densely populated towns, to prevent theft in the 
streets it is customary to employ boys to accompany drivers who are 
appointed to deliver and collect sundries, or small parcels of goods 
One boy goes with each vehicle, and keeps watch on the load during the 
temporary absences of the driver. 

The principal duty of a carter is the guidance and control of the 
horse or horses committed to his charge, including the oversight and 
care of the vehicle and its load. Whether in movement or stationary, 
and whether engaged in conveying a loaded or an empty wagon, the 
driver must always be on the alert and mindful of his trust In 
addition, he has to assist in the operations of loading and unloading 
at the beginning and end of each journey. The part usually assigned 
to him, on these occasions, is the stowing of the goods in the process 
of loading, including, when cranes are used, the loosing of the hooks, 
chains, or slings, from the articles stowed; and, in the pioccss of 
unloading, the handling of the goods, or, when cranes are used, the 
attachment of the hooks, chains, or slings, to the articles forming the 
load. It must be distinctly understood, however, that the duty of 
transferring goods between road vehicles and railway wagons or the 
platfoims of warehouses at stations, forms a part of the terminal 
services of porterage relating to transport by railway, and the cost 
is included in the charges already calculated for those services. It 
is incumbent on the trader to furnish labour and power at his own 
place of business m transferring goods to and from the wagon provided 
to carry them ; the carter’s duty being to '^stand on or near the vehicle 
to effect receipt or delivery. It is the province of a carter to bind, 
unbind, cover, and uncover, the load, as occasion requires, and, if need 
be, he is entitled to call on the trader at his own place of business 
to supply 'assistance in the operations, remembering that the cost of 
additional labour that might have to be employed for the purpose 
would be chargeable to the trader. When such duties are performed 
at stations, any required aid can be obtained from carters or other 
individuals in the same employ. 

At stations, road wagons are frequently loaded or unloaded without 
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requiring to be moved during the operations. In some instances, 
however, especially if a load consist of more than one consignment 
of merchandise, the vehicles have to be moved from place to place 
before loading or discharge is accomplished. Also, at traders’ places 
of business wagons have occasionally to be moved from one position 
to another before loading or unloading is completed, although, generally, 
the respective processes take place uninterruptedly. 

During the time that a carter is engaged in helping to load and 
unload his vehicle, the horse or horses have to remain idle until the 
operations are completed. In many instances, this state of things is 
not remediable, but there are occasions when it is found profitable 
to employ individuals solely as loaders and unloaders in the stead 
of cartels; the vehicles being first placed in position, and the horses 
then taken away to do other work. When loaded or discharged in 
this manner, the vehicles are subsequently removed to their destination 
by teams as they become disengaged from other duties. By this 
procedure, the horse-power available is exercised more advantageously, 
thus repaying the extra cost of labour. 

The growing custom of the ruling authorities to let the streets of 
towns, and the highways connecting towns and populous districts, be 
used for the purpose of forming tramways and for the passage of 
tramcars, renders the duties of drivers more onerous. The practice 
not only adds to the amount of street traffic but tends to contract 
the space previously available for the passage of ordinary vehicles. 
The cars travel on defined tracks from which they cannot diverge, 
so that the duty of turning aside when meeting or overtaking other 
vehicles devolves on the individuals in charge of the latter. 

The cost of cartage is influenced by many things which it will be 
instructive to mention A town may be built on level ground and 
increase equably from every side, or, owing to various causes, it may 
grow more in one direction than in another. Or it may be built on 
a hill, or on land having elevations and depressions, or on one side 
or on both sides of a valley. The total area of land occupied by 
works, warehouses, shops, dwellings, and other erections forming a 
town or district, the configuration of the ground occupied, the width 
of the thoroughfares, the kind of paving and its general condition, 
the length of level roadways and of roadways that are inclines, with 
their gradients, separately affect the cost of cartage. 

The location of the railway station, with regard to the town or 
district which it serves, is a matter of importance. Generally, a central 
situation is the most favourable, because the average distance that 
goods are carted is then, probably, the shortest attainable, but the 
route taken by the railway does not always lend itself to the acquire- 
ment of this position. Wherever the goods station may be placed, 
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it becomes necessary to define the boundaries or zone within which 
cartage is to be performed. Manufactories, wai chouses, and shops, 
are to he found in all parts of a town, and, naturally, some will be 
near the station and others farther away from it. Since, in order 
to be addable to the united rates and charges, the charges computed 
for cartage are to apply to all distances between a station and traders’ 
places of business contained within the limits that may be specified, 
it is necessary to ascertain the average distance that general merchandise 
is carted in each town oi district. 

The businesses of traders differ in magnitude, some being large 
and others small They differ also in their nature, and in the weight 
of materials used relatively to the number of persons employed. Thus 
one trader will receive and forward large quantities of goods although 
requiring few hands, while another will buy and sell only a small 
weight of merchandise and employ a large number of work-people. 
To arrive at a satisfactory result it is needful that, with reference to' 
tradeis who individually furnish any considerable part of the traffic 
dealt with at a station, the weight of goods and the distance carted 
during stated periods should be ascertained, in each instance. Calcula- 
tions made from the particulars thus obtained will show the approximate 
average distance that merchandise is carted in connection with the 
station. Owing to various causes, but particularly to the fact that 
towns differ greatly in population and in the area of land occupied 
by buildings devoted to habitation or business, the average distances 
that goods are carted to and from stations, taking all towns and 
districts separately into account, vary rather widely. In some places, 
the distance carted may average half-a-mile, m others it may be a 
mile, and in very large towns it is likely to be considerably more 
than a mile. When the average distance that goods are carted has 
been computed for any town or district, there still remain, to enter 
into the reckoning of cost, the lengths of level and of inclined roadways, 
with the gradients, the kind of paving adopted by the local authority 
and Its general condition, together with other influencing agents. 

The distances that goods are carted in connection with any station 
may be described as short, although gie'at differences exist, relatively, 
when the journeys are considered sepaiately. Thus a journey of one 
mile is four times gi eater than that of a quarter of a mile, yet neither 
distance is absolutely long. In ascertaining the average distance that 
merchandise is carted, the object in view is to establish uniform charges 
for cartage, all distances being taken into account This can be done 
only by charging the shorter distances a little more, and for longer 
distances a little less, than would be the case were the cost of 
cartage calculated according to the actual distance in each case. The 
greater the average distance that goods are carted the greater is the 
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disparity between the longer and the shorter distances of which it 
is the mean. Hence, in computing uniform charges for cartage, traders 
situated farthest from the station will derive a little advantage, and 
those nearest to it will suffer some disadvantage. The inequalities 
might be diminished, but not removed, by dividing the distance, 
marking the extreme boundary of collection and delivery, into equal 
parts, say into quarters-of-a-mile, and calculating rates, per ton, for 
consecutive distances If, however, rates and terminal charges for 
cartage were computed in this manner, it would be impracticable to 
add them to rates and terminal charges^for transport by railway so 
as to form single sums, per ton, for the combined services. 

The particulars of the goods to be delivered to traders by each 
caiter are entered, by clerks in the employ of the railway company, in 
the columns of a printed form, suitably prepared, showing, respectively, 
the names of the sending stations, the consignees* names, descriptions 
of the goods, the weights, and the amounts to pay, if any. It is the 
duty of the carter to obtain signatures from the consignees for the 
receipt of the goods, and to collect the amounts that may be due 
on delivery. On receiving goods from consignors, the carter’s duty, 
after first noting their condition, is to sign an acknowledgment of 
receipt and to obtain a note furnishing, with regard to each consign- 
ment, the consignee’s name and address, a description of the goods 
and the weight, with other necessary information. The sums received 
by a carter during the day have to be paid to the railway cashier 
at the station after the last journey. Thus, some of the carter’s duties 
pertain to the services of clerkage which, when railway companies do 
not undertake the. performance of cartage, are fulfilled by clerks at 
the stations, the cost being included in the charges calculated for the 
terminal services of clerkage relating to transport by railway. 

There is similitude between conveyance by railway and by road. 
A staff of men, with a locomotive, is employed to convey wagons 
between two stations, attaching them at the first station and detaching 
them at the second station ; the jouiney being then at an end. Or, 
if requisite, the train stops to detach and attach wagons at intermediate 
places on the way. After one journey is completed the return-journey 
begins, and other wagons are conveyed from station to station in a 
similar manner A carter, with one or two horses, is employed to 
convey a vehicle, containing merchandise, from a station to a trader’s 
place of business, where the vehicle is discharged ; the merchandise 
being delivered to the consignee. Or, if needful, the vehicle is loaded 
with goods consigned to traders located in different parts of a town 
or district, and successive stoppages are necessary to effect delivery. 
After a journey is completed, the vehicle is, m most cases, conveyed 
back, empty, but, whenever practicable, it is reloaded at the last 
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place of stoppage, or at other works, warehouses, or shops in the 
vicinity — stopping as required — and conveyed to the station. The 
action •of conveying a train of loaded or empty wagons between 
railway stations corresponds with that of conveying a loaded or empty 
vehicle to and from traders* places of business in a town or district 
in connection with a station. A train-load may be heavy or light, 
as also may be a loaded vehicle drawn by horses. Locomotives are 
employed to assist trains to ascend sections of railway that are inclines, 
and additional horses are requisite to haul loaded vehicles on sections 
of roadway that are steep. ^ 

In addition to the services constituting cartage, other duties need 
to be performed, and various requisites have to be provided, which 
it will be instructive to recount. Stables have to be built or rented 
in which horses may be lodged at night and during temporary cessa- 
tions from labour. The possession of fields for the purpose of pasturing 
animals occasionally is often found to be necessary The ownership 
or tenancy of structures and land involves the payment of rates and 
taxes Corn, hay, straw, water, and other articles of consumption, have 
to be purchased. Fires and artificial light are needed which are paid 
for in the form of coal and gas. It is requisite to buy gears for animals 
and suitable furniture for stables. Horses have to be cleaned, fed, 
and watered daily, Sundays included, and a bedding of straw provided 
at night. When ill, the animals must cease work and be medically 
treated. Hoise-shoes and shoeing are required peiiodically. Stable- 
men are employed to prepare the food, clean the harness, dry horse- 
cloths that have been exposed to the weather, and fulfil other duties. 
Time is spent in harnessing and unharnessing the iiorses, yoking them 
to vehicles and unyoking them, as occasion demands. Vehicles have 
to be oiled at times, and the upper parts kept clean. The provision 
of structures and land, the purchase of food and other requisites, and 
the discharge of the duties and obligations mentioned, are indispensable 
to the services constituting caitage although not actually forming a 
part of them, and may be desciibed as supplemental duties. 

In the course of cartage, stoppages are apt to occur, especially m 
large towns where the traffic is great in a.mount and progress difficult 
Delays frequently take place at stations and at traders’ places of 
business, prior to loading and unloading, and even during the opera- 
tions, owing to a variety of causes. Conveyance by road is affected, 
adversely, by snow, frost, and fog, and rain adds to the weight of 
vehicles and their loads. In calculating the cost of cartage, delays 
and hindrances, occasioned by circumstances such as described, must 
be looked upon as analogous to supplemental duties, or as unavoidable 
causes of expense. 

Generally, neither the stiength nor tbe capacity of road vehicles 
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is so great as that of railway wagons. Moreover, while there may 
be one-horse and two-horse drivers, it is unadvisable to entrust more 
than two horses to the care of one man. Consequently, a load contained 
in a railway wagon may have a greater weight than a team of two 
horses can draw, or may occupy a greater space than an ordinary 
road vehicle affoids. Bearing these things in mind, the manner in 
which general merchandise is consigned, to be conveyed by road and 
railway, alternately, and charged single sums, per ton, for the conjoined 
services, frequently creates conditions which make it impracticable for 
the measure of cartage performed in each case to accord with settled 
charges for the services constituting cartage, however calculated, as the 
following instances will show : — 

I. General merchandise, furnishing a full load for a railway wagon, 
may be consigned by a trader in one town to a trader in another town, 
and, in some cases, one journey will serve to convey the merchandise 
by road in each town ; in other cases, two or more journeys are 
requisite, owing to the weight or the bulk of the merchandise consigned 
being too great for the strength of a team of two horses or for the 
capacity of one vehicle. 

2 General merchandise, furnishing a full load for a railway wagon, 
may be consigned by a trader in one town to two or more traders in 
another town, and the rate and charges, per ton, for transport by 
lailway will be the same as if consigned to one trader. Assuming 
that one journey is sufficient to convey the merchandise by road 
m the fiist town, the different destinations in the second town 
might render two t>r more journeys requisite to effect delivery to the 
consignees. 

3. Small parcels of general merchandise are consigned, daily, by 
tiaders in one town to traders in other towns, and, frequently, have 
to be collected by different carters and conveyed, singly or in small 
groups, to the station, where they are sorted, placed in wagons, 
and despatched to their several destinations (Collection of small 
consignments). 

4 At each station wagons are received, daily, from other stations, 
and contain parcels for the same or for different traders In discharg- 
ing them, oppoitunity is afforded to sort the parcels so as to form full 
loads for one or more vehicles, as may be needful, after which they 
are conveyed and delivered to the respective consignees in orderly 
succession ; the operations being performed with convenience and 
economy (Delivery of small consignments). 

5. Also, as relevant to the subject, the land on which the buildings 
and streets of a town are constructed may be the side of a hill, and 
the position of the goods station may be high or low, according to the 
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course of the railway, rendering it more costly to cart goods to it than 
from it, or the reverse. 

It is a convenience to railway companies and traders to employ 
single sums, per ton, combining rates and charges for transport by 
railway with charges for cartage, but the changed conditions occasioned 
by altered circumstances such as described, which are constantly occur- 
ring, preclude, in some cases, the agreement of fixed charges for cartage 
with the services performed. If charges for cartage had to be computed 
without reference to rates and charges for transport by railway, the 
amounts obtained might be expected to measure the value of the 
services performed with a reasonable approach to correctness in each 
instance, but they could not then be added to rates and charges to 
form single sums, per ton Nevertheless, it can be shown how, in 
reference to general merchandise carried in open and in covered railway 
wagons, charges, per ton, for the services constituting cartage of such 
merchandise between a given station and the works, warehouses, shops, 
and other places of business situated in its neighbourhood, may be 
calculated as fairly as the conditions allow, and so as to be addable 
to the rates and charges, per ton, for transport by railway 

As already stated, the cost of clerical duties fulfilled by carters 
is included in the charges calculated for the terminal services of 
clerkage relating to transport by railway. There are, however, other 
duties, of a cognate character, to be discharged, wholly pertaining 
to cartage, for which it is necessary to compute charges Animals, 
vehicles, equipments, provendei, etc, have to be purchased, and the 
work often occasions interviews and the writing ^of letters. Owing 
to the continuous use of vehicles, harness, etc, repairs are constantly 
rendered needful. Hoises have to be re-shod at intervals, loose shoes 
refastened, and the shoes roughened during a time of frost when the 
streets become slippery. Invoices are sent by tradesmen monthly or 
quarterly, and it is requisite to check the items before the debts are 
paid. It is the duty of road carriers to keep accounts of all business 
transactions. Time-keepers are employed, and wages are paid weekly 
or fortnightly, the names of carters apd the amounts respectively 
due being entered in pay-lists Balance-sheets have to be prepared 
periodically. The work performed by carters and their teams, repre- 
sented by weights of loads, distances conveyed, and time occupied 
should be suitably recorded. The performance of these duties pei tains 
to the service of clerkage. 

In conveying merchandise by road, damage or loss may take place 
as in conveyance by railway, and from similar causes, rendering it 
necessary to calculate charges for risk. A certain amount of danger 
attends the passage of vehicles along a street or road, however slow may 
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be the pace. Omnibuses, cabs, light carts, tram-cars, and other descrip- 
tions of vehicles travel at a higher rate of speed than wagons loaded 
with merchandise, each vehicle being in charge of an individual who 
is not always a practised driver. Collisions often occur, sometimes 
unavoidably, but more frequently, owing to the insobriety, carelessness, 
or inexperience of drivers Collisions are, probably, the principal cause 
of damage to goods and vehicles, and injuries to horses, although other 
occurrences contribute to the liabilities of carriers in undertaking the 
risk of conveying merchandise by road Slippery roads duiing frosty 
weather render it difficult for horses to maintain their foot-hold in 
the act of drawing, and a fall may break^a limb. Inj'uries to horses 
frequently unfit them for further service. Fire is often the cause of 
property being damaged or destroyed, occasioning loss 

To correctly calculate charges for cartage, it is needful that the 
factors employed should result from information that requires to be 
carefully gathered and recorded. 

Let it be assumed that lorries are used to convey goods to and from 
a given station in connection with traders' places of business in the 
vicinity. 

Let it be supposed that the average weight of open lorry, including 
accessories, as ropes, binders, etc , is 30 cwts , and that the average weight 
of covered lorry, including accessories, as tarpaulins, as well as ropes, 
binders, etc, is 34 cwts. (It is taken into account that on fine days 
covers are not required) 

With reference to general merchandise carried on open and on 
covered lorries, let it be assumed that the ratio of the weight of empty 
lorries to the weiglft of loaded lorries, apart from the loads, conveyed 
one mile, is the same as of three to four, or that the weight of each 
loaded lorry requires to be increased by three-fourths to include the 
conveyance of empty lorries. Consequently, it is necessary to add 
22| cwts. to 30 cwts, making the total weight of open lorry 52^ cwts, 
or 2f tons, and to add 25^ cwts to 34 cwts., making the total weight 
of covered lorry 59^ cwts., or, say 3 tons, in order to include the 
conveyance of empty lorries. 

Let it be assumed that the average power employed per vehicle is 
equivalent to that of i-f- horses, or that for every six two-horse teams 
there is a one-horsed lorry 

Let it be supposed that the distance to which cartage is limited is 
one mile, and that the average distance that general merchandise is 
carted is three-quarters of a mile. 

Let it be assumed that the average speed of draught horses 
employed is 2^ miles an hour, or three-quarters of a mile in 20 
minutes 

Let it be supposed that the average weight of load carted per 
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journey is 30 cwts., and that the average time occupied in loading or 
unloading is 24 minutes. 

Let charges for cartage be computed in reference to a limited 
numbef of the weights of loads distinguishing the grades in the illus- 
trative Table prepared for general merchandise forming the first and 
second divisions of traffic. Let the greatest and least weights of loads, 
the cost of carting which, with the intermediate distinguishing weights 
of loads, is to form the subject of calculation, be 2 j^ tons and i ton for 
consignments peitaining to the first division, and si tons and i ton for 
consignments pertaining to the second division of traffic These weights 
of loads are employed to distinguish, respectively, grade 17 and the final 
grade for each division of traffic (Ex. 12). By this procedure, it is 
intended that the total charge, per ton, for cartage, appiopriate to 
grade 17, shall apply to consignments pertaining to the first and second 
divisions of traffic, whose weights exceed 2|^ tons and 3^- tons, respect- 
ively, and that the total charges, per ton, for cartage, appropriate to 
grades 28 and 29, shall apply to consignments pertaining to the first 
and second divisions of traffic, lespectively, whose weights are less than 
I ton , and that the advantage derived from the cartage of heavier loads 
shall be held to compensate for the disadvantage resulting from the 
cartage of lighter loads. 

The successive operations constituting cartage, namely, loading, 
binding, covering, conveying, uncovering, unbinding, and unloading, 
take place, ordinarily, without interruption, and must be treated as a 
continuous process During the fulfilment of these duties, hoise-power, 
a vehicle and its accessories, and an attendant who is, in turn, loader, 
driver, and unloader, are either partially or fully esiployed. Altering, 
for the sake of convenience, the order in which the operations are 
performed, and dividing them into constituent parts, the cost of 
which is to be separately calculated, the services performed are as 
follows : — 


Conveyance 


Names of Services 


1. Haulage, or the work accomplished 

by one or two horses under the 
guidance of one man. 

2. Truckage, or the use of a road' 

wagon and its accessories. 


Haulage 

Truckage. 


First and Second Terminal Services. 


3, Stoppage to load, bind, and cover" 
when required, fully employing 
one man and including the partial 
employment of one or two horses. ^ 


First combined terminal ser- 
vices of stoppage and 
porterage. 
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4 


5 * 


6 


Truckage, or the use of a road 
wagon and its accessories during - 
the time of stoppage 
Stoppage to uncover, when lequired," 
unbind, and unload, fully employing 
one man and including the partial 
employment of one or two horses ^ 
Truckage, or the use of a roadl 
wagon and its accessories during - 
the time of stoppage. I 


First terminal service of 
truckage. 

• 

Second combined terminal ser- 
vices of stoppage and 
porterage. 

Second terminal service of 
truckage. 


To these must be added * — 


7. Sundry cleiical duties . . . Clerkage. 

8. Risk, or liability to suffer loss . . Risk. 


In computing the cost of haulage, stoppage, and porterage, forming 
the principal services relating to cartage, the expenses to be taken into 
account aie as follows — 

Wages and salaries of carters, stablemen, and superintendents 
Consumption of corn, hay, water, fuel, etc., and the provision of straw 
for bedding 

Repairs of harness, etc., and of furniture for stables. 

Allowance for the medical treatment of horses when ill 
Allowance for the replacement of horses when accidentally in- 
capacitated or old and unfitted for work (Depreciation of 
animals). 

Allowance for the renewal of harness and other necessary furniture 
when worn out (Depreciation of furniture for horses and stables) 
Rent of stables, land, and fields. 

Suppletive duties. 

Changes of weather. 

Taxes. 

In addition, provision must be made for profit on the capital invested 
in horses, equipments, etc. 

In calculating the cost of truckage, forming a part of the service of 
conveyance and a part of the first and second terminal services rendered 
during the time of stoppages in relation to cartage, the expenses to be 
taken into account are as follows : — 

Consumption of stores as oil, grease, straw for packing purposes, etc* 
Repairs of vehicles, tarpaulins, ropes, chains, etc 
Allowance for the renewal of vehicles, tarpaulins, ropes, chains, etc , 
when worn out (Depreciation of road vehicles) 

12 
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In additiorl provision must be made for profit on the capital invested 
in road vehicles and their accessories. 

In ■calculating the cost of clerkage relating to cartage, the expenses 
to be faken into account are as follows • — 

Wages and salaries of clerks and superintendents. 

Consumption of stationery, cost of postage, etc. 

Rent of offices supplied with necessary furniture. 

Should there be no outlay of capital, nothing beyond adequate 
provision for the cost of clerkage is required. 

Concerning risk, the loss in relation to merchandise, animals, and 
vehicles arising from accidents and other causes, sustained annually, 
which should be recorded, is the only guide in estimating the degree of 
responsibility attending the service of cartage. 

Having regard to the cartage of general merchandise carried on open 
and on coveied lorries • — 

Let the sum chosen to compute charges for haulage, forming a part 
of the service of conveyance, be yoood per ton of load and lorry. 

Let the sum chosen to compute charges for truckage, forming a part 
of the service of conveyance, be vgod per ton of load and lorry. 

Let it be granted that a first and second terminal service of the 
same denomination are alike in extent and value when performed in 
reference to consignments of equal weight. 

With respect to the combined terminal services of stoppage and 
porterage, it will be needful to repeat the procediire adopted in cal- 
culating charges for the terminal services of porterage relating to 
transport by railway (Ex. y). This consists in letting the weights of 
vehicles bearing loads, as well as the weights of loads, enter into the 
computation, and affords an efficient means for regulating the progressive 
increase of charges, per ton of load, in any degree that may be considered 
just. Therefore, let the sums chosen to compute charges for each com- 
bination of the terminal services of stoppage and porterage be 2-iood 
per ton of load and i osor^. per ton of lorry bearing the load. The 
weights of lorries have been increased by three-fourths to include the 
weights of empty lorries conveyed, and need to be decreased. Instead 
of altering the weights, it will be more convenient and equally effective 
to diminish, in a corresponding degree, the sum to be employed as a 
factor with the weights. Therefore, in place of vosod., let -eood. per 
ton, or four-sevenths of the sum, be employed as a factor with the 
unaltered weights of lorries in computing charges for each combination 
of the terminal services of stoppage and porterage. 

The terminal services of truckage refer only to the weights of lorries 
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bearing loads, and the charges must be computed accordingly. It shall 
be assumed that, during the periods of loading and unloading, vehicles, 
being stationary, deteriorate less than when in motion, and, consequently, 
that a reduced sum may be employed to calculate charges for the 
terminal services of truckage. 

Let the sum chosen to compute charges for each teiminal service of 
truckage be 'oyod, per ton of load and of lorry bearing the load. The 
weights of lorries have been increased by three-fourths to include the 
weights of empty lorries conveyed, and need to be decreased. Instead 
of altering the weights, it will be more convenient to lessen, in a corre- 
sponding degree, the sum to be employed as a factor with the weights. 
Therefore, instead of -oyod, let *040^. per ton, or four-sevenths of the 
sum, be employed as a factor with the unaltered weights of lorries in 
computing charges for each terminal service of truckage. 

Let the sum chosen to compute charges for the service of clerkage 
be i^od. per ton of load and lorry, including the weight of empty loriies 
conveyed. 

Let the sum chosen to compute charges for risk be *120^. per ton of 
load and lorry, including the weight of empty lorries conveyed. 

Calculated by means of the sums chosen, charges for services, 
liabilities, and obligations, relating to the cartage of general mer- 
chandise, forming the first and second divisions of traffic between a given 
station and traders' places of business in the vicinity, are shown, separ- 
ately and unitedly, m Example 16, following. The grades made use of are 
identical with those in Example 12, and the same weights of loads 
are employed to distinguish them. From grade 17 to the final grade, 
inclusive, for each division of traffic, the distinguishing weights of loads 
are joined with the average weights of lorries ; the latter increased by 
three-fourths to include the conveyance of empties. Unit-weights of 
loads joined with fractional weights of lorries, whose ratios are equal, 
or nearly equal, to the ratios of the weights of loads joined with the 
weights of lorries respectively distinguishing the grades referred to, aie 
entered in the columns to form factors in the computation of charges. 
To guard against misapprehension, it may be remarked that the weights 
of lorries proportionate to unit- weights of loads differ from the weights 
of (railway) wagons proportionate to unit-weights of loads. 

For reasons already stated, the weight of lorry proportionate to 
unit-weight of load, calculated for grade 17, is assumed to be appropriate 
to preceding grades, embracing both divisions of traffic. 

If the total charges forming a scale of charges for cartage, in the 
preceding Example, were added to the scales of rates and charges 
for transport by railway, in Example 12, scales of rates and charges, 
per ton of load, including charges for cartage in connection with one 
terminal station, would be obtained. A carting staff is not provided 
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at every station, and, consequently, general merchandise conveyed from 
station to station may be carted by a railway company or its agents in 
connection with both stations, with one station only, or with neither 
station, according to circumstances. 

For the sake of clearness, let places that have carting staffs be called 
towns and those that are not so provided be called villages. If the same 
scale of charges for cartage were deemed appropriate for all towns, two 
Tables of Rates and Charges, including charges for cartage, would be 
required, as follows . — 


Town linked with town would lequire two scales ^ 
of charges for caitage 

Town linked with village would require one scale 
of charges for cartage ) 


to be added to the 
scales of rates and 
charges for trans- 
port by railway. 


It is likely, however, that different scales of charges for cartage will 
be requisite, if only because of the diverse conditions created by large 
and small towns If two different scales of charges for cartage were 
established, the higher scale to apply to large towns and the lower scale 
to apply to small towns, five different Tables of Rates and Charges, 
including chaiges for cartage, would be necessary, as follows — 


Large town linked with large town would require 
two identical scales of charges for caitage 
Small town linked with small town would require 
two identical scales of charges for cartage 
Large town linked with small town would require 
two different scales of charges for cartage 
Large town linked with village would require the 
higher scale of charges for cartage 
Small town linked with village would require the 
lower scale of charges for cartage / 


to be added to the 
^ scales of rates and 
charges for trans- 
port by railway. 


Probably, more than two scales of charges for cartage will be needed, 
having in mind the differences in population, area of land occupied, and 
other considerations, with regard to the many cities and towns in the 
country; and, naturally, each additional scale of charges will necessitate 
an increase of the number of Tables of Rates and Charges for the 
conjoined services. 

When charges for cartage are added to rates and chaiges for transport 
by railway, the fact may be intimated by joining the small letter c, 
accompanied by the figures i or 2, to the symbols Ai and Bi. If 
thus used, the symbols, and Bici, would denote that the sums, 
per ton of load, in a Table, included charges for cartage in connection 
with one station, as well as rates and charges for the transport of general 
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merchandise in open and in covered wagons by one railway company , 
and the symbols Aicz and jBic2 would mean that the sums, per ton of 
load, in a Table, included charges for cartage in connection wiih two 
stations, in addition to rates and charges for transport by one railway 
company. 

The number of Tables of Rates and Charges, including charges for 
cartage, required in all, will depend on the number of scales of charges 
for cartage that it may be found necessary to establish. The scales of 
charges for cartage should be progressively numbered, and the No. of 
the scale appropriate to each station at whicii a carting staff is provided, 
should be printed in immediate connection with the name of the station. 

Presuming that the mode of calculating charges for cartage so as 
to be unitable to rates and charges for transport by railway has been 
sufficiently set forth, it is considered unnecessary to furnish a Table of 
Rates and Charges, including charges for cartage, in further illustration 
of the subject. 

Computed by means of a sum, per ton, for cartage, the amounts 
yielded for small consignments of merchandise will not prove a sufficient 
recompense for the services rendered. The stoppage of a loaded or empty 
vehicle, drawn by one or two horses in charge of an attendant, at a 
station or a trader’s place of business, to deliver or receive a parcel, 
however small, occupies an appreciable space of time and occasions 
expense It becomes necessary, therefore, to establish minimum charges 
for the first and second combined terminal services of stoppage and 
porterage, respectively performed in relation to the cartage of small 
consignments of general merchandise comprised in the first and second 
divisions of traffic. 

If, in all cases, small consignments were delivered, separately, to 
consignees, and collected, separately, from consignors, the cost would 
be very considerable ; but, although in some instances separate delivery 
and collection take place, on many occasions parcels from different 
consignors are delivered at one time to a consignee, and are collected at 
one time from a consignor to be conveyed to different consignees. The 
latter occurrences compensate, to some extent, for the former, and 
supply a reason for modifying the respective amounts that it is requisite 
to establish as minimum charges. 

Using the scale of charges for cartage, furnished in Example 16, for 
the purpose of illustration, let the sum chosen as the minimum charge 
for each combination of the terminal services of stoppage and porterage, 
performed m reference to single consignments of general merchandise 
carried on open lorries, be a half-penny, or for the first and second 
combined terminal services of stoppage and porterage, one penny. At 
7*44^ per ton, which forms the total charge for the first and second 
combined terminal services of stoppage and porterage, calculated in 
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rcfeiencc to grade 28 in Example 16, or the final grade for general 
merchandise earned on open lorries, 2 cwts. 2 qrs. 21 lbs yields one 
penny. ^ Therefore, having regard to these services, consignments of 
general merchandise that are carried on open lorries and weigh less than 
2 cwts 2 qrs 21 lbs. become small consignments for which the sum 
of one penny is to be charged in each case. 

Let the sum chosen as the minimum charge for each combination of 
the terminal services of stoppage and porterage, performed in regard to 
single consignments of general merchandise carried on covered lorries, 
be three farthings, or foi the^rst and second combined terminal services 
of stoppage and porterage, three halfpence At y'Zod. per ton, which 
forms the total charge for the first and second combined terminal 
seiwices of stoppage and porterage, calculated in reference to grade 29 
m Example 16, or the final grade for general merchandise carried on 
covered lorries, 3 cwts. 3 qrs 1 1 lbs., yields three halfpence. Therefore, 
having regard to these services, consignments of general merchandise 
that are carried on covered lorries and weigh less than 3 cwt. 3 qrs 1 1 lbs. 
become small consignments for which the sum of three halfpence is to 
be charged in each case. 

Let it be supposed that the total charges for cartage, in Example 16, 
have been added to the rates and charges, in Example 12, to form a 
fresh Table of Rates and Charges, per ton, including charges foi caitage 
in connection with one station. In order to make due provision for the 
expense of collecting and delivering small consignments of general 
merchandise carried on open and on covered lorries, respectively, it 
would then be necessaiy to enter the minimum charges for the first and 
second combined terminal services of stoppage and porterage, relating 
to cartage, in line with the minimum charges for the first and second 
terminal services of clerkage and porterage, relating to transport by 
railway ; and, by means of the sums, per ton, forming charges for the 
first and second combined terminal services of stoppage and porterage, 
appropriate to grades 28 and 29 (Ex. 16), respectively, to compute 
deficiencies, or the -amounts wanted to make up minimum charges for 
cartage, with reference to the divisional weights, m the manner shown m 
Examples 13 and 14 The divisional weights would have to be slightly 
extended in order to embrace 3 cwts. 3 qrs. 1 1 lbs., the assumed limit of 
weight for small consignments carried on covered lorries. It would also 
be needful to show, in connection with each division of traffic, the sums, 
stated in pence and farthings, denoting the total deficiencies relating 
to the first and second combined terminal services of stoppage and 
porterage (cartage) and the first and second terminal services of 
clerkage and porterage (transport by railway), inclusively, to be added 
to amounts calculated by means of rates and charges, and charges for 
cartage in connection with one station, combined, when applying to 
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small consignments that pertain to the divisional weights, m the manner 
shown in Example 15. 

By doubling the total charges for cartage in Example 16, and^addmg 
them to the rates and charges in Example 12, an additional Table of 
rates and charges, including charges for caitage in connection with two 
stations, would be formed In that event, the minimum charges for the 
first and second combined terminal services of stoppage and porterage, 
lelating to cartage, would have to be doubled also, and deficiencies would 
have to be computed by means of doubled sums, per ton, forming 
charges for the first and second combined terminal services of stoppage 
and porterage, appropriate to grades 28 and 29, respectively. This 
procedure would not affect the two limits of weight marking small 
consignments of general merchandise carried on open and on covered 
lorries, respectively, because the scale of charges for cartage w^ould be 
the same for each of the two stations ; but the sums, denoting the total 
deficiencies, to be added to amounts calculated by means of the rates 
and charges, and charges for cartage in connection with two stations, 
combined, would be increased. Consequently, renewed calculations, 
similar to those in Examples 13, 14, and 15, would be necessary to 
fit the altered circumstances. 

The establishment of different scales of charges for cartage, which 
seems unavoidable, and their respective union with rates and charges to 
agree with the circumstances of each pair of linked stations, will increase 
the number of Tables of Rates and Charges, and charges for cartage, 
combined. Joined with, each Table, it will be needful to show the sums, 
denoting the totaLdeficiencies calculated in reference to the divisional 
weights, that require to be added to amounts computed by means of the 
rates and charges, and charges for cartage, combined, when applying to 
small consignments of general merchandise carried on open and on 
covered lorries, to make up the respective minimum charges. 



CHAPTER XII 

SOUTH NORXpERN RAILWAY COMPANY 

ARTICLES OF EXTRAORDINARY WEIGHT OR DIMENSIONS CARRIED IN 
PECULIARLY-CONSTRUCTED WAGONS 

Single articles of merchandise that are too heavy or too large to be 
carried in wagons of ordinary form or size constitute the third division 
of traffic To leceive and carry them with safety, it is requisite to build 
vehicles of peculiar shape and of considerable length, with bearing parts 
of great power. Being unsuited to carry other kinds of merchandise, it 
is customary to restrict their use to the purpose for which they are 
designed. Taking the whole of the country into consideration, only a 
few firms, comparatively speaking, manufacture or produce merchandise 
that requires peculiarly-constructed wagons for its transportation. Boilers, 
fly and spur wheels, colliery pulleys, and huge castings may be mentioned 
as some of the articles comprised in this division of traffic. Vehicles of 
peculiar construction, built for a special purpose and limited thereto, 
cannot, except on rare occasions, be reloaded at the stations where they 
have been discharged. Generally, after being unloaded, they are con- 
veyed to one or other of the few stations where suitable loads can be 
looked for. Consequently, the weight of empty wagons of this descrip- 
tion may be expected to be equal to, if not greater than, the weight of 
loaded wagons, apart from the loads, conveyed one mile. 

It IS possible that peculiarly built vehicles may not be so frequently 
employed as ordinary wagons, by reason of having to wait, at times, for 
suitable loads. Deterioration from atmospheric causes takes place 
whether a wagon stands idle or is employed, and it may be found advis- 
able to charge more, per ton, for the use of vehicles of the character 
described than for the use of ordinary wagons. This is a matter that 
will require to be carefully considered. Meantime, to serve the purpose 
of illustration, the sums already made use of as factors to calculate charges 
for the terminal and interterminal services of truckage, rendered in rela- 
tion to general merchandise, will be employed to compute charges for the 
same services rendered in relation to articles of merchandise of uncommon 
weight or dimensions. 

Some senders and some receivers of this description of merchandise 

i86 
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have private sidings in proximity to their works, which are connected 
by junctions with the railway, whilst other traders are not so circum- 
stanced Hence, articles of extraordinary size or weight may be conveyed 
from stations to stations, from private sidings to private sidings, from 
stations to private sidings, or from private sidings to stations ; the 
respective locations of the consignors and consignees jointly determining 
the matter in the case of each consignment 

Screw-jacks and other portable machinery are often used as instru- 
ments to raise and lower articles of great weight in connection with the 
loading and unloading of wagons at station^ ; the cranes commonly pro- 
vided at these places not being strong enough for the purpose. The 
men employed by firms producing large or heavy articles are, from 
experience, well qualified to handle them, either by placing them in 
position on wagons preparatory to conveyance by railway, or by trans- 
ferring them from railway wagons to vehicles prior to conveyance by 
road. For these reasons, railway companies are seldom called upon to 
perform the services of porterage in relation to articles of extraordinary 
weight or dimensions ; the consignors or consignees usually furnishing 
the labour and machinery required. It will, therefore, be expedient to 
omit the calculation of charges for the first and second terminal services 
of porterage with reference to merchandise comprised in the third division 
of traffic 

Let it be assumed that articles of extraordinary weight or dimensions, 
constituting the third division of traffic, are conveyed from stations to 
stations in vehicles provided by the railway company, specially con- 
structed for the purpose; and let the symbols, Ciy be used to denote 
that such articles are conveyed by one railway company only, under the 
conditions stated. 

Let It be assumed that the greatest weight of load which a pecu- 
liarly-constructed wagon may carry is twice the weight of the wagon 
itself. 

Let It be supposed that the ratio of the weight of empty wagons to 
the weight of loaded wagons, apart from the load^ conveyed i mile, is 
the same as of i to i, or that the weight of each loaded wagon requires 
to be doubled in order to inclnde the conveyance of empties 

On these grounds, when a peculiarly-constructed wagon carries its 
greatest weight of load, and the weight of the wagon has been doubled 
to include the conveyance of empties, the weight of wagon proportionate 
to unit- weight of load will be i ton, corresponding to grade 9. 

Let it be assumed that wagons of two sizes are built specially to 
carry articles of unusual weight or dimensions ; one size of wagon 
weighing 16 tons, including its accessories, and registered to carry 32 
tons ; the other weighing 12 tons, including its accessories, and registered 
to carry 24 tons 
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Inasmuch as articles in the third division of traffic vary, considerably, 
in weight, while still retaining their distinctive character with regard to 
sire, it i^'ill be necessary to employ a laige number of grades to provide 
for contingencies There will, however, be no occasion to specify the 
grades suitable for full loads furnished by articles of any description in 
this division of traffic. The w'eight of each article consigned, joined 
with the weight of w'agon in which it is earned, doubled to include the 
conveyance of empties, wall approximate to one of the weights of loads 
employed to distinguish the grades, and the rates and charges, calculated 
for the grade indicated, will ^ply — with the proviso that a larger amount 
must not be charged foi a less load than foi a greater 

Let twenty-one grades. Nos 9 to 29, be assigned to the third division 
of traffic, and let the weights of loads chosen to distinguish the grades 
and to be joined respectively with the weights of the two sizes of wagons, 
doubled to include the conveyance of empties, be as follows . — 


Mui.handise consisting oj ai tides of cxtiaoidmaiy ivtighi oi dimensions fo/ming the thud 

division of ti affit 


Nos 

of 

grades 

Distinguishing weights 
of loads to be joined, 
indiMdually, with 
tons, or twice the weight 
of the larger \\ agon, 

16 tons 

Successive 
decreases of 
w eight 

1 

Nos 

of 

glades 

Distinguishing weights 
of loads to be joined, 
individually, with 24 
tons, or twice the weight 
of the smaller wagon, 

12 tons 

Successive 
decreases of 
weight 


Tons 

Tons 

ewts 

qrs 

1 Tons 

CWti 

QTS 


ro7is 

Tons 1 

cwts 

Q 7 S 

T071S 

' civts 

qis 

9 

32 

or 

32 

0 

0 


— 


9 

24 

or 

24 

0 

0 


— 


10 

29tV 

j j 

29 

2 

0 

2 

18 

0 

10 

21-i 

J J 

21 

16 

0 

2 

4 

0 

II 

26H 

j j 

26 

13 

0 

2 

9 

0 

II 

20 

33 

20 

0 

0 

I 

16 

0 

12 

24 


24 

0 

0 

2 

13 

0 

12 

iS 

3 3 

IS 

0 

0 

2 

0 

0 

13 

2I-i 

>5 

21 

16 

0 

2 

4 

0 

13 

l(>~h 

3 3 


7 

0 

I 

13 

0 

14 


> j 

19 

12 

0 

2 

4 

0 

14 

i 4 iV 

33 

14 

H 

0 

I 

13 

0 

15 

in 

J 3 

17 

16 

0 

I 

16 

0 

15 

i 3 -/ir 

33 

13 

7 

0 

I 

7 

0 

16 

16 

>) 

16 

0 

0 

I 

16 

0 

16 

12 

33 

12 

0 

0 

I 

7 

0 

17 

14 !^ 

J J 

14 

II 

0 

I 

9 

0 

17 

iOi’tt 

5 J 

10 

18 

0 

I 

2 

0 

iS 

ijdi) 

? 3 

13 

7 

0 

I 

4 

0 

18 

10 

33 

10 

0 

0 

0 

18 

0 

19 

I2tV 

33 

12 

3 

0 

I 

4 

0 

19 

9tV 

3 3 

9 

2 

0 

0 

18 

0 

20 

II 

3 3 

II 

0 

0 

I 

3 

0 

20 

8i 

33 

8 

5 

0 

0 

17 

0 

21 

10 

J 3 

10 

0 

0 

I 

0 

0 

21 

7 i 

35 

7 

10 

0 

0 

15 

0 

22 

9 iij 

33 

9 

I 

0 

0 

19 

0 

22 

n 

53 

6 

16 

0 

0 

14 

0 

23 

H 

33 

S 

4 

0 

0 

17 

0 

23 


33 

6 

3 

0 

0 

13 

0 

24 

7 A 

53 

7 

9*1 

0 

0 

15 

0 

24 


3 3 

5 

II 

2 

0 

II 

2 

25 

6i 

33 

6 

15 

0 

0 

14 

0 

25 


3 3 

5 

I 

0 

0 

10 

2 

26 


3 3 

6 

3 

0 

0 

12 

0 

26 

45 

,, 

4 

12 

0 

0 

9 

0 

27 

5 il 

33 

5 

12 

0 

0 

II 

0 

27 * 

4 t 

3 3 

4 

4 

0 

0 

8 

0 

28 

51^(7 

33 

5 

2 

0 

0 

10 

0 

28 

0 ta 
OflT 

53 

3 

16 

2 

0 

7 

2 

29 

4 H 

33 

4 

13 

0 

0 

9 

0 

29 

3 i 

33 

3 

10 

0 

0 

6 

2 


Let It be made a condition that any consignment of merchandise 
weighing less than the weight of load distinguishing the final grade 
appropiiate to the weight of wagon in which the consignment is cariied, 
shall be charged not less than as for such distinguishing weight. Con- 
sequently, the minimum weights of loads for consignments pertaining to 
the third division of traffic, carried in the two sizes of wagons .adopted 
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for illustration, will be 4^ tons and 3I tons, respectively employed to 
distinguish grade 29. 

In the process of illustrating the method of calculating rates and 
charges for merchandise m any division of traffic, it is undesirable to 
repeat Examples if the factors to be made use of are identical. Instead 
of doing so, it will suffice to refer to the Nos. of the Examples already 
furnished 

With regard to merchandise included in the third division of traffic^ 
conveyed under the conditions stated, the rates, so far as concerns grades 
9 to 29, and the consecutive distances to which they are to apply, will be 
identical with those employed in reference to general merchandise. The 
charges for the terminal services of stoppage and the junctional services 
of stoppage, railage, haulage, and truckage will be identical also, because 
these services, viewed individually, are assumed to be rendered in relation 
to loaded wagons and empty wagons during equal periods of time ; and 
inasmuch as the fractional weights of wagons, respectively joined with 
the unit-weights of loads, include a proportionate part of the weight of 
empty wagons, the factors to be employed to calculate charges for the 
terminal and junctional services mentioned, performed in reference to 
articles of extraordinary size or weight, will correspond with the factors 
employed to compute charges for the same services rendered in relation 
to general merchandise. 

Charges for the services of porterage will not be computed for reasons 
already stated 

The movements of vehicles specially designed to carry articles of 
great weight or magnitude should be continuously recorded in order 
that the ratio of the weight of empty wagons to the weight of loaded 
wagons, apart from the loads, conveyed i mile, may be correctly 
ascertained from period to period. By continuing to apportion the cost 
in the same manner as before, the charges for the services of clerkage 
computed for general merchandise will appropriately apply to merchandise 
in the third division of traffic 

The charges for risk and extraneous services, calculated for general 
merchandise, will fitly apply to merchandise in the third division of traffic. 

Accordingly, scales of rates, embracing grades 9 to 29 inclusive, 
with the consecutive distances to which they apply, and charges for 
sei vices, liabilities, and obligations, mentioned below, calculated for 
general merchandise and forming a part of the illustrative Examples 
already furnished, will be appropriate for merchandise in the third 
division of traffic as follows — 

Scales of rates, including taxes, for grades 9 to 29, ^ 

and the consecutive distances to which theyV as in Example ii. 
are to apply, J 
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Charges for the first and second terminal services) 
of stoppage, including taxes, 

Charges for the junctional services of stoppage, \ 
railage, haulage and truckage, including taxes,] 
Charges for the first and second terminal services^ 
of clerkage, 

Charges for risk 
Charges for extraneous services 






as in Example 2. 
as in Example 6. 
as in Example 8 

as in Example 9 
as m Example 9. 


The services of railage, haulage and truckage, relating to loaded and 
empty wagons, respectively, •are fulfilled at first and second terminal 
stations during unequal periods of time. Therefore, in arriving at the 
charges for each service it is necessary that the weights of loaded wagons, 
apart from the loads, and the weights of empty wagons, should separately 
form the subject of computation. It has been assumed, with regard to 
general merchandise, that the ratio of the weight of empty wagons to 
the weight of loaded wagons, apart from the loads, conveyed i mile, is 
the same as of i to 4, and with regard to articles of extraordinary weight 
or magnitude, as of i to i, and the weights of wagons have been increased 
accordingly. Instead of decreasing the weights of wagons with the 
object of calculating appropriate charges for the terminal services named, 
it is preferable to let them remain unaltered, and to lessen, in a corre- 
sponding degree, the sums to be employed as factors with them in the 
computation of chaiges, per ton. The sums to be employed as factors 
with the unaltered weights of wagons in calculating charges, per ton, for 
the first and second terminal services of railage, haulage, and truckage, 
will differ for each change of ratio, and, consequently, w^ll render necessary 
the provision of fresh Examples to show the altered charges. 

Let it be supposed that when peculiarly-constructed wagons are dis- 
charged at stations, and have to be sent, empty, to other stations to be 
loaded, one day is required to move them from the sidings in which they 
stand, place them in position for departure, and despatch them. Also, 
when they arrive at the stations where they have to be loaded, let it be 
supposed that half a day is required to place them in position for load- 
ing, and half a day to load, marshal with others, and despatch them 
Although the services of railage, haulage, and truckage, fulfilled with 
regard to empty wagons at second terminal stations, properly pertain to 
first terminal services, it must be remembered that, in some instances, 
the respective terminal places will be a station and a private siding, the 
latter being provided by a trader. Therefore, m order that each terminal 
place, whether station or private siding, may be duly credited with the 
services rendered thereat, it is needful that the charges calculated for the 
services refen ed to should be added to the charges calculated for 
the second terminal services of the same denomination 
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Let it be supposed that the maximum period of time allowed for 
peculiarly constructed wagons to remain under load at second terminal 
stations, for the convenience of traders, is three days, and that the average 
period of time during which they remain before they are discharged 
is two days. By this assumption the average period of time during 
which the second terminal services of railage, haulage, and truckage are 
performed, in relation to loaded wagons, is two days. 

Let the sums chosen to compute charges for that portion of the first 
terminal service of railage which is rendered at first terminal stations in 
relation to articles of extraordinary size or weight, during a period of 
half a day, be *150^. per ton of load, and, tluring a period of one day, 
•300^. per ton of wagon, including taxes and profit* The weights of 
wagons have been doubled to include the conveyance of empties, and 
should be decreased. Instead of altering the weights it will be more 
convenient to decrease, in a corresponding degree, the sum to be 
employed as a factor with the weights. Therefore, let *iSod, per ton, or 
one-half of *300^, be employed as a factor with the unaltered weights of 
wagons in computing charges for that portion of the first terminal service 
of railage which is rendered at first terminal stations. 

Let the sums chosen to compute charges for the second terminal 
service of railage, rendered in relation to articles of extraordinary size or 
weight during a period of two days, be '6ood. per ton of load and '6ood. 
per ton of wagon, including taxes and profit. To correct the weights 
added for the conveyance of empties, let *300^/. per ton, or one-half 
of 600^/, be employed as a factor with the unaltered weights of wagons 
in computing charges for the second terminal service of railage. 

Let the sum chonen to compute charges for that portion of the first 
terminal service of railage which is rendered at second terminal stations 
in relation to empty wagons of peculiar construction, during a period of 
one day, be '^ood per ton, including taxes and profit Since the weights 
of wagons have been doubled to include the conveyance of empties, the 
sum named is applicable to one-half of the increased weights of wagons. 
Instead of altering the weights, let *150^. per ton, or one-half of 300^, 
be employed as a factor with the unaltered weights ofwagons to compute 
charges for that portion of the first terminal service of railage which is 
rendered at second terminal stations. 

Resulting from the employment of the sums chosen, charges for the 
first and second terminal services of railage, rendered in regard to articles 
of extraordinary size or weight, are shown in the next Example (Ex, 17). 

Let the sums chosen to compute charges for that portion of the first 
terminal service of haulage which is performed at first terminal stations 
in relation to articles of extraordinary size or weight, during a period of 
half a day, be *300^. per ton of load, and, during a period of one day, 
'600^. per ton of wagon, including profit. To correct the weights added 



RAILWAY RATES 


192 


EXAMINE 17 


SOUTH NORTHERN 


of ext) aotdinafy xoeight ot thmoisiois earned di peudiajly- 


Nos OF Grades 

9 

10 

II 

12 

13 

14 

15 

16 


Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Cl. Distinguishing eights of 









loads (i) 

Weights of wagons (16 tons 4- 

32 

29* 

26}^ 

24 

2li 

19-} 

I7t 

16 

16 tons for empties) ' 

32 

32 

32 

32 

32 

32 

32 

32 

Cl. Distinguishing weights of 




18 

i6:/Tr 

14x1? 

^ 3 -h 


loads (2) 

Weights of wagons (12 tons + 

24 

2I-i 

20 

12 





12 tons for empties) 

24 

24 

24 

24 

24 

24 

24 

24 

Unit-w'eights of loads 
Proportionate w^eights of 

I 

I 

I 

iinr 

I 

I 

li^ 

I 

I 

I 

w^agons 

I 


li^ 


2 

Totals 

2 


2;^ 


2H 


2|^ 

3 


Pei ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 


of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load 


d 

d 

d 

d 

d 

d 

d 

d 

Charges for a portion of the 1st 









terminal serMce of railage, 
computed at i^od per ton 









of load 

150 

150 

150 

150 

150 

150 

150 

150 

And at \^od per ton of w^agon 

Total charges for a portion of 
the 1st terminal service of 
railage 


165 

I So 

200 

220 

245 

270 

300 

300 

315 

1 330 

350 

370 

395 

420 

450 

Charges for the 2nd terminal 





r 




service of railage, computed 
at ^ood per ton of load 


600 

600 

600 

600 

600 


600 

And at 300i/ per ton of wagon 
Charges for that portion of the 


330 

360 

1 

400 

440 ! 

490 

540 

600 

1st terminal service of railage 
which IS rendered at 2nd 









terminal stations, computed 
at 150^/ per ton of wagon 

Total charges for the 2nd and 
a portion of the 1st terminal 

150 

165 

180 

200 

220 

245 

270 

300 

I 050 

1 095 

I ^140 

, I 200 

I 260 

I 335 

I 410 

I 500 

service of railage 

Total charges for the ist and 









2nd terminal services of 
railage, including taxes 

I 35° 

I 410 

1 470 

I 550 

1 630 

1 730 

I S30 

I 950 
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RAIL\\ \Y COMP\NY 

consinried zja^jns — Chaises fjt first and Setond hyminal sen^zas of railage 


: 

iS 

19 

20 

21 

22 

23 

24 

25 

26 

27 

28 

29 

Tons 

Tons 

Tons ' 

Tons 

Tons 

Tons 

Tons 

Tonb 

Tons 

Tons 

Tons 

Tons 

Tons 

hh 

I 3 ru 

I2_^ 

II 

10 

9 .V 

Sjr 


6$ 


5 ^ 

5lV 

4 H 

32 

32 

32 

32 

32 

32 

'•0 

j2 

32 

32 

32 

32 

32 

32 

i 

lOilr 1 

10 

9 iV 

Si 

>7X 

7 A 

6! 

6.;- 

5 514 

5-V 

4 ^ 

4 l 



24 j 

24 

24 

24 

24 

24 

24 

24 

24 

24 

24 

24 

24 

I 

I 

I 

■ 

m 

* 

I 

I 

I 

I 

z 

I 

I 

2t:V 

2f0 

2K 

■ 



3jS 

4tit 

. . _ 

4 H 





; 

of 2 
OoO 

3 K i 

3 jo' 



ig 

Stit 

5H 



7/7 

71 ^ 

Per ton Per ton i 

Per ton 

Per tun 

Per ton 

Per ton ' Per ton 

Per ton 

Per ton ■ Per ton 

Per ton 

Per ton 

Per ton 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load ' of load 

of load 

of load 

of load 

d 

if 

d 

d 

d 

d 

d 

d. 

d 

d. 

d 

d 

d 

150 

150 

150' 

150 

150 

150 

150 

150 

150 

150 

; 150 

150^ 

150 

330 

360 

395 , 

435 

4S0 

530 

•5S5 

1 645 

i 

710 

780 

S55 

j 

940 

I 030 

480 

Sio 

545 

5S5 

630 

6S0 

735 

1 795 

S60 

930 

I 005 

I 090 

I iSo 

! 

600 

600 

j 

i 

600 ' 

600 

600 

600 

600 

j 600 

600 

600 

! 600 

600 ’ 

600 

660 

720 

790: 

S70 

960 

I 060 

I 170 

1 I 290 

1 

1 

I 420 

I 560 

1 1710 

j 

1 

I 8S0 

2 060 

t 

330 

360 

395 

435 

4S0 

*530 

5S5 

! .s’ 

1 

1 : 
i ! 

710 

7S0 

! 

i 

j S55 

940 

' I 030 

I 590 

I 6S0 


i 1 905 

2 040 

2 190 

2 355 

2 535 

z 730 

2 940 

3 165 


3690 

0 

0 

1 2 190 




2 870 

! 3 090 

3 330 

1 

3 590 1 3 870 j 4 170 

4510 

4 S70 


13 
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for the conveyance of empties, let -^ood. per ton, or one-half of 6 ood, he 
employed as a factor with the unaltered weights of wagons in computing 
charges for that portion of the fiist terminal service of haulage which is 

performed at first teiminal stations. 

Let the sums chosen to compute charges for the second terminal 
service of haulage, performed in relation to articles of extraordinary 
size or weight during a period of two days, be i 200d per ton of load 
and V200d per ton of wagon, including piofit To correct the weights 
added for the conveyance of empties, let 6ood. per ton, or one-half of 
I 200d., be employed as a factor with the unaltered weights of wagons in 
computing charges for the second terminal service of haulage 

Let the sum chosen to compute charges for that portion of the first 
terminal service of haulage which is performed at second terminal 
stations in relation to empty wagons of peculiar construction, during a 
period of one day, be 6 ood per ton, including profit. Since the weights 
of wagons have been doubled to include the conveyance of empties, the 
sum named is applicable to one-half of the increased weights of wagons 
Instead of altering the weights, let -300^/. per ton, or one-half of •6oofl', 
be employed as a factor with the unaltered weights of wagons to 
compute charges for that portion of the first terminal seivice of haulage 
which IS performed at second terminal stations. 

Resulting from the employment of the sums chosen, chaiges for the 
first and second terminal services of haulage, performed in regard to 
articles of extraordinary weight or dimensions, are shown in the next 
Example (Ex 18, pp 196 "^ 97) 

Let the sums chosen to compute charges for thaj; poition of the first 
terminal service of truckage which is rendered at first teiminal stations 
in relation to articles of extraordinary size or weight, during a period of 
half a day, be sood per ton of load, and, during a period of one day, 
•600^ per ton of wagon, including profit To correct the weights added 
for the conveyance of empties, let -3001/ per ton, or one-half of 6oo^f , 
be employed as a factor with the unalteied weights of wagons in 
computing charges^ for that portion of the first terminal service of 
truckage which is rendered at first terminal stations. 

Let the sums chosen to compute cliarges for the second terminal 
service of truckage, rendered in relation to at tides of extraordinary size 
or weight during a period of two days; be i 200d. per ton of load and 
I 200d. per ton of wagon, including profit To correct the weights 
added for the conveyance of empties, let Good, per ton, or one-half of 
V200d., be employed as a factoi with the unaltered weights of wagons 
in computing charges for the second terminal seivice of truckage. 

Let the sum chosen to compute charges for that portion of the first 
terminal service of truckage which is rendered at second terminal stations 
in relation to empty wagons of peculiar construction, duiing a period of 
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one day, be 6oo</ per ton, including profit Since the weights of wagons 
have been doubled to include the conveyance of empties, the sum named 
is applicable to one-half of the increased weights of wagons Ins4:ead of 
altering the weights, let *300^^ per ton, or one-half of ^tood be employed 
as a factor with the unaltered weights of wagons to compute charges for 
that portion of the first terminal service of truckage which is rendered 
at second terminal stations 

Resulting fiom the employment of the sums chosen, charges 
for the first and second terminal seivices of truckage, lendeied in 
regard to articles of extraordinary weight cjr dimensions, are shown in 
Example 19 (pp. 198-199). 

A complete list of charges, per ton of load, stated in pence and 
fractions of a penny, for terminal and junctional seivices, liabilities, and 
obligations, applicable to articles of extraordinaiy weight or dimensions, 
is given in Example 20 (pp. 200-201) Reference to the No. of Example 
whence the charges have been taken is enteied opposite the name of 
each kind of seivice, liability, and obligation. 

Example 21 (pp 202-207) constitutes a complete Table (Table II) 
of Rates and Charges, per ton of load, for merchandise comprised in 
the third division of traffic, conveyed from stations to stations in wagons 
provided by the railway company. It is prepared by adding the rates 
for consecutive distances calculated for grades 9 to 29, inclusive, con- 
tained in Example ii, to the total charges contained in Example 20, 
to form scales of united rates and charges, stated in shillings and pence, 
together with the consecutive distances, embracing i to 200 miles, to 
which they apply. Fractions of a penny are disposed of — those under 
a halfpenny being disregaided, and those amounting to a halfpenny 
and over being treated as pence. The consecutive distances correspond 
with those adopted for general merchandise ; the rate of pi egression 
being increased, after 15 miles, from i to 2 miles, and after 65 miles, 
from 2 to 3 miles. 

Joined with the rates and charges, per ton of load, by means of 
which they have been calculated, are enteied the .amounts, per dis- 
tinguishing weight of load, printed in italics, due for distances of 15, 65, 
140, and 200 miles respective!}. When Tables of Rates and Chaiges are 
established for practical use, the amounts, per distinguishing weight of 
load, due for each consecutive distance, should be computed and entered 
in the manner shown in the Example 

The amounts due for the transport of consignments of merchandise 
that are less than full loads, and whose weights come between the 
weights of loads distinguishing adjoining grades, must be calculated by 
means of the higher rates and charges applicable to the lesser weights of 
loads, unless, by so doing, the amounts yielded exceed the amounts 
calculated by means of the lower rates and charges apphed to the 
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EXAilPLE iS 

SOUTH NORTHERN 


Articles of exhao}dina 7 y 'bjetght oj dimensions earned in pecuhaily- 


Nos OF Grades 

9 

10 

II 

12 

13 

14 

^5 

16 


Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Cl. Distinguishing weights of 



26H 




i 7 l 


loads (i) 

32 

29 tV 

24 

21 -^ 

19^ 

16 

Weights of wagons (16 tons 4 * 

w 








16 tons for empties) 

32 

32 

32 

32 

32 

32 

32 

32 

Cl Distinguishing weights of 




iS 

16* 

14 A 

^ 3 :h 


loads (3) 

Weights of w^agons (12 tons + 

24 

2 If 

20 

12 





12 tons for empties) 

24 

24 

24 

24 

24 

24 

24 

24 

Unit-weights of loads 
Proportionate weights of 

I 

I 

I 

I 

I 

I 

I 

I 

wagons 

I 


ixnr 

tI-A 
■*■0 0 



2 

Totals 

2 


2 fV 

ot 0 

2}J 

2 K 


3 


Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 


of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load 


d 

d 

d 

d 

d 

d 

d 

d 

Charges for a portion of the ist 









terminal ser\nce of haulage, 
computed at 300if per ton 









of load . 

300 

300 

300 

300 

300 

300 

300 

300 

And at 300^ per ton of wagon 

Total charges for a portion of 
the 1st terminal service of 

300 

330 1 

360 

400 

440 

490 

540 

600 

600 

630 

660 

700 

^40 

790 

840 

900 

haulage 

Charges for the 2nd terminal 









service of haulage, computed 
at I zood per ton of load 

I 200 

I 200 

I 200 

I 200 

I 200 

I 200 

I 200 

I 200 

And at tood per ton of wagon 
Charges for that portion of the 

600 

660 

720 

800 

880 

980 

I 080 

I 200 

1st terminal service of haul- 









age which is performed at 
2nd terminal stations, com- 









puted at 300^ per ton of 
wagon . V • 

300 

330 

360 

*400 

440 

490 

'540 

600 

Total charges for the 2nd and 









0 /^Tl TeP 'fAVY\TTnoi 









<1 UUrLXUXl UX LXXw XoL ICxlXXXIlciX 



■Mi 






service of haulage 

2 100 

B 



2 520 

2 670 

2 820 

BB 

Total charges for the 1st and 









2nd terminal ser\nces of 
haulage 

2 700 

2 820 

2940 

3 100 

3 260 

3460 

3 660 

3 900 
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RAILWAY COMPANY 

i,on$t} ucted wagoiis — Changes for ihe fust and Second teimtnal services of haulage 


17 

: 

19 

1 

1 20 

21 

22 

i 23 

to ' 

1 

1 

25 

i 26 

, 27 

2S 

29 

Tons 

Tons 

Ton's 

Tons 

Tons 

Tons 

r Tons 

Tons 

Tons 

* Tons 

Tons 

Tons 

Tons 

Hl-i 

^ ^ 3 -h 

12-7 

II 

! 

9rV 


7 .\ 

e; 

j 

5 s 

SlV 


32 

32 

32 

32 

' 32 

32 

t 

! 32 

• 

32 

32 

1 32 

32 

32 

32 

lOiV 

10 

9iV 

Si 

1 

1 

7 i 



; Si;} 

5--V 

4, 

4 \ 

0 4 1) 

3i 

24 

' 24 

24 

24 

24 

24 

i 24 

^ 24 

24 

i 24 

24 

24 

24 

I 

I 

I 

I 

I 

I 

I 

I 

1 

I 

I 

I 

I * 


2iS 


2l-fr 


3-Va 

3 ^i) 

4 h 

4:5 


SH 


6i; 

3 s\ 

3H 

3!S 

3iJ 

4lV 

45-^ 

4H 

5 ^ 

5:5 

s.v 

6-;- 

7trV 

7 :!)^ 

Per ton 

Per ton 

Per ton 

Per ton Per ton j 

Per ton 

Per ton Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

of load 

of load ! 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load 1 of load 

of load 

of load 

d 

d 


d 

d 

d 

d. 

d 

d 

d 

d 

d 

d 

300 

*300 

300 

300 

300 

300 

300 

300 

300 

300 

300 

300 

•300 

660 1 

720 

790 

S70 

960 

I 060 ] 

i 

1 

I 170 

I 290 

I 420 

I 560 

I 710 

I 8S0 

2 060 

960 

I 020 

I 090 

1 170 

I 260 

I 360 |I 470 

I 590 

I 720 

I S60 

2 010 

2 180 

2 360 

1 

i 

I 200 1 

I 200 

I 200 

I 200 

I 200 

I 200 

I 200 

I 200 

! I 200 

I 200 

I 200 

I 200 

I 200 

I 320 

I 440 

I 5S0 

1 740 

I 920 

2 120 

2340 

2 5S0 

2 S40 

3 120 

3 420 

3 760 

4*120 

660 

720 

790 

S70 

960 

I 060 

I 170 

I 290 

I 420 

j 

I 560 

. 

I 710 

I SSo 

2 060 

3 180 

3 360 

: 3 S 70 

3 810 4 oSo 

43S0 

4710 

5 070 

s 460 

SSSo 

6 330 

6 S40 

7 380 

4 140 

4380 

4 660 

4 9S0 

5 340 

s 740 

6 iSo 

6 660 

j ' 

7 iSo 

7 740 ‘ 

8 340 

i 

i 

f 

9 020 1 

9 740 
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EXAilPLE 19 


SOUTH NORTHERN 

A } titles of ejtti ae>J dimiy leeight 01 dimenszofis earned in pecnhaijy^ 



Nos OF Grades 

9 ! 

10 

II 

12 

' 13 

14 

IS 

16 



Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Cl 

Distinguishing weights of 
loads (I) 

Weights of wagons (16 tons + 

32 

29* 

26H 

24 

21^ 

19::- 

17 ^ 

16 




16 tons for empties) 

32 

32 

32 

32 

32 

32 

32 

32 

Cl 

Distinguishing weights of 
loads (2) 

Weights of wagons (12 tons + 

24 

21-^ 

20 

IS 


Hie 

I 3 ie 

12 





12 tons for empties) 

24 

24 

24 

24 

24 

24 

24 

24 


Urut'W^eights of loads 
Pioportionate weights of 

•I 

I 

I 

■ 

I 

i\^ 

I 

0 0 

I 

I 


ivagons 

I 

lie 

lie 


lie 

2 


Totals 

2 

2io 

2/17 

2>J- 

J 0 

2Kr 

25 o 

3 



Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 



of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load 



d 

d 

d 

d 

d 

d 

d 

d 


Charges foi a poition of the ist 










terminal seiwice of truckage, 
computed at 300^^ per ton 
of load 

300 

300 

300 

300 

300 

300 

300 

300 


And at 300^^ per ton of wagon 

Total charges foi a portion of 
the 1st terminal ser\nce of 

300 

330 

360 

400 

440 

490 

540 

600 


600 

630 

660 

700 

#740 

790 

00 

900 

truckage . 


Charges for the 2nd lermmal 










service of truckage, com- 
puted at I 200 if. per ton of 








, 


load 

I 200 

I 200 

I 200 

I 200 

I 200 

I 200 

I 200 

I 200 


And at 6oo^/ per ton of wagon 
Charges for that portion of the 
1st teiminal ser\ice of truck- 
age which IS rendered at 2nd 
terminal stations, computed 
at 300ff per ton 6f wagon 

600 

660 

y2o 

Soo 

SSo 

9S0 

I oSo 

I 200 




300 

330 

360 

400 

440 

490 

540 

600 


Total charges foi the 2nd and 










a poition of the ist terminal 










2 100 

2 190 

2 2S0 

2 400 

2 520 

2 670 

2 820 

3 000 

service of truckage 


Total charges for the ist and 










2nd terminal services of 
truckage 

2 700 

2 820 

2 940 

3 100 

3 260 

3 460 

3 660 

3 900 
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R \IL\\ \Y COAIPANY 

misiuitied 'icagons — Charges for the fi7st and sctond tetminal se^-vices of t}itckage 


: 

IS 

19 

20 

21 

22 

2 o 

24 

25 

26 

27 

28 

- 29 

' Tons 

1 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Hhl 

IS-V 

isilr 

II 

10 

9 -V 

Sj 

7 -r 


u 

5: 

s* 

4 l^ 

32 

32 

32 

32 

32 

32 

32 

32 

32 

32 

32 

32 

32 

I 

10-' 

10 

9 iV 

Si 

7 l 

6t 


SiO 

5 h 

4] 

4} 

sn 

3i 

i 24 

24 

24 

24 

24 

24 

24 

24 

24 

24 

24 

24 

24 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 

•^oU 


2^?r 

2^- 

3 ;jV 

->1 r 

OiiiTF 



4^-0 

5^(4 

5 jn 

613V 

65-^ 

! 3 -i^u 

o1J> 

OuU 


S'S o' 

4 Ti 7 

4 \i 

41 -;? 

M n 

y .\7 

sH 

6 


7jV 

75 t 

' Per ton 

1 of load 

I 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d. 

Per ton 
of load 
d. 

Per ton 
of load 
d 

Per ton 
of luaJ 

d. 

Per ton 
of load 
d 

Per ton Per ton 
of load ' of load 

. j 

! 

Per ton 
of load 
d. 

Per ton 
of load 
d 

i 

1 300 

1 660 

300 

720 

300 
790 { 

1 

1 

300 
S70 , 

300 

960 

300 

I 060 j 

300 

I 170 

1 

300 

I 290 

300 

I 420 ' 

1 

1 

300 

I 560 

•300 

I 710 

300 

I ‘SSo 

300 

2 060 

960 

I 020 

I 090 

I :7o 

I 260 

1 360 

I 470 

I 590 

1 720 ! 

I S60 

2 010 

2 180 

2 360 

1 200 

' I 200 

I 200 

I 200 

I 200 

I 200 

1*200 

! 

I 

1 

1 

1 1 200 

I 200 

I 200 

I 200 

I 200 ' 

I 200 

1 320 

, I 440 

I 5S0 

I 740 1 

I 920 

2 120 

2 340 

j 2 5S0 

2 S40 

3 120 

3420 

3760 

4 120 

660 

720 

790 

S70 

960 

I 060 

1 

I 170 

i 

1 

i 

1 1 290 

i 

1 

I 420 

i 

1 

I 560 

I 710 

I SSo : 

2 060 

3 180 

3 360 

3 5/0 

3 Sio 

4 oSo 

[4 3S0 U 710 

5070 

5460! 

5 SSo 

6330 

6 S40 

7 3S0 

4 140 

43S0 

4 660 

4 9S0 

5340 

5 740 

6 iSo 

1 

1 

6 660 

i 

7 iSo 

7 740 

S340 

9 020 

9 740 
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EXAMPLE 20 


SOUTH NORTHERN 


A i tides of cxiiaoidinaty weight oj duneusions tar} lui in pLCiihai ly-tonst) ncted 


Nos OF Grades 

9 

10 

II 

12 

13 

14 

15 

16 



Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Cl. Distinguishing weights of loads (i) 

32 

291V 

26 Lj 

24 

21 j 



16 

Weights of wagons 

Add the same weights of wagons, 

16 

16 

16 

16 

16 

16 

16 

16 

to include the weight of empt> 
wagons conveyed ^ 

16 

16 

16 

16 

16 

16 

16 

16 

Total weights of wagons 

32 

32 

32 

32 

32 

32 

32 

32 

Ci, Distinguishing weights of loads (2) 

24 

21^ 

20 

18 

16* 

14* 

i3iV 

12 

Weights of wagons 

Add the same w^eights of wagons, 

12 

12 

12 

12 

12 

12 

12 

12 

to include the weight of empG 
W’agons conveyed 

12 

12 

12 

12 

12 

12 

12 

12 

Total weights of wagons 

24 

24 

24 

24 

24 

24 

24 

24 

Unit-weights of loads 

I 

I 

I 

I 

I 

I 

I 

I 

Pioportionate w'eights of w^agons 

I 

loF 

I«'o 


.3 0 

tIJI 


2 

Totals 

2 

27V 

2iir 

2^0 



2“4 

3 

Ref to 


Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

of 


of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

Examples 


d 

d 

d 

d 

d 

d 

d 

d 

2 

Charges for the ist and 2nd 










termmal services of stop- 
page, including taxes 

4 Soo 

5040 

5 280 

5 600 

5 920 

6 320 

6 720 

7 200 

17 

Charges for the ist and 2nd 








18 

terminal services of railage, 
including taxes 

I 350 

I 410 

I 470 

I 550 

d 630 

I 730 

1 830 

I 950 

Charges for the 1st and 2nd 









terminal services of haulage 

2 700 

2 820 

2 940 

3 100 

3 260 

3 460 

3 660 

3 900 

19 

Charges for the ist and 2nd 







terminal services of truck- 
age 

2 700 

2 S20 

2 940 

3 100 

3 260 

3460 

3 660 

3 900 


C Charges for two junctional 










services of stoppage, in- 
cluding taxes 

960 

I 008 

I 056 

I 120 

I 1S4 

I 264 

I 344 

1 440 


Charges for the junctional 







6 

service of railage, including 







0S4 



taxes . 

060 

063 

066 

070 

074 

079 

090 


Charges for the junctional 










service of haulage 

120 

126 

132 

140 

148 

iSS 

16S 

iSo 


Charges for the junctional 









8 

L service of tmckage 

120 

126 

132 

*140 

I4S 

158 

168 

I So 

Charges foi the 1st and 2nd 







teiminal services of clerk- 

3 000 

3 150 

3 300 

3 500 

3 700 

3 95° 

4 200 

4 500 


I Charges for risk 

300 

312 

324 

340 

356 

376 

396 

420 

9 

j Charges for extraneous ser- 
vices 

T otal charges for terminal and 
junctional services, liabili- 

120 

126 

•132 

*140 

148 

158 

168 

*180 











1 ties, and obligations 

16 230 

17 001 

17 772 

1 8 Soo 

19 828 

21 II3 

22 39S[23 940 
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wagons — Changes for ier7mnal a} 2 d jtmctional se7Z'iLes, hahhties^ and obhgaitoJt^ 


' 17 

iS 

19 

20 

21 

22 

23 

24 

25 

26 

27 


29 

Tons 

Tons 

Tons 

1 01 s 

Tons 

Tuns 

Tons 

Tons 

Tuns 

Tons 

Tons 

Tons 

Tons 

1 UH/ 


12 

II 

10 

9 z\i 


7 fu 

6* 


' 5 l 

5 iV 

! 4 !-; 

16 

16 

16 

16 

16 

16 

16 

i6 

16 

16 

' r6 

i 

16 

i 

j 

16 

16 

16 

16 

1 

16 

16 

16 

16 , 

16 

16 


16 


32 

32 

32 

32 

-2 

02 

32 

32 

32 

32 

32 

! 32 

32 

1 32 

IOt\ 

10 

9 iV 


71 



5 K 

s.v 

4l 

4l 

3 iu 


1 12 

t 

12 

12 

12 

13 

12 

12 

12 

12 

12 

12 

12 

12 

12 

12 

12 

13 

12 

12 

12 

12 

12 

12 

12 

12 

12 

24 

24 

24 

24 

24 

24 

24 

24 

24 

24 

24 

24 

24 

I 

I 

__ 

n 

Bi 

mn 


I 

I 

I 

I 

I 

I 

2-jcr 







4 ;^ 

4 "-a- 

5 -u 

5 : 1 - 


65 0- 

u" 

3 1-0 


Sio 



4:j 


3»ru 



7-^ 

75 1 ? 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

of lond 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

d 

d 

d. 


d 

d 

d 

d 

d 

d 

d 

d 

t-L 

7 6S0 

S 160 

S 720 

9360 

10 oSo 

10 SSo 1 1 760 

12 720 

t 

13 760 14 SSo 16 oSo 

1 1 

17 440 iS SSo 

1 

2 070 

2 190 

2 330 

2 400 

2 670 

2 S70 

3090 

3330 

3 590 , 

3 S70 

4 170 

4 510 

4S70 

' 4 140 

4 3S0 

4 660 

49S0 

s 340 

s 740 

6 rSo 

6 660 

7 rSo 

7 740 

8 340 

9 020 

9740 

4 140 

1 

! 4 3S0 

4 660 

49S0 

5 340 

5 740 

6 iSo 

6660 

7 rSo, 

7 740 

8 340 

9 020 

9740 

1 536 

I 632 

1 744 

I S72 

2 016 

2 176 

2352 

2 544 

2 752 

2 976 

3 216 

34S8 

3776 

096 

102 

109 

II7 

126 

136 

147 

159 

1 

172! 

1 

jS6 

201 

21S 

236 

192 

*204 

2rS 

234 

252 

272 

294 

* 3 iS 

344' 

1 

372 

402 

‘436 

472 

192 

204 

21S 

234 

252 

272 

294 

•318 

•344 

372 

402 

*436 

472 

4 Soo 

5 100 

5450 

5 S50 

6 300 

6 Soo 

7 33 ° 

7 950 

S 600 

9300 

10 050 

10 900 

II Soo 

444 

46S 

496 

528 

564 

604 

64S 

696 

748 

804 

S64 

•932 

I 004 

192 

204 

21S 

234 

252 

272 

294 

•31S 

*344 

372 

402 

436 

•472 

25 4S2 27 024 

2S S23 30 879 33 192 

3 S 762 

3S 589 41 673: 

45 014 148 612 

52-467 

56 S36 

61 462 




















greater weights of loads. The insertion of amounts, per distinguishing 
weight of load, due for each consecutive distance, in proximity to the 
rates and charges, per ton of load, will tend to prevent clerks from 
entering wrong amounts in invoices when the circumstances are as 
described, and will save the labour of calculation with regard to consign- 
ments whose weights correspond wuth the weights of loads employed to 
distinguish the grades. 



CHAPTER XIII 


SOUTH NORTHERN RAILWAY COMPANY 
ARTICLES OF GREAT LENGTH OCCUPYING TWO OR MORE WAGONS 

By reason of their length exceeding that of an ordinary wagon, 
certain articles of ^merchandise require two or more wagons for their 
conveyance, and form the fourth division of traffic. When the articles 
are short enough to be contained in an ordinary wagon they pertain to 
general merchandise, and must be treated, in all respects, as general 
merchandise. 

Timber is the chief material furnishing articles of great length 
Round and squared logs, planks, and boards, are forms in which it is 
commonly tendered for transmission. Iron beams, columns, girders, 
shafts, and boilers that do not exceed certain dimensions, as well as 
other descriptions of merchandise, aie also included m this division of 
traffic To carry articles of the kind mentioned, railway companies 
provide short trucks, each of which is fitted with a squared block of 
wood called a “bolster,’" transversely laid in the truck when in use, and 
movable on a pivot fixed centrally in the floor, which, at the same time, 
holds It in position. The bolsters, to which stanchions and chains are 
attached for the purpose of propping and binding the loads, stand a 
little higher than the sides of the trucks in order that the loads may rest 
entirely upon them. The trucks are built so that two of them, placed 
end to end, are somewhat longer than the longest wagon designed to 
carry general merchandise Frequently, articles forming the load are so 
long that, although wholly supported on two trucks, they project beyond 
the end of one of them. In suc^ case, a third tiuck is employed to act 
as a “ safety "" or protective wagon, and, although empty, it accompanies 
the loaded trucks to the end of the journey, continuing its function of 
safeguarding the projecting load until the trucks are discharged. To 
carry long articles, some railway companies build trucks without sides, 
so as to reduce the extent of upper structure to the lowest point. 

Timber is imported in large quantities, and, at many ports, there is 
a constant demand for trucks adapted to its conveyance It is also 
produced in certain districts at home, being usually consigned in the 
form of round timber, as logs or poles Owing to the form of their 
14 209 
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upper structure, bolster-wa.g'ons are not very fit to receive and carry 
general merchandise; and, at most stations, they cannot be leloaded 
with suitable meichandise Being designed for a particular purpose 
it is expedient that, after discharge, and in the absence of consignments 
of merchandise meet for them, they should be despatched, empty, to 
those stations where the appropriate kind of traffic is constantly 
forthcoming By this procedure, the trucks may be employed, with 
regularity, to carry the merchandise intended for them 

Wood differs in specific gravity according to the kind of tree 
producing it, each consignment of timber usually consisting of one 
variety It is requisite to Ascertain the greatest weight of load averagely 
obtainable for two, three, or more wagons, from each description of 
timber, in the various forms, as round or squared logs, poles, deals, 
battens, boards, and other shapes, including length, in which it is 
tendered for conveyance The same procedure is necessary with regard 
to iron beams, columns, girders, and other articles earned under like 
conditions Protective wagons are as needful as the wagons actually 
carrying the loads, and, whenever employed, each wagon must be 
considered as forming one of the number requisite for the conveyance of 
the load, and its weight must be added to the weight of the other 
wagons as being equally the occasion of expense 

It is important that the weights of consignments of all kinds of 
merchandise should be correctly ascertained, and weighing-machines of 
approved pattern and make are commonly used for the purpose, answer- 
ing it satisfactorily The great length of articles under the designation 
of timber, however, often renders it difficult to obtain the weight in this 
manner, and it is customary to procure it by a nfbde of measuring the 
articles and calculating the cubic contents from the resulting figures ; a 
certain number of cubic feet, accoiding to the kind of wood, being 
reckoned as weighing i ton Weight obtained in this manner is called 
measurement weight in contradistinction to machine weight This 
method of arriving at the weight is faulty, because timber may be m 
a green or in a dry state when consigned, and the presence or 
absence of moisture greatly affects its weight without altering its 
dimensions. 

Timber is usually, but not invariably,' consigned in quantities furnish- 
ing full loads. The articles consigned, intended to form a load, are 
often unequal in length, varying, in some instances, to the extent of 
several feet Loads obtained from consignments of any kind of mer- 
chandise consisting of long and shorter pieces, monopolize loading space 
without actually occupying it. Also, it may happen that a consignment 
of merchandise consisting of articles having a length appropriate for two 
bolster-wagons, will weigh a little more than two trucks are registered to 
carry, or occupy more loading space than two tiucks piovide, and that 
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four bolster- wagons instead of two will have to be employed to carry 
the consignment The same conditions might occur in reference to a 
consignment of merchandise requiring three or more wagons for its 
conveyance. All these matters have to be taken into account in ascer- 
taining the maximum weight of load averagely obtained from consign- 
ments of each kind of merchandise comprised in the fourth division of 
traffic, when occupying the same number of wagons. 

Let it be assumed that merchandise constituting the fourth division 
of traffic is conveyed from stations to stations in trucks provided by the 
railway company; and let the symbols Di be used to signify that 
such merchandise is conveyed by one railway company only, under the 
conditions stated. 

Let it be assumed that the greatest weight of load which a bolster- 
wagon may carry is twice the weight of the wagon itself. 

Let it be supposed that the greatest weight of load averagely 
obtained from articles’ of each kind of merchandise requiiing two or 
more trucks for their conveyance, is three-fourths of the potential 
maximum weight of load, whether the load is measured by its weight 
when partially occupying the loading space or by its weight when 
wholly occupying the loading space provided by wagons. 

Let it be supposed that the ratio of the weight of empty wagons to 
the weight of loaded wagons, apart from the loads, con^reyed i mile, 
is the same as of i to i, or that the weight of each w^agon carrying a 
load requires to be doubled in order to include the conveyance of 
empties. Probably, the weight of empty wagons conveyed will not be 
quite so great, relatively to the weight of loaded wagons conveyed, as is 
assumed, although it 'is unlikely to be much less, and may be allowed to 
pass for the sake of facilitating illustration. 

Let it be assumed that the greatest length of wagon built for the 
purpose of carrying general merchandise is 1 8 ft., and that articles of 
merchandise exceeding this length require two or more wagons for their 
conveyance 

Let it be supposed that bolster-wagons of two sizes are built to carry 
articles exceeding i8 ft in length ; one size of wagon averagely weighing 
2| tons, including its accessories, and measuring lo ft. m length, the 
other size of wagon averagely weighing 3^ tons, including its accessories, 
and measuring 12 ft. in length; and let it be assumed that an equal 
number of bolster-wagons of each size is provided. 

On the grounds supposed, the average weight of bolster-wagon will 
be 3 tons , the average potential maximum weight of load for each wagon 
will be 6 tons ; and the average maximum weight of load obtained for 
each wagon from consignments of the heaviest kind of merchandise 
will be 4^ tons, or three-quarters of the average potential maximum 
weight of load. Consequently, by doubling the weights of wagons to 
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include the conveyance of empties, the weight of wagon proportionate 
to unit-weight of load, indicated for full loads of the heaviest kind of 
merchjandise in the fourth division of traffic, will be ij (i-J-g-) tons, 
corresponding to grade 12. 

The bolster- wagons, successively placed end to end according to 
size, will provide space for loads having lengths as follows . — 

Two bolster-wagons 10 ft. + 10 ft. = 20 ft 

„ „ 10 ft + 12 ft = 22 ft 

„ „ 12 ft -h 12 ft = 24 ft 

Thiee bolstei-wagorfs 10 ft 4- 10 ft -f 10 ft = 30 ft 

„ „ 10 ft + 10 ft -h 12 ft = 32 ft 

„ 10 ft + 12 ft + 12 ft = 34 ft 

„ „ 12 ft -f 12 ft + 12 ft == 36 ft 

Four bolster-wagons 10 ft -f 10 ft + 10 ft + 10 ft =40 ft 

„ „ 10 ft + 10 ft + loft + 12 ft = 42 ft 

„ „ 10 ft + 10 ft + 12 ft + 12 ft =44 ft 

„ „ 10 ft -h 12 ft + 12 ft + 12 ft =46 ft 

„ „ 12 ft 4- 12 ft + 12 ft 4- 12 ft =48 ft 

Hence — 

Articles exceeding 18 ft in length and not exceeding 24 ft will 
require two wagons for their conveyance. 

Articles exceeding 24 ft. in length and not exceeding 36 ft will 
require three wagons for their conveyance 

Articles exceeding 36 ft in length and not exceeding 48 ft will 
require four wagons for their conveyance , gach additional wagon 
extending the length of loading space by 12 ft. 

To make provision for the various magnitudes of consignments, it is 
necessary that an adequate number of grades should be assigned to the 
fourth division of traffic. The respective limits of length for full loads 
when occupying two, three, or moie wagons, together with the No. 
of the appropiiate grade, must be stated opposite the name of each 
description of merchandise, whether consisting of timber, iron, or other 
material, for the guidance of invoice-cledcs and others in the fulfilment 
of their duties, and for the information of tradeis. The weights of loads 
that are less than full loads, furnished by consignments of each kind of 
merchandise, will approximate to one or other of the weights of loads 
employed to distinguish succeeding grades, and the rates and charges, 
calculated for the grade indicated, will apply — with the proviso that a 
larger amount must not be charged for a less load than for a greater. 

Long articles of merchandise that furnish loads for two and three 
wagons, respectively, form the subject of the next illustration. 

Distinguishing weights of loads for more than three wagons might 
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be added, but those calculated for two and thiee wagons will suffice for 
exemplification. 

Here it may be noted that, although timber is mostly carried m open 
wagons, some kinds, aftei being dressed with tools, require to be covered 
with tarpaulins to protect them from rain during transport The use 
of tarpaulins would have to be provided for by suitably increasing the 
weights of wagons in the manner already shown, illustratively, with 
regard to general merchandise when earned in covered wagons, and, 
consequently, the same weights of loads, when carried covered, would 
pertain to higher grades^ with higher rate^ and charges, than when 
carried uncovered. 

Let seventeen grades, Nos. 12 to 28, be assigned to the fourth 
division of traffic, and let the weights of loads chosen to distinguish 
the grades and to be joined, respectively, with the aveiage weights of 
two and three bolster-wagons, doubled to include the conveyance of 
empties, be as follows : — 


Metchandm consiHing of ay ticks of puit length ot.iiipynnq tteo and tktee wagons ^ 
7 espedivcly i fo} ming the foioih division oj irafu 


Nos 

of 

grades 

Distinguishing weights of 
loads to DC joined, induidu- 
allj, with iS tons, or twice 
the weight of three bolster- 
wagons, each weighing 3 tons 

Successu e 
decreases of 
weight 

Nos 

of 

grades 

Distinguishing wc ghts of j 
loads to oe joined, mdnida- 
allj, with 12 tons, or twice , 
the w eight of tw 0 holster- , 
wagons, each weighing 3 t 

Successive 
decreases of 
w eight 


Tons 

1 ons cw ts 

qrs. 

Tons cwts 

qrs 

" 

Tons 


Tons 

cwts qrs 

Tons cwts 

qrs 

12 

I 3 i or 

13 

10 

0 


— 


12 

9 

or 

9 

0 

0 I 


— 


13 

T /5I 1 

jj 

12 

5 

2 

1 

4 

2 

13 

Si'tr 

33 

S 

3 

2 1 

0 

16 

2 

14 

II „ 

11 

0 

0 

I 

5 

2 

14 

7 ~T 7 

35 

7 

7 

0 ; 

0 

16 

2 

15 

10 „ 

10 

0 

0 

I 

0 

0 

15 


*5 

6 

13 

2 

0 

13 

2 

16 

9 

9 

0 

0 

I 

0 

0 

16 

6 

33 

6 

0 

0 

0 

13 

2 

17 

S) 

8 

3 


0 

16 

2 

17 


33 

5 

9 

0 

0 

II 

0 

18 

7 ^ 

7 

10 

0 

0 

13 

2 

18 

5 

,, 

5 

0 

0 

0 

9 

0 

19 

64,1 ,, 

6 

16 

2 

0 

13 

2 

19 


,, 

4 

II 

0 

0 

9 

0 

20 

^417 3 5 

6 

4 

2 

0 

13 

0 

20 

4zs 

33 

4 

3 

0 

0 

8 

0 

21 

5to M 

5 

12 

2 

0 

12 

0 

21 

3i 

33 

3 

15 

0 

0 

8 

0 

22 

5 tV 55 

5 

2 

0 

0 

10 

2 

23 

jZ 

33 

3 

8 

0 

0 

7 

0 

23 

4i 3, 

4 

12 

2 

0 

9 

2 

23 

t 34 u 

33 

3 

I 

2 

0 

6 

0 

24 

4l 33 

4 

4 

0 

0 

8 

2 

24 

1 2+ 

33 

2 

16 

0 

0 

5 

2 

25 

■sA 

Oo 33 

3 

16 

0 

0 

8 

0 

25 

! 2|i 

31 

2 

10 

2 

0 

5 

2 

26 

OTo 33 

3 

9 

0 

i 

7 

0 

26 

1 2fo 

33 

2 

6 

0 i 

0 

4 

2 

27 

Stct 33 

3 

3 

0 

0 

6 

0 

27 

2^ 

33 

2 

2 

0 ! 

0 

4 

0 

28 

2^ 3 3 

2 

17 

2 

0 

1 

5 

2 

28 

' I4} 

1 

33 

I 

iS 

^ 1 

0 

3 

2 


f 


Let it be made a condition that if any consignment of merchandise 
weigh less than the weight of load employed to distinguish the final grade 
appropriate to the number and weight of wagons in which the consign- 
ment is carried, it shall be charged not less than as for such distinguishing 
weight. Consequently, the minimum weights of loads chargeable for 
consignments pertaining to the fourth division of traffic, carried in two 
and three wagons, according to length, will be 2f tons and tons, 
respectively employed to distinguish grade 28. 

The first and second terminal services of porterage, relating to 
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Art ides of gt eat length occupying tzeo and thee zoagons, lespectively — 


Nos. OF Grades 

12 

13 

14 

15 

16 1 

17 

18 


Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Dl, Distinguishing \\ eights 






81V 

7 i 

of loads . ( I ) 

Weights of three w agons, 
each averagely w eigh- 
ing 3 tons, doubled, 
to include empties 

13I 

1 2 Pi 

II 

10 

18 

9 

iS 




iS 

iS 

18 

18 

18 

Dl. Distinguishing weights 








of loads (2) 

Weights of two w agons, 

9 


710 

615- 

6 

Slo- 

5 

each averagely weigh- 
ing 3 tons, doubled, 
to include empties 








12 

12 

12 

12 

12 

12 

12 

Unit- weights of loads 
Proportionate w eights 

I 

li-e- 

I 

n-p 

I 

iK- 

I 

I 

I 

2-j(j- 

I 

of wagons 


2 


Totals 




2--A 

3 

3/0 



P«;r ton 

Per ton 

Per ton 

Per ton 

Pur ton 

Per ton 

Per ton 


of load 

of load 

of load 

of load 

of load 

of load 

of load 


d 

d 

d 

d 

d 

d 

d 

Charges for the 1st 








terminal service of 








porterage, computed 
at 3 ooo^/ per ton of 








load 

3 000 

3 000 

3 000 

3 000 

3 000 

3 000 

3000 

And at 750^ per ton 


• 


i 


of wagon . . 

Total charges for the 
1st terminal service 

I 000 

I 100 

I 225 

0 

CO 

I 500 

1 650 

I 800 

1 4 000 

4 100 

4 225 

4350 

4500 

4 650 

4 800 

of porterage 

Charges for the 2nd 








terminal service of 








porterage, computed 
at 3 000^ per ton of 








load . 

And at 750^/ per ton 

3000 

3 000 

3 000 

3 000 

3 000 

3 000 

3 000 

of wagon 

Total charges for the 
2nd terminal service 

I 000 

I 100 

I 225 
r 

I 350 

I 500 

1 650 

I Soo 

4 000 

1 4 100 

4225 

4 35 ° 

4500 

4650 

4 Soo 
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1st and 2nd termmal 
services of porterage 

8 000 

8 200 

8450 

8 700 

9 000 

9 300 

9 600 


















ILLUSTRATED BY EXAMPLES 


215 


RAILWAY COMPANY 
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2i6 RAILWAY RATES 

merchandise in the fourth division of traffic, are performed by the 
railway company ; the staffs of men employed to load and unload 
wagoQS used to carry general merchandise being competent to discharge 
the same duties with regard to articles of great length, occupying two 
or more wagons It is expedient that the weights of wagons carrying 
the loads, as well as the weights of loads, should enter into the com- 
putation of charges for the services of porterage, following the course 
taken with respect to general merchandise , the same sums being 
employed as factors in the process Inasmuch, however, as the weights 
of empt>' wagons, added to the weights of loaded wagons, apart from 
the loads, are relatively greater for merchandise m the fourth than for 
merchandise in the first and second divisions of traffic, the degree of 
conection necessary will, consequently, be greater also , and an 
additional Example is required in order that the charges for the services 
of porterage may be appropriately calculated and shown. 

Let the sums chosen to compute charges for each terminal service 
of porterage, performed in reference to merchandise in the fourth 
division of traffic, be 3000^. per ton of load and 1*500^ per ton of 
wagon carrying the load, including profit. To correct the weights 
added for empties by proceeding in the same manner as before, let 
750^ per ton, or one-half of i Sood. be employed as a factor with the 
unaltered weights of wagons, in computing charges for each terminal 
service of porterage. 

Resulting from the employment of the sums chosen, charges for the 
fiist and second terminal services of porterage, performed in reference 
to merchandise consisting of articles of great length, occupying two and 
three wagons, respectively, are shown in Example 22 (pp 214-215). 

Excepting the performance of the service of porterage, the conditions 
of transport assumed to exist in reference to merchandise m the fourth 
division of traffic correspond with the conditions assumed to exist with 
regard to merchandise in the third division of traffic, the ratio of the 
weight of empty wagons to the weight of loaded wagons, apart from 
the loads, conveyed one mile, being supposed to be the same for each 
division. Therefore, by adding the charges for the first and second 
terminal services of porterage, contained in Example 22, to the charges 
for terminal and junctional services, liabilities, and obligations, com- 
puted for grades 12 to 28, contained in Example 20, which relate to 
merchandise forming the third division of traffic, a complete list of 
charges, applicable to merchandise m the fourth division of traffic, 
will be obtained. 

Acting in the manner indicated, a complete list of charges, per ton 
of load, stated in pence and fractions of a penny, for terminal and 
junctional services, liabilities, and obligations, applicable to articles of 
great length that occupy two or more wagons, is given in Example 23, 
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the first of the two Examples immediately following. Reference to the 
No. of Example whence the charges have been taken is entered opposite 
the name of each kind of service, liability, and obligation. 

Example 24 constitutes a complete Table (Table III) of Rates and 
Charges, per ton of load, for merchandise comprised in the fourth division 
of traffic, conveyed from stations to stations m wagons provided by the 
railway company. It is prepared by adding the rates for consecutive 
distances calculated for grades 12 to 28, inclusive, contained in Example 
II, to the total charges contained in Example 23, to form scales of 
united rates and charges, stated in shillings and pence, together with the 
consecutive distances, embracing i to 200 miles, to which they apply. 
Fractions of a penny are disposed of — those under a halfpenny being 
disregarded, and those amounting to a halfpenny and over being treated 
as pence The consecutive distances correspond with those adopted for 
general merchandise; the rate of progression being increased, after 15 
miles, from one to two miles, and after 65 miles, from two to three miles. 

Joined with the rates and charges, per ton of load, by means of which 
they have been calculated, are entered the amounts, per distinguishing 
weight of load, printed in italics, due for distances of 15, 65, 140, and 
200 miles, respectively. When Tables of Rates and Charges are established 
for practical use, the amounts, per distinguishing weight of load, due 
for each consecutive distance, should be computed and entered in the 
manner shown in the Example, 

The amounts due for the transport of consignments of merchandise 
that are less than full loads, and whose weights come between the weights 
of loads, distinguishing adjoining grades, must be calculated by means 
of the higher rates and charges applicable to the lesser weights of loads, 
unless, by so doing, the amounts yielded exceed the amounts calculated 
by means of the lower rates and charges applied to the greater weights 
of loads. The insertion of amounts, per distinguishing weight of load, 
due for each consecutive distance, in proximity to the rates and charges, 
per ton of load, will enable clerks to avoid entering wrong amounts 
in invoices when the circumstances are as described, and will save the 
labour of calculation with legard to consignments whose weights 
correspond with the weights of loads employed to distinguish the 
giades. 
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EX.-\:MPLE 24 {coniimttd) 

Nos OF Grades 

Dl. Distinguishing eights of loads (i) 

Average v. eights of thiee wagons ('9 tons — 
9 tons for empties) 



Dl- Distinguishing weights of loads (2) 

Aveiage weights of two wagons (6 tons 4 - 

9 

8* 

1 liis 

j 

6 tons for empties) 

12 

12 

1 12 ' 

i 12 


Umt-w eights of loads 
Piopoitionate weights of wagons 


Ref to 
the Nos s 
of 

Examples; 

22 1 Total chaiges for terminal and junctional 

j ser\nce3, liabilities, and obligations . 


I Rates for the initial distance, including 
taxes 




I 

I 

2 

2 . 


Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

of load 

of load 

of load 

of load 

of load 

of load 

if 

d 

d 

d 

d 

d. 

26 Soo 

28 028 

29 563 

31 09S 

32 940 

34 782 

70 

74 

79 

'T 1 

00 

j 

90 ’ 

96 


Consecutive distances 


Nos of 
scales 


United rates and 


Over 125 miles and not exceeding"! 28 miles! 1 27 


(!) 139 6 

(2) iTrZfs 93 o 


10 2 TO 10 II 6 

10 4 no II S 

10 6 II 3 II II 

10 9 II 5 12 I 

10 II II 7 12 4 

134 o 127 5 123 4 

89 3 85 2 82 4 



191 „ 190 

194 » 193 

197 » 196 I 

200 „ 199 I 

{f\ {Antounts\ 
Xferloadi 
fAmounis] 
\^) I per load j 


12 0 

12 10 

13 7 

12 2 

13 0 

13 9 

12 5 

13 2 

14 0 

12 7 

13 5 ' 

H 3 

12 9 1 

13 7 1 

14 5 




13 2 14 O 

'.3 4 14 2 

13 6 14 s 

13 8 14 7 


13 10 14 9 IS 8 

14 I IS o IS II 

14 3 IS 2 16 I 

14 S IS 4 16 4 

14 7 IS 7 16 6 

179 o 171 5 165 o 

119 3 114 6 iio 2 
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CHAPTER XIV 

SOUTH NORTHERN RAILWAY COMPANY 

COAL, LIME, ETC., CARRIED IN WAGONS PROVIDED BY THE RAILWAY 

COMPANY 

In the Annual Returns furnished by the Board of Trade, in 
reference to lailways, goods traffic is dealt with under the three heads 
of minerals, general merchandise, and live stotk The weights and 
receipts respectively shown for the years 1896 to 1905, inclusive, 
embracing all the railway companies in the United Kingdom, are as 
follows * — 


\ ears 

Weights 

Receipts 

Minerals 

General 

Merchandise 

Live Stock 

Minerals 

General 

Merchandise 

Live Stock 


Tons 

Tons 

Tons 

£ 

£ 

£ 

1896 

254,671,184 

101,796,825 

Not gi\ en 

18,930,796 

25,901,425 

I33433I14 

1897 

266,912,800 

107,469,466 

5 j 

19,746,560 

26,736,973 

1,372,939 

1S98 

267,778,462 

110,784,623 


20,256,373 

27,583,188 

1,3793271 

1S99 

296,611,190 

117,011,835 

35 

21,834,477^ 

28,861,220 

1,421,297 

1900 

306,389,083 

118,540,430 

33 

22,870,694 

29,165,108 

1,434.762 

1901 

298,030,644 

117,922,797 

33 

22,227,150 

29,383,116 

1,355,303 

1902 

320,061,196 

116,551,439 

35 

23,4833969 

29,700,970 

1,483,620 

1903 

343,690,416 

100,007,531 

55 

25,351,022 

28,280,281 

1 , 479,370 

1904 

349.551,616 

100,285,999 ! 

33 

25,671,851 

28,314.995 

1,413,206 

1905 

358,075,839 1 

103,063,184 

33 

26,273,014 

28,749.911 

1,388,664 

Totals 

3,061,772,430 

1,093,434,129 

1 

226,645,906 

282,677,187 

14,071,546 


The weight of* minerals conveyed by all British and Irish railway 
companies during the ten years, is thus shown to be nearly thiee 
times greater than the weight of general merchandise, but the receipts 
from general merchandise are one-fourth more than the receipts from 
minerals 

Coal, lime, and other kinds of merchandise of an analogous character, 
foiming the fifth division of traffic and clasbed as minerals, are con- 
veyed, mostly, from private sidings to stations or from private sidings to 
private sidings. In a few instances, they are conveyed from stations 
to stations. 

Coal is the principal kind of merchandise included in minerals, and 

226 
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furnishes a weight exceeding that of all other merchandise cairied under 
this appellation. Cannel, culm, and slack are varieties of it It is used 
for household purposes, and as fuel in the production of steam;power 
required for industrial processes ; and not the least of its merits is the 
successful institution of railways, due, in a gieat measure, to the moderate 
cost of steam-power afforded by its use. 

Coal is carried loose, and particles of it adhere to everything with 
which it comes in contact. The trucks employed to carry it become 
so unclean that they are rendered unfit to contain general merchandise. 
Most railway companies decline to provide trucks for the conveyance 
of coal and merchandise of a similar character. Consequently, coal 
proprietors and other traders whose mines and places of business are 
in proximity to the lines of these companies, furnish their own wagons. 
A few railway companies provide wagons to carry merchandise of this 
description. 

Some kinds of merchandise that pertain to minerals, as, for example, 
pig iron, stones for paving and building purposes, and others that might 
be mentioned, are usually consigned in quantities that furnish full loads, 
and are earned in the railway companies’ wagons built for the con- 
veyance of general merchandise The use of the vehicles is permitted 
because when the wagons have been discharged, after carrying such 
merchandise, and the floors have been swept, they are still fit to receive 
and carry general merchandise. Thus the cleanness of merchandise 
bestows advantages in relation to transport which railway companies 
recognize. With the exception of the services of porterage, all the 
services fulfilled m reference to general merchandise carried in open 
wagons are performed in regard to the kinds of merchandise mentioned 
when conveyed from stations to stations. Consequently, the rates 
and charges, omitting the charges for porterage, calculated for general 
merchandise forming the first division of traffic, will apply to minerals 
of the kind described when conveyed under the conditions stated. 

A colliery, with a single shaft for winding purposes, yields a large 
quantity of coal, and where there are many pits the weight raised is 
very great, amounting, in some instances, to thousands of tons per 
week. The quantity being ^ immense, its disposal as it arrives at 
the pit’s mouth is a matter of importance, because, if stocked, its cost 
is increased, which is undesirable with regard to a commodity that is 
plentiful, comparatively low in price, and in constant demand. Coal 
proprietors, therefoie, sell in advance, so that when the trams, or small 
wagons containing the coal, emerge from the pits, they are immediately 
run on rails to certain places near, and tipped or overturned by means 
of suitable machinery, letting the coal fall into the truck, boat, or cart, 
as the case may be, appointed to receive it ; a separate tipping-place 
being provided for each kind of receptacle. In this manner, coal is 



dug, drawn from the mines, screened, and placed in vehicles ready for 
despatch, with the least expense, 

A large portion of the total quantity of coal raised is conveyed by 
railway either to ports for shipment or to towns and other places for 
sale or consumption. The number of trucks required to carry it is 
very great, and to receive, load, and marshal the wagons, preparative to 
despatch, each colliery owner must acquire land for the purpose of 
constructing sidings thereon, to be connected, by means of a junction, 
with a neighbouring railway In some instances, the railway is a 
considerable distance from^the coal-field, necessitating the formation 
of a branch railway at the expense of the coal proprietors interested, 
with junctions connecting it with the sidings of collieries on the route. 
Locomotives or other power have to be provided to move the wagons 
from place to place, as may be requisite. The vicinity of the mouth 
of a coal-mine often resembles a station, and the operations of loading, 
shunting, and marshalling wagons, take place as at stations ; the only 
kind of merchandise dealt with being coal Pitwood, wire ropes, and 
stores, occasionally arrive by railway, but such traffic forms only an 
insignificant part of the whole. 

Traders buy and sell coal either as merchants on their own account 
or as agents on behalf of others. They purchase or hire wagons, and 
have their names, and the names of the stations at which they transact 
business, conspicuously painted on the sides. These individuals buy 
coal from the colliery proprietors by contract or otherwise, as is found 
most profitable, and their wagons are despatched to the collieries to be 
loaded. Hence, in the sidings of many collieries ^e to be found trucks 
belonging to the coal-masters themselves, and trucks appertaining to 
coal agents and other traders ; each truck bearing the name of the 
owner in large capitals. 

The sidings of collieries are a part of the machinery by means of 
which coal proprietors prosecute their business , the land, the lines 
of rails, and, in many instances, the trucks, being their property. They 
also provide the power and labour requisite to move, load, and marshal 
the wagons. The premises are adjacent to the railway, the sidings being 
connected with it by junctions, but, in ali other respects, are deemed to 
be as much apart from it as the premises of other traders. Trains stop 
at the junctions to leave empty wagons and to take away those that are 
loaded ; the whole of the duties performed by the railway company’s 
servants, in relation to the sidings, being comprised in these two acts. 

It is the duty of the owners of private sidings to make suitable 
provision for the reception of empty wagons prior to their arrival. 
They are also expected to place in station order, having regard to 
their destinations, the loaded wagons that have to be despatched. 
The sidings at which empty wagons are detached from, and loaded 
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wagons attached to, the appointed trains, ought to be close to the 
railway. These conditions are necessary in order that the time 
expended in stopping to detach and attach wagons may be reasionably 
short ; for if the sidings be too distant from the junction, or defective 
in accommodation, or if the placing of loaded wagons in readiness for 
removal be faulty, with the result of occasioning longer stoppages of 
trains than would otherwise be necessary, the cost will be increased 
and a corresponding increase of charges for stoppage rendered needful 
In executing a service of stoppage, any labour required beyond that of 
the staff in charge of the train must be furijished by the owners of the 
sidings. 

Coal is always carried in full loads ; wagons being built specially for 
its conveyance, and used exclusively for the purpose. It is reasonable 
to suppose, therefoie, that the load carried in each truck has, invariably, 
a weight equal to, or nearly equal to, the weight of load which the wagon 
is registered to carry. 

If a truck weighing four tons can be built so as to carry a load 
of eight tons, one weighing five tons should be built so as to carry 
a load of ten tons, and so with trucks of other weights ; the weight 
of truck proportionate to unit-weight of load being the same in each 
instance. Were it not so, and the weights of trucks proportionate to 
unit-weights of loads varied materially, owing to diversities in the 
build of trucks or other cause, differences of cost, and, consequently, 
of rates and charges, would ensue. Coal wagons, especially those 
belonging to traders, differ in size, weight, and carrying power, and it 
is a matter of importance to know if the different makes afford equal 
advantages in fulfilling the purpose for which they are intended. 

After discharge, wagons that have contained coal are usually returned 
to the collieries whence they came, to be refilled and again forwarded. 
Each truck has to make a double journey in order to convey a load, 
and, theiefore, twice the weight of the wagon carrying the load has to 
be taken into account in calculating the cost of conveyance. 

On many railways, coal forms so large a part of the traffic that it 
is found expedient to deal with it separately from other kinds of 
merchandise ; locomotives and staffs of men being appointed to convey ^ 
it exclusively. There are ordinary coal trains that run daily and are 
entered in the time-tables with other trains for the guidance of railway 
officials and traders concerned. There are, also, special coal trains that 
run only as lequiied; the journeys not being announced or foreshown. 
Nevertheless, it is not always convenient to convey coal apart from 
other traffic, and there are occasions when trains consist of wagons 
containing all kinds of merchandise, including coal 

Coal is found in so many districts and is used so generally that 
its conveyance by railway implies stoppages of trains at most goods 



stations. Towns and villages have to be served, and trains of loaded 
coal-wagons respectively intended for single stations, and other trains 
timed 4o stop at many stations during the course of each journey, have 
to be despatched in order to supply the various wants of traders. The 
service of stoppage to attach and detach trucks that contain, or have 
contained, coal, is probably as varied, with regard to the number and 
weight of trucks transferred at each stop, as the same service performed 
in relation to general merchandise Although it might be found, on 
investigation, that the average weight and speed of coal trains, the 
average period of stoppage, and the average weight of loaded and 
empty wagons transferred at each stop, differed from the corresponding 
averages computed in reference to general merchandise, it is unadvisable, 
for reasons that have already been stated when dealing with general 
merchandise, to dissociate the conveyance of one kind of traffic from 
that of another, but that all merchandise, conveyed by one railway 
company only, should be joined together in the computation of the 
averages mentioned 

At many stations, particularly those in towns, coal is received in 
such large quantities that it is judged expedient to deal with it apart 
from other kinds of traffic Accordingly, as the loaded wagons anive 
they are placed in sidings specially provided for them To facilitate 
their discharge, paved roads are constructed along the sidings^ giving 
to road vehicles convenient access to the wagons standing in them. 
Coal is shovelled out of the trucks into carts, after which the loaded 
carts are weighed, and the coal is conveyed, loose, to its destination 
Or, it is shovelled into bags and weighed, after w^iich the bags of coal 
are hawked, in wagons, or, if already sold, conveyed to the premises 
of the buyer. 

Trucks containing coal are discharged irregularly in point of time. 
After arrival at stations, one, two, three, and, in some instances, even 
more days elapse before the wagons are unloaded. Doubtless, there 
aie many causes to account for delays. Traders undertake the task 
of discharging trucks loaded with coal, and the duty of the railway 
company is to place the wagons in convenient positions for the pur- 
pose After discharge, the empty trucks are drawn out of the sidings, 
periodically, to be despatched to the collieries, and the process of 
shunting involves the haulage of loaded wagons that may be inter- 
placed with them Expense is occasioned during the time that 
wagons, loaded or empty, remain at stations , therefore, their discharge 
or removal should be expedited as much as possible. 

Let it be assumed that each kind of merchandise comprised in the 
fifth division of traffic is conveyed from private sidings to stations in 
wagons provided by the railway company, specially built and exclusively 
used for the purpose, and let the symbols Ei — P5i, be employed to 
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signify that such merchandise is conveyed by one railway company 
only, under the conditions stated. 

Let it be supposed that the greatest weight of load which a 
specially-built wagon may carry is twice the weight of the wagon itself. 

Let it be assumed that the ratio of the weight of empty wagons 
to the weight of leaded wagons, apart from the loads, conveyed one 
mile, is the same as of i to i, or that the weight of each wagon carrying 
a load requires to be doubled in order to include the conveyance of 
empties. 

On the grounds supposed, when a ^ecially-constructed wagon 
carries its greatest w^eight of load, and the weight of the wagon has 
been doubled to include the conveyance of empties, the weight of wagon 
proportionate to unit-weight of load will be one ton, corresponding to 
grade 9. 

When a railway company provides wagons for the conveyance of 
coal, an opportunity is afforded to build trucks of uniform size, not 
differing very much in weight, each registered to carry the same weight 
of load. If it be assumed that a railway company provides wagons of 
one size only for the conveyance of coal, each registered to carry the 
same weight of load, it becomes necessary to compute an average weight 
of wagon, and, after doubling it to include the conveyance of empties, to 
join it with the greatest weight of load which the wagons are individually 
registered to carry, to distinguish a grade In that case, a load having 
this weight should be furnished at each time of loading. Coal-masters 
employ men to fill wagons wdth coal, and the duty of furnishing loads of 
the right magnitude rests w ith them. 

If it be assumed that a railway company provides wagons of tw^o 
sizes for the conveyance of coal, registered to carry two different w'eights 
of loads, it becomes requisite to compute two average w^eights of wagons, 
and, after doubling them to include the conveyance of empties, to join 
them, respectively, with the greatest w^eights of loads which the wagons 
are individually registered to carry, and the same grade should be 
appropriate for both In that event, two different weights of loads, each 
being a maximum weight of load, w^ould have to be provided for the two 
sizes of w^agons at each time of loading. 

It is doubtful if railway companies are aware of the importance of 
these matters, and if sufficient attention is given to size, w^eight, and 
strength, in the construction of w^agons designed to carry coal. It is 
also questionable whether the men employed by traders to fill wagons 
wdth coal make sure that the load has the right magnitude in every 
instance. A deficiency of load, even if amounting only to a few cwts , 
increases the cost of conveyance and terminal services, per ton of load, 
and should be specially guarded against, considering the immense 
number of wagons that are loaded with coal every working-day. 
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If wagons, built to carry coal or any other kind of merchandise of a 
like character, have various sizes, their individual weights should be 
ascert;^ined with a view of separating the weights obtained into groups, 
as may be deemed necessary, and calculating the average weight of 
wagon from the number of weights and wagons forming each group. 
When this duty has been performed, the weights of loads to be em- 
ployed to distinguish each grade must be computed so that when 
joined, respectively, with the average weights of wagons, arrived at in 
the manner indicated, after providing for the conveyance of empties, 
their relative magnitudes will agree, or nearly agree, with the relative 
magnitudes of the weights of loads and wagons employed to distinguish 
the same grade in reference to other divisions of traffic. 

With the object of securing full loads for wagons on every occasion, 
the weight of each truck and the weight of load which it carries should 
be stated in the consignment note or declaration, as it Is usually called, 
and also in the invoice, so that clerks employed at the second as well as 
at the first terminal station may have an opportunity of comparing them 
and verifying the rate and charges appropriate thereto. No wagon 
ought to bear a load having a greater weight than that which it is built 
to carry, because of the danger that would be incurred by overloading. 
If the weight of coal or other kind of merchandise forming a load corre- 
spond with the weight of load which the truck is registered to carry, the 
maximum power of the wagon is utilized, and the rate and charges cal- 
culated for the grade that may be indicated, after providing for the 
conveyance of the empty wagon, will apply. The grade thus denoted 
may be taken to be the initial grade of the Table. ^If the weight of load 
be less than the maximum weight of load which the wagon is registered 
to carry, a higher grade will be indicated, after providing for the convey- 
ance of the empty wagon, and the rate and charges for such grade will 
apply — with the proviso that a larger amount must not be charged for a 
less load than for a greater. 

The adaptation of wagons to loads is a matter of importance, and 
concerns traders as^much as railway companies. It is to the interest of 
both parties that wagons should be built to receive and carry loads of 
the greatest magnitude possible, and thdX measures should be taken to 
ensure the provision of loads of the right magnitude every time the 
wagons are loaded. Many wagons of coal may be consigned at one 
time to one individual, and, if of different sizes, the vehicles may be 
expected to have different weights. Unless the weight of load and 
weight of wagon in which it is earned be compared, systematically, 
instances of short-loading will be liable to pass undetected, involving 
loss to the railway company 

Although the procedure will add, considerably, to clerical labour, it is 
clear that the only effectual means of preventing loss arising from the 
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insufficient loading of wagons is to enter the weights of w’agons in con- 
junction with the \veights of loads separately in the invoices, and to 
approximate those that fall short of maximum loads to grades that are 
suitable, in order that the rates and charges may equitably apply in 
each case. Doubtless, difficulties will attend the introduction of this 
method of arriving at appropriate rates and charges, but they will not 
be insurmountable ; and when traders perceive the justification for the 
measure and the benefit which they will obtain from it by the due 
observance of reasonable conditions, they may be trusted to agree to the 
regulations that it will be necessary to make. 

When coal is con\eyed from private sidings to stations in trucks pro- 
vided by the railway company, the following services continue to be 
performed by the railway company: — 

The first and second terminal services of stoppage. 

A poition of the fir«t and the whole of the second terminal service of 
railage. 

A portion of the first and the whole of the second terminal service of 
haulage. 

The first and second terminal services of truckage. 

The junctional services of stoppage, railage, haulage, and truckage. 

The remaining services, which are fulfilled by traders, are as fol- 
lows : — 

A portion of the first terminal service of railage. 

A portion of the first terminal service of haulage. 

To show how this comes to pass it will be convenient to commence 
at the period when coal wagons are discharged at stations, and the first 
terminal services begin. The trucks, being empty, are required at the 
collieries to be again loaded. Probably, at the time of discharge, they 
are hemmed in by loaded trucks, and remain waiting until some of these 
also are discharged. At appointed times — perhaps, once or twice a day 
— shunting takes place, the empty wagons being collected from the 
various sidings and placed in position for departure. Since all belong 
to the railway company, no marshalling is required. Having only one 
owner, and being designed for general use in the conveyance of coal, the 
trucks are available for any colliery, and may be transferred at private 
sidings readily, according to daily needs. The services of railage, haul- 
age, and truckage, rendered by the railway company in relation to empty 
wagons at second terminal stations, pertain to the first terminal services, 
but in calculating the charges it is expedient to join them to the charges 
for the second terminal services of the same denomination. After the 
empty trucks have been conveyed to private sidings, the colliery owners 
take possession of them, and employ men and power to move them into 
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positions to be loaded as opportunity offers. When loaded, the trucks 
are marshalled and placed in sidings near to the railway, where they 
wait until, by the agency of the appointed trains, the railway company 
again receives them. Thus the colliery owners fulfil the remaining 
portions of the first terminal services of railage and haulage, while the 
railway company renders the remaining portion of the first terminal 
service of tiuckage. On the aruval of the loaded trucks at stations, the 
second terminal services of railage, haulage, and truckage, commence 
and continue, being performed by the railway company, until the trucks 
are discharged and the round of duties again begins Identical services 
are fulfilled by the railway company in relation to other kinds of mer- 
chandise in this division of traffic, carried under the same conditions. 

Let it be assumed that the average periods of time required to fulfil 
the first terminal services of railage, haulage, and truckage, in reference 
to coal, lime, etc., correspond with those supposed to be needed in rela- 
tion to general merchandise, namely, that when trucks are discharged at 
stations, one day is required to shunt, place them in position, and 
despatch them , and that when they ainve at private sidings, half a day 
is necessary to move them into position to be loaded, and, when loaded, 
half a day is needed to marshal, place, and despatch them Of these 
services, those rendered by the railway company are railage, haulage, 
and truckage, duiing a period of one day in relation to empty trucks at 
the stations wbeie they are discharged, and the service of truckage dur- 
ing a period of one day — half the time in relation to empty trucks and 
half to loaded trucks — at the private sidings where they aie loaded. 

Let it be supposed that the maximum length ^of time that trucks of 
coal, lime, etc, after arrival at stations, are allowed to remain, for the 
convenience of traders, before they are unloaded, is three days, and that 
the average period of time during which they remain before they are 
discharged, taking all wagons into account, is two days. These times 
correspond with those assumed to subsist in relation to w^agons loaded 
With general merchandise On this basis, the second terminal services 
of railage, haulage, and truckage, relating to trucks loaded with coal, 
lime, etc, are rendered by the railway company during a period of 
two days. 

Only two sizes and weights of wagons, joined with appropriate 
weights of loads, wall be made use of for illustration, though other 
weights of wagons joined with other weights of loads, having the same 
relative magnitudes, respectively, might be added if it were necessaiy. 

Let It be assumed that wagons of two sizes are specially built to 
carry coal and exclusively employed for the purpose, one size of wagon 
averagely weighing 4J tons, and the other, 4 tons , the former registered 
to carry 9 tons, and the latter, 8 tons. Wagons specially built to carry 
any kind of merchandise and conveyed under the same conditions as 



coal, might have the* same weights, namely, 4-] tons and 4 tons, but the 
weights of maximum loads obtainable might not be so great as those 
furnished by coal 

Inasmuch as each kind of merchandise in this division of tralhc is 
supposed to be consigned in full loads, fewer grades will be requited 
than for some other divisions of traffic But provision needs to be made 
for such kinds of merchandise as have different specific gravities Coke, 
for example, has a less specific gravity than coal, and fully loaded 
wagons of it may be expected to pertain to a higher grade than fully 
loaded wagons of coal To provide for the various weights of maximum 
loads furnished by different kinds of merchandise, as well as for loads 
that fall short of maximum loads, whether due to inadvertence, negli- 
gence, or other cause, an adequate number of grades should be assigned 
to the fifth division of traffic. 

For the guidance of invoice clerks and others in the fulfilment of 
their duties, and for tlie information of traders, the No. of the appro- 
priate grade for full loads should be stated opposite the name of each 
kind of merchandise comprised in the fifth division of traffic, together 
with any other knowledge that may be deemed essential 

Let ten grades, Nos. 9 to 18, be assigned to the fifth division of 
traffic, and let the weights of loads chosen to distinguish the grades and 
to be joined, respectively, with the average weights of the two sizes of 
wagons, doubled to include the conveyance of empties, be as follows — 


Mei'Jiandise consistiug of coal^ hme^ eU ^ forming the fifth division of ii affic^ each kind being 
tamed in loagons sfaiatly built ana exclusively used for the pmfose 


Nos 

of 

Gradeij 

1 Distinguishing weights 
of loads to be joined, 

' individually, with g tons, 

1 or twice the weight of a 
j vv agon tt eighing 4^ tons 

Successi\ e 
decreases of 

u eight 

Nos 
' of 

Grades 

Distinguishing u eights 
of loads to be joined, 
indi\ iduallj , with 8 tons, 
or t\\ ice the weight of a 
uagon weighing 4 tons 

Successive 
decreases of 
w’etght 
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Tons 
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33 

7 

5 

2 

0 

14 

2 

II 
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10 
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0 

13 

2 
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12 

2 

12 
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6 
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15 
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10 

0 

15 
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9 

0 

0 
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0 

16 
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10 

0 
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The service of porterage, relating to merchandise in the fifth division 
of traffic, IS not performed by railway companies 

The first terminal service of clerkage, relating to merchandise for- 
warded from a private siding, is usually performed by the staff of clerks 
at the station nearest to the siding, and the respective staffs of clerks at 
the receiving stations perform the second terminal service. Invoices 
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have to be written, accounts collected, returns made, and other clerical 
duties executed. Occasionally, loaded wagons have to be weighed for 
the purpose of verifying the ^veights of the contents. The dues on coal, 
or the amounts chargeable for its transport, are, customarily, paid by the 
senders, the colliery proprietors. Uniformity in this respect simplifies 
the keeping of accounts, and tends to diminish the cost of clerkage. 
The provision of full loads, and the frequency of large single consign- 
ments, also contribute to lessen the expense of this service, so that, on 
the whole, the cost of book-keeping, performed with regard to coal, will 
not be so much, per ton, as when performed with respect to general mer- 
chandise. It has, however, been shown that a change in the practice of 
invoicing coal is needful, and that, in addition to the Nos of the wagons, 
which are usually given, the separate weights of the wagons and the 
loads which they carry should also be entered in the invoices for the 
purpose of comparison and approximation, with the ulterior object of 
insuring the provision of loads of the greatest ^magnitude in all cases. 
If this procedure be adopted, it will add to expense Partly, therefore, 
because the proposed change will have the effect of increasing the cost 
of clerkage, and partly to simplify as much as possible the work of 
illustration, the charges for the first and second terminal services of 
clerkage, calculated for general merchandise, shall be deemed suitable 
for merchandise in the fifth division of traffic. 

The chance of damage occurring to coal, lime, etc , during transit, 
or while remaining at junctions or terminal stations, is inconsiderable. 
Collisions sometimes result in spilling the contents of trucks, and a por- 
tion may be lost. Also, improper loading, or the heaping of loads so that 
they are higher than the sides of the trucks, may be the occasion of loss 
of coal in transit through ordinary concussion or vibration. Doubtless, 
the amount annually paid by railway companies for loss of, or damage 
to, merchandise in the fifth division of traffic is very small. For the 
purpose of illustration, however, it has been judged expedient to assume 
that the risk attending the transport of merchandise is the same for each 
division of traffic, and the charges have been computed on that basis 
Consequently, the charges for risk calculated in reference to general 
merchandise must apply to merchand;^e in every other division of 
traffic. The possibility of damage occurring to locomotives and wagons 
in the course of transit and during their stay at junctions and terminal 
stations is as great for one kind of traffic as for another, and, there- 
fore, the charges for risk already computed with respect to wagons 
carrying general merchandise must apply with regard to wagons carry- 
ing merchandise in the fifth division of traffic. 

The charges for extraneous services, calculated in reference to general 
merchandise, will equitably apply to merchandise in the fifth division of 
traffic. 



As‘stated before, it is undesirable to repeat Examples if the factors 
to be made use of are identical Therefore, with reference to grades 
9 to 1 8, inclusive, the scales of rates and the consecutive distances to 
which they apply, and the charges for services, liabilities, and obligations, 
mentioned below, calculated for general merchandise and forming a part 
of the illustrative Examples, will be appropriate for merchandise in the 
fifth division of traffic, conveyed from private sidings to stations in wagons 
provided by the railway company, as follows : — 


Scales of rates, including taxes, embracing grades^ 
9 to 1 8, and the consecutive distances to which ^ 
they are to apply. J 

Charges for the'first and second terminal services ofl 
stoppage, including taxes. / 

Charges for the junctional services of stoppage,! 

railage, haulage, and truckage, including taxes./ 
Charges for the first and second terminal services! 

of clerkage. / 

Charges for risk ....... 

Charges for extraneous services .... 


As in Example 1 1. 


As in 
As in 


Example 2 
Example 6. 


As in Example 8. 


As in 
As in 


Example 9. 
Example 9. 


As previously stated, at private sidings, whence coal, lime, etc, are 
despatched, portions of the first terminal services of railage and haulage 
are fulfilled by traders, the remaining portions being performed by the 
railway company at the second terminal stations. Charges for these 
two services, after the weights of wagons have been doubled to include 
the conveyance of emyties, have already been calculated in relation to 
articles of extraordinary weight or dimensions, and separately shown in 
previous Examples; each terminal station being credited with the 
services performed thereat. The calculation of charges for the respective 
services performed at each terminal station renders it easy to distinguish 
those to which the railway company is entitled from those to which it 
is not entitled when a private siding is substituted for a station, the 
conditions being otherwise the same. Hence, the charges for the second 
terminal services of railage and haulage and for those portions of the 
first terminal services of railage and haulage which are performed at 
second terminal stations, calculated in reference to articles of extra- 
ordinary weight or dimensions forming the third division of traffic, will 
fitly apply, so far as concerns grades 9 to i8, to merchandise in the fifth 
division of traffic, conveyed from private sidings to stations in wagons 
provided by the railway company. 

Charges for the first and second terminal services of truckage, after 
the weights of wagons have been doubled to include the conveyance of 
empties, have already been calculated in reference to articles of extra- 
ordinary weight or dimensions; and those relating to grades 9 to 18 
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will fitly apply to merchandise in the fifth division of tiaffic, carried in 
wagons provided by the railway company under the conditions stated. 

Tjd sum up, charges for the second terminal services of railage and 
haulage, and for those portions of the first terminal services of i adage 
and haulage which are performed at second terminal stations, together 
with charges for the fiist and second terminal services of truckage, w^hich 
have been calculated in reference to merchandise in the third division of 
traffic, will appropriately apply, so far as regards giades 9 to 18, to 
merchandise in the fifth division of traffic, conveyed from private sidings 
to stations in wagons provided by the railway company as follows — 

Charges for the second terminal service of railage' 
and for that portion of the first terminal 
service of lailage which is rendeied at second 
terminal stations. 

Charges for the second terminal service of haulage 
and for that portion of the first terminal 
service of haulage which is perfoimed at 
second terminal stations 

Chaigesfor the first and second terminal services of 
truckage 

Special services relating to coal are frequently rendered by railway 
companies at terminal stations. At ports where coal is shipped, 
machinery is often provided for discharging the trucks by canting them, 
and allowing the contents to fall directly into barges or into the holds 
of vessels set to receive them Also, in connection with some stations, if 
the circumstances permit, places for storing coal are let to traders 
The cost of special services of any kind regularly or occasionally lendered 
should be carefully calculated and charged for equally with ordinary 
services 

The weight of coal conveyed is so immense, and the amount peii- 
odically paid by individual traders for its transport is so great, that it 
may be found advisable to establish rates and charges, per ton of load, 
for each mile or other initial distance,, without altering the rate of 
progression ; thus employing the scales of rates in unbroken succession. 
Also, in adding rates to charges, especially with regard to short distances, 
it may be deemed expedient to divide fractions of a penny into 
farthings ; each fraction of a farthing, however small, being called a 
farthing. In that event, the united rates' and charges would be stated 
in shillings, pence, and farthings. No objection can be made to these 
modes of procedure because they do not infringe the principle of equity. 
There is, however, no occasion to alter the form of the Table now to be 
prepared for coal and other merchandise in the fifth division of traffic, 


As in Example 17 


^ As in Example 18 


As in Example 19 
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seeing that the object is that of illustration only ; and, therefore, the 
course previously followed will be continued. 

A ^complete list of charges, per ton of load, stated in pence and 
fractions of a penny, for terminal and junctional services, liabilities, and 
obligations, applicable to coal, lime, and analogous kinds of merchandise, 
carried under specified conditions, is given in Example 25, the first of 
the two preceding Examples (see p 239) The charges have been 
calculated and already made use of in relation to other divisions of 
traffic. Reference to the No. of Example whence the charges have 
been taken is entered opposite the name of each kind of service, liability, 
and obligation. 

Example 26 (pp. 240-245) forms a complete Table (Table IV.) of 
Rates and Charges, per ton of load, for merchandise comprised in the fifth 
division of traffic, conveyed from private sidings to stations in wagons pro- 
vided by the railway company. It is prepared b^ adding the rates for 
.consecutive distances calculated for grades 9 to 18, inclusive, contained 
in Example ii, to the total charges contained in Example 25, to form 
scales of united rates and charges, stated in shillings and pence, together 
with the consecutive distances, embracing i to 200 miles, to which they 
apply Fractions of a penny are disposed of — those under a halfpenny 
being disregarded, and those amounting to a halfpenny and over being 
treated as pence. The consecutive distances correspond with those 
adopted for geneial merchandise; the rate of progression being inci eased, 
after 15 miles, from i to 2 miles, and after 65 miles, from 2 to 3 miles. 

Joined with the rates and charges, per ton of load, by means of 
which they have been calculated, are entered tj;ie amounts, per dis- 
tinguishing weight of load, printed in italics, due for distances of 15, 
65, 140, and 200 miles, respectively. When Tables of Rates and Charges 
are established for practical use, the amounts, per distinguishing weight 
of load, due for each consecutive distance, should be computed and 
entered in the manner shown in the Example, 

The amounts due for the transport of consignments of merchandise 
that are less than^ full loads, and whose weights come between the 
weights of loads distinguishing adjoining grades, must be calculated by 
means of the higher rates and charges applicable to the lesser weights 
of loads, unless, by so doing, the amounts yielded exceed the amounts 
calculated by means of the lower rates and charges applied to the 
greater weights of loads. The insertion of amounts, per distinguishing 
weight of load, due for each consecutive distance, in proximity to the 
rates and charges, per ton of load, will assist clerks to avoid entering 
wrong amounts in invoices when the circumstances are as described, 
and will save the labour of calculation with regard to consignments 
whose weights correspond with the w^eights of loads employed to 
distinguish the grades. 



CHAPTER XV 

SOUTH NORTHERN RAILWAY COMPANY 

«l 

COAL, LIME, ETC, CARRIED IN WAGONS PROVIDED BY TRADERS 

If it were the practice for every trader, extensively engaged in one 
or more branches of business, to provide wagons for the transport of his 
own merchandise, the interterminal and terminal services of railage and 
haulage, fulfilled by railway companies, would be greatly increased. The 
limitation of the use of wagons to the traders’ own goods would, un- 
doubtedly, add to the weight of returned empties, since it cannot be 
expected that loads could be provided for each journey, out and in. 
Even under the favourable conditions existing, wagons, having one 
owner, and available to receive general merchandise at every station 
on the parent railway, cannot always be provided with loads at 
the stations where they are discharged ; some having to be conveyed 
to other stations that are in need of empty wagons. By multiplying 
the number of owners, the restriction in the use of wagons would not 
only augment the weight of returned empties, but would have the 
further effect of increasing the service of haulage at terminal stations, 
because the empty wagons, having different destinations, would have to 
be placed in station order, before departure. 

When traders provide trucks to carry coal, no additional cost of 
conveyance is occasioned by the action, because all coal trucks, whether 
owned by the railway company or by traders, are, except in special 
circumstances, returned empty to the collieries , but the duty of 
separately collecting together, and placing in due order, empty wagons 
that have to be conveyed to different collieries, increases the amount of 
shunting, and adds, considerably, to the cost of the terminal service of 
haulage. Hence, the first terminal service of haulage, performed in 
relation to traders’ empty wagons at second terminal stations — whether 
the wagons have contained coal or any other kind of merchandise — 
involves the duty of marshalling, which is an extra duty, and it would 
be justifiable to add something on account of it to the sum employed 
to compute charges for the service. Let it be sufficient to note the 
circumstance without proceeding to alter the sum that has already been 
made use of, and, for the sake of simplicity of illustration, let the 

247 
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seeing that the object is that of illustration only ; and, therefore, the 
course previously followed will be continued. 

A ^complete list of charges, per ton of load, stated in pence and 
fractions of a penny, for terminal and junctional services, liabilities, and 
obligations, applicable to coal, lime, and analogous kinds of merchandise, 
carried under specified conditions, is given in Example 25, the first of 
the two preceding Examples (see p 239) The charges have been 
calculated and already made use of in relation to other divisions of 
traffic. Reference to the No. of Example whence the charges have 
been taken is entered opposite the name of each kind of service, liability, 
and obligation. 

Example 26 (pp. 240-245) forms a complete Table (Table IV.) of 
Rates and Charges, per ton of load, for merchandise comprised in the fifth 
division of traffic, conveyed from private sidings to stations in wagons pio- 
vided by the railway company. It is prepared adding the rates for 
.consecutive distances calculated for grades 9 to 18, inclusive, contained 
in Example ii, to the total charges contained in Example 25, to form 
scales of united rates and charges, stated in shillings and pence, together 
with the consecutive distances, embracing i to 200 miles, to which they 
apply Fractions of a penny are disposed of — those under a halfpenny 
being disregarded, and those amounting to a halfpenny and over being 
treated as pence. The consecutive distances correspond with those 
adopted for general merchandise ; the rate of progression being inci eased, 
after 15 miles, from i to 2 miles, and after 65 miles, from 2 to 3 miles. 

Joined with the rates and charges, per ton of load, by means of 
which they have been calculated, are entered tjie amounts, per dis- 
tinguishing weight of load, printed in italics, due for distances of 15, 
65, 140, and 200 miles, respectively. When Tables of Rates and Charges 
are established for practical use, the amounts, per distinguishing weight 
of load, due for each consecutive distance, should be computed and 
entered in the manner shown in the Example. 

The amounts due for the transport of consignments of merchandise 
that are less than full loads, and whose weights come between the 
weights of loads distinguishing adjoining grades, must be calculated by 
means of the higher rates and charges applicable to the lesser weights 
of loads, unless, by so doing, the amounts yielded exceed the amounts 
calculated by means of the lower rates and charges applied to the 
greater weights of loads. The insertion of amounts, per distinguishing 
weight of load, due for each consecutive distance, in proximity to the 
rates and charges, per ton of load, will assist clerks to avoid entering 
wrong amounts in invoices when the circumstances are as described, 
and will save the labour of calculation with regard to consignments 
whose weights correspond with the weights of loads employed to 
distinguish the grades. 



CHAPTER XV 

SOUTH NORTHERN RAILWAY COMPANY 
COAL, LIME, ETC, CARRIED IN WAGONS PROVIDED BY TRADERS 

If it were the practice for every trader, extensively engaged in one 
or more branches of business, to provide wagons for the transport of his 
own merchandise, the interterminal and terminal services of railage and 
haulage, fulfilled by railway companies, would be greatly increased. The 
limitation of the use of wagons to the traders' own goods would, un- 
doubtedly, add to the weight of returned empties, since it cannot be 
expected that loads could be provided for each journey, out and in. 
Even under the favourable conditions existing, wagons, having one 
owner, and available to receive general merchandise at every station 
on the parent railway, cannot always be provided with loads at 
the stations where they are discharged ; some having to be conveyed 
to other stations that are in need of empty w^agons. By multiplying 
the number of owners, the restriction in the use of wagons would not 
only augment the weight of returned empties, but would have the 
further effect of increasing the service of haulage at terminal stations, 
because the empty wagons, having different destinations, would have to 
be placed in station order, before departure. 

When traders provide trucks to carry coal, no additional cost of 
conveyance is occasioned by the action, because all coal trucks, whether 
owned by the railway company or by traders, are, except in special 
circumstances, returned empty to the collieries , but the duty of 
separately collecting together, and placing in due order, empty wagons 
that have to be conveyed to different collieries, increases the amount of 
shunting, and adds, considerably, to the cost of the terminal service of 
haulage. Hence, the first terminal service of haulage, performed in 
relation to traders’ empty wagons at second terminal stations — whether 
the wagons have contained coal or any other kind of merchandise — 
involves the duty of marshalling, which is an extra duty, and it would 
be justifiable to add something on account of it to the sum employed 
to compute charges for the service. Let it be sufficient to note the 
circumstance without proceeding to alter the sum that has already been 
made use of, and, for the sake of simplicity of illustration, let the 
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charges already computed for the first terminal service of haulage, 
performed at second terminal stations, applicable to merchandise in the 
fifth division of traffic when carried in wagons provided by the railway 
company, apply also to the same description of meichandise when 
carried in traders’ w^agons 

Most railway companies, even those whose lines serve important 
mining districts from which they derive a large portion of traffic, decline 
to provide wagons for the purpose of carrying coal and other kinds of 
merchandise that foul the vehicles in wffiich they are conveyed. In these 
circumstances, the wagons have to be furnished by traders. 

In view of the variety of makes and sizes of vehicles constructed, 
and presuming that no steps are taken by railway companies to see 
that wagons of approved size, weight, and strength, designed to carry 
one kind of merchandise only, are provided by traders, it is reasonable 
to infer that traders' wagons do not always afford equal advantages in 
fulfilling the purpose for which they are intended. It is probable that 
the inequalities are so great that identical weights of loads obtained 
from one kind of merchandise, conveyed between the same places, will 
approximate to different grades, and, consequently, that different rates 
and charges, per ton of load, should, in justice, be employed to compute 
the dues for transport. By the present practice, the sum, per ton of 
load, representing the rate and charges for coal, lime, or other article 
in the fifth division of traffic, conveyed from a private siding to a station, 
applies to each consignment irrespective of the relation which the weight 
of wagon bears to the weight of load which it carries. Consequently, 
traders have no inducement to bestow the attention that is needful m 
providing wagons of the most suitable kind for each description of 
merchandise But by altering the conditions so that the rates and 
charges, per ton of load, shall be lower or higher in accordance with the 
greater or less economic adaptation of wagons to loads, having regard 
to the respective relative magnitudes of their weights, traders will have 
an incentive to supply wagons of the most approved pattern, and to 
take such measures as will ensure the provision of loads of sufficient 
magnitude. 

Let it be assumed that each kind of n^rchandise in the fifth division 
of traffic is conveyed from private sidings to stations in wagons provided 
by traders, specially built and exclusively used for the purpose , and 
let the symbols, El — PSi — TWy be employed to signify that such mer- 
chandise IS conveyed by one railway company only, under the conditions 
stated. 

To save repetition, let it be supposed that the conditions specified in 
the last chapter, presumed to exist with regard to merchandise in the 
fifth division of traffic, still continue, except that wagons are provided by 
traders instead of by the railway company. In the altered circumstances, 
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the interterminal, terminal, and junctional services of truckage, relating 
to loads and wagons, are rendered by traders, and, of course, cease to 
be fulfilled by the railway company. Consequently, all charges for the 
services of truckage, relating to loads and wagons, included in the last 
Table of Rates and Charges (Ex. 26), applicable to merchandise in 
the fifth division of traffic when carried m wagons provided by the 
railway company, must be omitted in preparing a Table of Rates and 
Charges applicable to the same description of merchandise when carried 
in traders’ wagons 

Let wagons of two sizes be again used fgr illustration, and let it be 
assumed that their average weights are 4I tons and 4 tons, and that they 
are registered to carry 9 tons and 8 tons, respectively, as before, in order 
that the weights of loads employed to distinguish the grades in the last 
Table may again be made use of to mark the same grades in the Table 
next to be prepared. jBy this arrangement, comparison of the different 
rates and charges for the same desciiption of merchandise, according as 
it is earned in wagons provided by the railway company and in wagons 
furnished by traders, will be facilitated. 

The sums employed to compute the cost of the interterminal services 
of railage, haulage, and truckage, constituting conveyance, including taxes 
and profit, are, respectively, ‘oS^, lod, and 02^, amounting to *2od, per 
ton per mile, reckoned on the whole weight of each train. It has been 
assumed that the ratio of the average weight of a locomotive and its 
accessories to the average weight of a tram-load is the same as of i to 2. 
By increasing each sum by one-half, or to 'I2d, *15^, and 03^,, 
respectively, the resulting amount, ‘30^/., per ton per mile, applied to the 
weights of loads and wagons forming the train-load, includes the cost of 
conveying the instruments of power without their weights appearing in 
the process of calculation. 

When wagons are provided by traders, the sum to be subtracted from 
the amount on account of the non-performance of the intertermmal service 
of truckage is *02d, or one-fifteenth of *30^. per ton per mile. The 
remaining portion of the sum for truckage, namely, ot^ per ton per mile, 
must be retained for the purpose of computing the cost of the inter- 
terminal service of truckage stHl rendered in relation to locomotives and 
their accessories The sum to be employed in the computation of rates 
for conveyance when traders provide wagons will, therefore, be 2Sd. 
instead of ^od, per ton of load and wagon, per mile, or fourteen-fifteenths 
of the amount. In place of decreasing the separate amounts in each scale 
of rates, which would be a tedious task, the same effect may be achieved 
by increasing, in a correspondingly needful degree, the consecutive 
distances to which the scales of rates apply. By expressing one mile as 
fifteen-fifteenths, and taking one from the denominator, it becomes fifteen- 
fourteenths, or miles. By substituting miles for i mile as the 
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initial distance, and by adding miles, or a multiple of it, to form 
succeeding distances, the unaltered scales of rates may respectively apply 
to th« changed consecutive distances, and the effect will be equivalent to 
the reduction of the sum, employed to compute the rates, from •30^. to 
* 2 Zd per ton of load and wagon, per mile. 

Accordingly, with reference to merchandise in the fifth division of 
traffic when cairied in traders* wagons, let the unaltered scales of rates 
apply to changed consecutive distances, lesultmg from the substitution 
of IyV miles for i mile as the initial distance, which will have the effect 
of cancelling the amount^, calculated for the interterminal service of 
truckage rendered in relation to loads and wagons, previously included 
in the rates per ton. 

The service of stoppage, whether terminal or junctional, is a combina- 
tion of the services of railage, haulage, and truckage, which, although 
performed in connection with the whole of \ train, are specifically 
rendered on behalf of that part of the train-load which is transferred at 
each stop. 

The sum employed to compute charges for each terminal service of 
stoppage is i‘ 20 od per ton of load and wagon. Of this sum, one-fifteenth, 
or ^o 8 od is used to compute charges for the service of truckage rendered 
m relation to loads and wagons ; and fourteen-fifteenths, or 1*120^^, is 
employed to compute charges for the services of railage and haulage 
performed in relation to loads and wagons, including the instruments of 
power, and the service of truckage lendered in reference to the instruments 
of power only. 

The junctional services of stoppage are performed in relation to a 
part of all kinds of traffic, but it has been judged expedient to apportion 
the cost, so that all merchandise in each division of traffic shall be subject 
to charges for two junctional services of stoppage, and the sum *480^/, 
per ton of load and wagon, employed to compute them, has been chosen 
with that object Of this sum, one-fifteenth, or 032^, is employed to 
compute charges for the service of truckage rendered in relation to loads 
and wagons ; and fourteen-fifteenths, or *448^, is used to compute 
charges for the services of railage and haulage performed in reference to 
loads and wagons, including the instruments of power, and the service of 
truckage rendered in relation to the instruments of power only. 

When wagons are provided by traders, charges for the first and second 
terminal services of stoppage and for two junctional services of stoppage 
require to be calculated anew, in order that they may relate only to the 
services performed by the railway company. 

Accordingly, let i 120^. per ton of load and wagon, including taxes 
and profit, be employed to compute charges for each terminal service of 
stoppage ; and let 44 Sd per ton of load and wagon, including taxes and 
profit, be employed to compute charges for two junctional services of 
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stoppage, perfoinied in lelation to merchandise in the fifth division of 
traffic, earned in wagons provided by traders. 

Resulting from the employment of the sums named, charges for the first 
and second terminal services of stoppage, and for two junctional services 
of stoppage, perfoimed in relation to merchandise in the fifth division of 
traffic, conveyed from private sidings to stations in wagons provided by 
traders, are shown, separately, in Example 27 (p 251). 

Charges calculated for the 1st and 2nd terminal services of truckage 
and for the junctional service of truckage, contained in previous 
Examples, refer wholly to^loads and wagons, and, of course, cease to 
apply when wagons are provided by traders. 

A complete list of charges, per ton of load, stated in pence and 
fractions of a penny, for terminal and junctional services, liabilities, and 
obligations, applicable to coal, lime, and analogous kinds of merchandise, 
carried under specified conditions, is given in Example 28, the first of 
the two Examples immediately following. Reference to the No of 
Example whence the charges have been taken is entered opposite the 
name of each kind of service, liability, and obligation 

Example 29 forms a complete Table (Table V ) of rates and charges, 
per ton of load, for merchandise comprised in the fifth division of traffic, 
conveyed from private sidings to stations in wagons provided by traders 
It is prepared by adding the rates for consecutive distances calculated 
for grades 9 to 18, inclusive, contained m Example ii, to the total charges 
contained in Example 28, to form scales of united rates and charges, 
stated in shillings and pence. Fractions of a penny are disposed of — 
those under a half-penny being disregarded, and ihose amounting to a 
half-penny and over being treated as pence The initial distance has 
been altered from i mile to miles By adding IyV miles, or a multiple 
of it, to form succeeding distances, a series of distances is obtained to 
which the unaltered scales of rates and charges apply in the same order 
as before. The application of the unaltered scales of rates to the changed 
consecutive distances has the effect of cancelling those portions of the 
rates which refer tg the interterminal service of truckage rendered in 
relation to loads and wagons. The consecutive distances extend from 

to 2I4 j\- miles, and the rate of progression is increased, after i6y\ 
miles, from to 2fy miles, and after miles, from to 

miles. 

Joined with the rates and charges, per ton of load, by means of which 
they have been calculated, are entered the amounts, per distinguishing 
weight of load, printed m italics, due for distances of 15, 65, 140, and 
200 miles, respectively. When Tables of Rates and Charges are estab- 
lished for practical use, the amounts, per distinguishing weight of load, 
due for each consecutive distance, should be computed and entered m 
the manner shown in the Example. 
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The amounts due for transport of consignments of merchandise that 
are less than full loads, and whose weights come between the weights 
of loads distinguishing adjoining grades, must be calculated by means 
of the higher rates and charges applicable to the lesser weights 
of loads, unless, by so doing, the amounts yielded exceed the amounts 
calculated by means of the lower rates and charges applied to the 
greater weights of loads. The insertion of amounts, per distinguishing 
weight of load, due for each consecutive distance, in proximity to the 
rates and charges, per ton of load, will aid clerks to avoid entering 
wrong amounts in invoices when the circumstances are as described, and 
will save the labour of calculation with regard to consignments whose 
weights correspond with the weights of loads employed to distinguish 
the grades. 

Manufacturers of iron, steel, cotton, woollen, paper, chemicals, pottery, 
and other merchandise, as well as bleachers, printers, and dyers of fabrics, 
whose works are situated near a railway, often^find it advantageous to 
acquire land, construct sidings, and connect them by means of junctions 
with the railway, for the purpose of receiving and forwarding wagons 
containing the different kinds of merchandise bought and sold, or con- 
signed to them, in the prosecution of their respective businesses. Like 
colliery proprietors, these traders not only own the sidings, but provide 
the labour, machinery, and power, requisite to perform the various^ 
services associated with wagons, such as making provision for their 
reception, loading and unloading them, moving them from one position 
to another, placing them in due order for departure, and attending to the 
trains appointed to stop at the junctions. 

The services that are pei formed at private sTdings pertain to first or 
second terminal services, according as the traffic proceeds outward or 
inward The raw materials received by traders differ for each kind of 
manufacture, but the article of coal is required as fuel in the production of 
steam-power at almost every place where the operations are accomplished 
by the aid of machinery. Thus coal is frequently conveyed from private 
sidings to private sidings, and is carried in traders' wagons or in wagons 
provided by the rS-ilway company, according to circumstances. 

The two Tables of Rates and Charges, already furnished, applicable to 
merchandise in the fifth division of traffic, firstly, when carried in wagons 
piovided by the railway company, and secondly, when carried in traders' 
wagons, will serve, without further exemplification, to point out the pro- 
cedure to be followed in preparing Tables of Rates and Charges to apply 
to merchandise in any division of trafSc, v/hether forwarded from, or 
received at, private sidings , and whether conveyed m wagons belonging 
to the railway company or to traders. All that is needful is to correctly 
separate the services performed by the railway company from those 
ren dered by traders, in order that the charges for the respective services 
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fulfilled by the railway company may be duly calculated, and so that 
traders may not be debited with charges for services which they themselves 
perform. 

Private sidings should be treated as stations in all respects, and 
loaded or empty wagons that have to be taken to those places should be 
labelled accordingly, or otherwise display destination, so that they may 
be conveyed uninterruptedly by trains appointed to stop at the sidings 
The removal of wagons from private sidings should be similarly regulated 
with the object of securing unbroken transit to as great an extent as 
possible By these means, journeys may be accomplished in the 
shortest time, and delivery and collection of wagons frequently effected 
at one stoppage — advantages that tend to lessen the cost of operations 
and the iisk attending their pciformance. 



CHAPTER XVI 

SOUTH NORTHERN RAILWAY COMPANY 

MERCHANDISE CARRfED IN TRADERS' WAGONS THAT WOULD 
OTHERWISE BE RETURNED EMPTY TO PRIVATE SIDINGS 

A CONSIDERABLE quantity of timber, described as pit-wood, is used 
in coal-mines to prop the roof in places where coal is, or has been, dug. 
Some of it comes from foreign countries, and is ^hipped to ports situated 
nearest to the mines. On arrival at port-towns, it is sometimes found 
convenient to make use of trucks belonging to traders, that have carried 
coal, for the purpose of conveying the timber to its destination. Thus, 
instead of being returned empty, coal-wagons are occasionally provided 
with loads to be conveyed to the collieries. At inland stations, different 
kinds of merchandise are, occasionally, placed in traders' wagons that 
have cairied coal or analogous merchandise, and conveyed to private 
sidings under the same conditions The expense of returning the empty 
trucks is included in the rates and charges already calculated for coal, 
and, therefore, the rates and charges to which the railway company is 
entitled when timber and other kinds of merchcindise are conveyed in 
the circumstances described, and which have now to be calculated, refer 
to the return-loads only. 

Let It be supposed that merchandise of various kinds, includible in 
different divisions of traffic, is conveyed from stations to private sidings 
in wagons provided by tradeis, specially built to carry coal or other kind 
of merchandise, and which would else be returned empty to private 
sidings ; and let tl^e symbols Fi - iPS — TW be employed to denote that 
such merchandise, which shall be held to constitute the sixth division of 
tiafhc, is conveyed by one railway company only, under the conditions 
stated. 

In the circumstances presumed, the interterminal, terminal, and 
junctional services of truckage, relating to loads and wagons, are, of 
course, wholly rendered by traders, who also fulfil the second terminal 
services of railage and haulage — the terminals being now reversed 
The interterminal services of railage and haulage relating to return- 
loads and to the instruments of power, and the interterminal service 
of truckage relating to the instruments of power only, are fulfilled by the 
railway company 
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To prevent misconception, let it be supposed that when traders' 
trucks that have carried coal or analogous merchandise are discharged 
at stations and have to be reloaded at the same stations, half-a-day is 
required to place them in position for loading, and, when loaded, half-a- 
day is needed to marshal, place, and despatch them. The time, one day, 
corresponds with the time deemed requisite to shunt and marshal empty 
wagons, place them in position, and despatch them from second terminal 
stations to private sidings — operations constituting those portions of the 
first terminal services of railage and haulage which are performed at 
second terminal stations, the cost of which has already been included in 
the charges for terminal services appropriate for coal and analogous 
merchandise (Ex. 28). Considered m reference to the wagons only, 
the services rendered in one case are equal in value to the services 
rendered in the other, and may be substituted for them. Consequently, 
it is proper to assume that the charges calculated for the terminal 
services named are already defrayed, and that the charges due to the 
railway company, and now to be calculated, have reference to the return- 
loads only. 

With respect to loads provided for tradeis' trucks that have carried 
coal or analogous merchandise, conveyed from stations to private sidings, 
let it be assumed that the service of porterage at the places of loading is 
performed by traders. In the event of traders using the railway company's 
cranes in the operation of loading wagons, it would be necessary to charge 
for cranage. 

The terminal and junctional services, liabilities, and obligations, 
relating to return-loads, exclusively, fulfilled or undertaken by the 
railway company in the circumstances described, are as follows * — 

The first and second terminal services of stoppage, with taxes. 

The first terminal service of railage, with taxes. 

The first terminal service of haulage. 

Two junctional services of stoppage, with taxes. 

The junctional service of railage, with taxes 

The junctional service of haulage. 

The first and second terminal services of clerkage 

Risk. 

Extraneous services 

The sum, per ton of load, employed in previous Examples to com- 
pute charges for each kind of service, liability, and obligation, mentioned 
above, now becomes the charge itself. One column, therefore, will 
suffice to contain the respective charges, per ton of load, due to the 
railway company. 

Let it be assumed that any trader's wagon which has carried coal or 
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analogous merchandise may be used to carry a return load, provided it 
can be conveyed witb safety. 

A complete list of charges, per ton of load, for terminal and junctional 
services, liabilities, and obligations, applicable to return-loads, conveyed 
under the conditions stated, is furnished in the next Example ; due 
reference being made to the Nos of Examples from which the sums 
forming the respective charges are taken 


EXAMPLE 30 

SOUTH NORTHERN RAILWAY COMPANY 

Merchandise earned in trade? wagons that would otherwise be rettirned, empty ^ to piivate 
Slumps — Chaises for terminal and junctional sei vices t habtliites, and obligations 


Fi-iPS-TW 


Weight of load 
Weight of wagon 


fAny weight which a 
4 wagon may safely 
f carry 
Any weight 


Ton 


Unit-\\ eight of load 


I 


Ref to 
the N os 


Per ton 

of 


of load 

Examples 


d 

r Charge for the ist terminal service of stoppage, 

J including taxes 

1 120 

27 

1 Charge for the 2nd terminal service of stoppage, 

( including taxes 

I 120 

3 

Charge for the ist terminal service of railage, 



including taxes . . 

— 

4 

Charge for the 1st terminal service of haulage 


27 

Chaige for two junctional services of stoppage, 



including taxes 

— 

6 

f Charge for the junctional service of railage, includ- 
\ mg taxes 



[ Charge for the junctional service of haulage 

— 

8 

/ Charge for the ist terminal service of clerkage 

75° 

\ Charge for the 2nd terminal service of clerkage 

750 

9 

f Charge for risk 
\ Charge for extraneous services 

Total amount of charges for terminal and junctional sei vices. 


1 liabilities, and obligations 



TT 


Per ton of load 
d 


2 240 

150 

300 

44S 

030 

060 


I 500 
180 
060 


4 968 


Rates for the interterminal services of railage, haulage, and truckage, 
1 elating to loads, have been calculated at 30^. per ton, per mile (Ex. i). 
It has been shown that traders who provide trucks to carry coal and 
analogous merchandise are entitled to a reduction of rates amounting to 
02^2^' per ton of load, per mile. The same conditions exist when the 
trucks are used for the purpose of carrying return-loads, consisting of 
other kinds of merchandise, from stations to private sidings , the amount 
due to the railway company being per ton of load, per mile 
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EXAMPLE 31 

SOUTH NORTHERN' R \ILWAY COMPANY 

iHdtit in i/aden zva^ons that zjcaid ctherunse he rdurntd^ . 

United latt.^ and cliai ^es foi ten e.ittive distawt^ 


Fl-lPS-TW. Weight of load 
Weight of Magon 


fAm weight Mhich a 
h Magon ma} salelv cam 
Anj weight 


Ref to 
the Nus 
of I 
Examples 


Unit-w eight of load 


Total amount of charges for terminal and junctional ser- 
vices, haljilities, and oUigatmns 
Minimum chirge per consignment, ^d 



I ^ Rate for the initial distance, including taxes I 30 
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Fl-lPS-TW. Weight of load 
Weis^bt of «acjon 


f.Viiy eight \\hich a 
w agon may safely carry 
Any weight 


Unit -weight of load 


Ref to 
the Nos 
of 

Examples 

510 


Total amount of charges for terminal and junctional ser- 
Mces, liabilities, and obligations 
IMinimum charge, per consignment, 

Rate foi the initial distance, including taxes 


Per ton of load 
d 


Consecutive distances 


Rates united 

Prog Nos. Rates alone, the total 

correspondu^ stated in pence ^niount of 
with the Nos and fractions charges, stated 
of scales of rates of a penny 


m shillings and 
pence, without 
fractions 


0\ei 48y\ miles and not exceeding 503^ miles 

J5 3> 35 J3 S^ri 33 

3 3 5^ A' 3 3 3 3 3 3 54X7 3 3 

33 54* 33 3, 3, 5 ^-^ 3, 

53 5^* S3 33 33 5^17 S3 


SS* 3 3 
33 

63* 3 3 
65* 3 3 
67* 33 


69* 33 

72H 3 3 

76* 3 3 

79 * 3, 

5, 


61* 33 

63* 3, 

65* 5 3 

67* 3 3 

69* 3 3 


SSil- „ 

92x7 3 5 

95 * 33 

9^X7 3 3 


3 3 987^^ 3 3 

33 

33 

loiM > 

.. loi-n „ 


35 

loS , 

105 „ 

33 

,, 

loM , 

00 

0 

33 

33 

iiifi , 

33 III* 3, 

3 3 

S3 

1 14 A , 

33 I 14 x 7 33 


33 

117H j 

iiyii 

33 

33 

121* , 

121A „ 

33 

33 

I24IX . 

i> 124^ ,, 

33 

33 

127* , 

127* .. 

33 

33 

I301S . 

.. ISOM .. 

33 

33 

I33H . 
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EXA^MPLE 31 [cmiimitd] 


Fi-iPS-TW. \Yeightofload 
Weight of \\agon 


Ref to ' 
the Nos ' 
of ! 
Examples 1 

I 


U nit«v\ eight of load 


Total amount of charges fur terminal and junctional scr- 
\ices, liabilities, and obligations 
^Iinimum charge, per consignment, 5(/ 

Rate for the initial distance, including taxes 


fAn\ eight 'which a 
( w agon may safely carry 
Any weight 



Consecutive distances 


I Rates united 

1 Prog. Mos. Rates alono, j 
, correspowlmg sBted in pence , a 

uith the Nos and fractions fL'Sp ' If 
of scales of rates of a ptnn\ ” ^hilhuk '5 and 
^ pence, wnthout 

! fractions 


of scales of ratei 


Over 133H- miles and not exceeding I37i\ miles , 


S i „ 166* „ 

3 ' jj >» 

I 5J I75tt j> 

» 17SH » 



1 .. 150 

}> 

?> 

i 53 i*V >j 

142 

42 60 

4 

0 

I jj ^ 53 i\ j> 

!> 

>> 

?> 

H 5 

43 50 

4 

0 

1 j) iS^iV II 

J» 

J J 

i 59 it >) 

14S 

4440 

4 

I 

! II IS 9 A II 

J> 

>> 

162H „ 

^51 

45 30 

4 

2 

ij I. 162H I. 


JJ 

i66i’f ,, 

154 
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4 

3 
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?> 
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4 

9 
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JJ 
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9 
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JJ 
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17S 

5340 
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10 
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JJ 
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4 

XI 
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J J 
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5 

0 

jj ^98 1\ jj 

J J 

,i 201^ „ 

IS7 

56 10 ! 

5 

I 

>> „ 

5) 

II 204f3r II 
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5700 1 

1 5 

2 

,, 204x\ „ 

> J 

,i 207H „ 
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57 90 

5 

3 

II 207 i^ }} 

J J 

II 2II1V I. 

196 

58 So i 

^ 5 

4 

I, „ 

JJ 

.1 214, „ 
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5970 ! 

5 
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Instead of reducing the rates, it is preferable to increase, in a corre- 
spondingly needful degree, the distances to which they apply. There- 
fore, let the initial distance, to which the rate of ^od per ton of load is 
to apply, be miles instead of i mile, and let the consecutive distances 
to which the successive rates are to apply be multiples of miles, 
agreeing with the distances in Example 29 

Return loads are usually of considerable weight, but occasionally 
they are light. To guard against loss arising from the smallness of 
consignments it is needful to establish a minimum charge Let the 
minimum charge for a consignment forming a return-load be fivepence, 
or the amount of the rate and the total amount of charges for services, 
etc., combined, for conveying a return-load, weighing i ton, miles^ 
the initial distance 

Example 31 (pp. 265-267) forms a complete Table (Table VI) of 
Rates and Charges, per ton of load, for merchandise of various kinds 
constituting the sixth division of traffic — although includible in other 
divisions — when conveyed from stations to private sidings in trucks 
provided by traders, which have been used to carry coal or analogous 
merchandise, and which would otherwise be leturned empty to private 
sidings The initial distance is miles, and the rate applying thereto 
lod. per ton of load For convenience of illustration, two columns are 
made use of. Above the columns is entered the total amount of charges 
per ton of load, for terminal and junctional services, liabilities, and 
obligations, taken from Example 30. In the first column, the rates are 
stated in pence and fractions of a penny, apart from the total amount of 
charges. In the second column they are individuaily added to the total 
amount of charges, and stated in shillings and pence. Fractions of a 
penny are disposed of — those under a halfpenny being disregarded, and 
those amounting to a halfpenny and over being called pence. The rates, 
alone and when combined with the total amount of charges, are pro- 
gressively numbered , the Nos corresponding with the Nos of the 
scales of united rates and chaiges employed in previous Tables. The 
consecutive distances extend from to 214^^^ miles, and the rate of 
progression is increased, after i6y\- miles, from to 2^-^ miles, and 
after 69^^:^ miles, from 2-^-^ to 3-5^ mile?, as in Example 29 The 
minimum charge, per consignment, is also stated. 



CHAPTER XVII 

SOUTH NORTHERN RAILWAY COMPANY 
VEHICLES, RUNNING ON THEIR OWN WHEELS 

Rolling-stock, a descriptive teim adopted by railway companies, 
comprehends locomotives, tenders, wagons, brake-vans, and vehicles of 
all kinds that ran on railways. Large railway companies construct their 
own rolling stock, and, for this purpose, each company has to provide 
the different kinds of plant that are necessary, and employ many 
artisans. 

Traders who follow the business of constructing railway vehicles, 
whether locomotives, wagons, or any other description, are usually 
located in the neighbourhood of a railway where it is possible to acquire 
land, make sidings, and, by means of junctions, connect them with the 
railway. 

Colliery proprietors and others who have to provide their own 
locomotives and wagons, ordinarily purchase them from private firms. 
Traders who have to provide wagons only, buy or hire them, new or 
second-hand, from 'the makers or from other traders. 

In most cases, it may be assumed that new vehicles, running on their 
own wheels, are conveyed from private sidings to private sidings. 

Owing to continuous use or to accidents, repairs are occasionally 
necessary ; the mischief done being often of such a character as to allow 
the vehicles to be conveyed, running on their own wheels, to the sidings 
of the makers or of cthci firms who execute repairs Thus the require- 
ments of traders occasion the conveyance of vehicles, running on their 
own wheels to, as well as from,\he private sidings of firms whose business 
is to construct or repair such vehicles. 

Let it be supposed that ra Iway vehicles of all kinds, constituting the 
seventh division of traffic, are conveyed, lunnmg on their own wheels, 
betw^een private sidings and piivate sidings , and let the symbols 
Gi — iPSi — TW, be employed to denote that merchandise of this 
description is conveyed by one railway company only, under the 
conditions stated 

In the circumstances presumed, the interterminal, terminal, and 
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junctional services of truckage relating to vehicles, running on their 
own wheels, are rendered by traders The interterminal services of 
railage and haulage relating to vehicles, running on their own wheels, 
and to the instruments of power, and the interterminal service of 
truckage relating to the instruments of power only, are fulfilled by the 
lailway company. 

The terminal and junctional services, liabilities and obligations, 
fulfilled or undertaken by the railway company, in relation to v^ehicles, 
running on their own wheels, conveyed under the conditions stated, are 
as follows . — 

The first and second terminal services of stoppage, with taxes. 

Two junctional services of stoppage, with taxes. 

The junctional service of railage, with taxes. 

The junctional service of haulage. 

The first and second terminal services of clerkage. 

Risk 

Extraneous services. 

Rates for the interterminal services of railage, haulage, and truckage, 
relating to wagons and inclusive of vehicles carrying the instruments of 
power, have been calculated at ‘30^. per ton of wagon, per mile (Ex, i). 
The conveyance of vehicles, running on their own wheels, as merchan- 
dise, relieves railway companies of the duty of rendering the mter- 
terminal service of truckage, so far as it relates to such vehicles, and, 
consequently, entitles traders to a reduction of rates amounting to 02 d. 
per ton of vehicle, per mile, or one-fifteenth of ’30^. , ' 2 %d per ton of 
vehicle, per mile, being still due to the railway (^Dmpany. Instead of 
reducing the rates, it is preferable to increase, m a correspondingly 
needful degree, the distances to which they apply. Therefore, let the 
initial distance, to which the rate of *30^ per ton of vehicle is to apply, 
be 1 miles instead of i mile, and let the consecutive distances, to 
which the successive rates are to apply, be multiples of miles, 
agreeing with the distances in Example 29. 

The sum, per ton of wagon, employed to compute charges for each 
kind of service, liability or obligation, now becomes the charge itself. 
One column, therefore, will suffice to contain the respective charges, per 
ton of vehicle, due to the railway company. 

Charges for risk have been computed at 'i 8 od, per ton of load and 
*120^ per ton of wagon. Since vehicles only are now concerned, the 
latter sum must be employed as the charge, per ton, for risk. 

A complete list of charges, per ton of vehicle, for terminal and 
junctional services, liabilities, and obligations, applicable to vehicles 
running on their own wheels, conveyed under the conditions stated, is 
furnished in Example 32, the first of the two following Examples , due 



reference being made to the numbers of Examples fiom which the sums 
forming the lespective charges are taken. 

Example 33 forms a complete Table (Table* VII) of Rates and 
Charges, per ton of vehicle, for locomotives, tenders, wagons, and other 
kinds of vehicles, running on their own wheels, constituting the seventh 
division of traffic, when conveyed between private sidings and private 
sidings. The initial distance is miles, and the rate, appl} mg thereto, 
*30^/ per ton of vehicle For convenience of illustration, two columns 

EXAMPLE 32 

SOrXH NORTHERN RA 1 L\\A'?P COMPANY 

Vthtcies, tunning on ihur own wJueh — Char^^es for terminal and pinciwnal seiz'iees^ 
liabilities^ and ohhganons 


Gi-iPSi-TW 

Weight of \ chicle 

• 

• • 

fAny w'cight of vehicle 
4 which may safely 
[ travel on the railway 




Ton 


Umt- weight of vehicle 

• * 

I 

Ref to ! 


, Per ton | 


the Nos 1 

of 


1 of ! 

Per ton of V ehicle 


Examples j 

i 

27 ; 

27 

6 
S 


f Charge for the ist terminal sernce of stoppage, 
j including ta\cs 

'1 Charge for the 2nd terminal serxice of stoppage, 
1. including taxes 

Charge for two junctional services of stoppage, 
including taxes ... .... 

f Charge for the juifttiojial service of railage, mclud- 
4 ing taxes ^ , . . 

[Charge for die junctional service of haulage 
/ Charge for the ist terminal service of clerkage 
t Charge for the 2nd terminal service of clerkage 


■venicie 
^ 1 

I 

I 120 I 
I 120 ! 




I 


750 

750 


f Charge for risk 
^Charge for evtraneous services 
Total amount of charges for termiral and junctional 
services, liabilities, and obligations 


l 240 
44S 
030 


I 500 
120 
060 


4458 


are made use of Above the 'columns is entered the total amount of 
charges, per ton of vehicle, for terminal and junctional services, liabilities, 
and obligations, taken from Example 32. In the first column, the rates 
are stated in pence and fractions of a penny, apart from the total amount 
of charges. In the second column they are individually added to the 
total amount of charges, and stated m shillings and pence. Fractions of 
a penny are disposed of — those under a halfpenny being disregarded, and 
those amounting to a halfpenny and over being called pence. The rates, 
alone and in union with the total amount of charges, aie progressively 





EXAMPLE 


«SOrTH NORTHCRX RAILWAY COMPANY 

Vefiides^ 7iinningon tluzi ’uht.eh— United tafes and changes for tonsecuhve dutazices 


Gl-iPSl-TW, Weight of \ ehicle 


fAny weight of vehicle 
which may safeh travel 
[ on the railway 


Unit- weight of \ ehicle 


Ref to 1 
the Nos 
of I 
Examples j 
^2 


Per ton of \ ehicle 
d 


Total amount of charges for teniiinal and junctional ser- 
\ ices, liabilities, and obligations 


Rate for the initial distance, including taxes 


Consecutive distances 


Prog Nos Rates alone, 
corresponding stated in penc< 
with the Nos of and fractions 
scales of rates of a penny 


Rates united 
Rates alone, "'■* 

ch~aLd 


in shillings and 
pence, without 
fractions 


Not exceeding miles 

Over miles and not exceeding ,, 

5 J } , , , J , 3^3: J J 

> 3 Sit 3 3 3 3 3 3 41^ 3 3 

33 4A 3, 33 S3 5X4 33 
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EXAMPLE 33 ( 











1 1 An\ \\ eicht of 

\ ehicle 
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Weight of vehicle 
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j which may safeh tra\el 










on the railway’ 











Ton 





Umt-\\ eight of lehicle 





I 


Ref to 








I Per ton of vebifL 

the Nos. 








d. 


of 











Examples 












52 

Total amount of charges for tennmal and junctional ser- 






\ices 

, liabilities, 

and obligations 



445 s 



I 

Rate for the initial distance, including 

taxes . , 


P 



1 









Rites united 

«« 3 

1 


Consccutne distances 



Prog Nns. 
coxes^xintiing 
v»ith the Nos 

Rates alone, 
stated in peace 
and fractions 

■with the total 
amount of 
charges, stated 

« 2 








of sraleh of rates 

of a pean J" 

in shillings and 
pence, without 


! 









fractions 


1 

0\er 








d 

s 

d 

[ 

48 ^ mites and not exceed ng 

qoA mika 

46 

13 So 

1 

6 


1 


7? 

77 

'7 

52it 

77 

4 S 

1440 

1 

7 


1 >» 


77 

77 

77 

54i‘t 

7> 

50 

15 00 

1 

7 

V 

jj 

54tt 

77 

77 

77 

50 H 

5 SH 


52 

15 60 

I 

8 

1 

' 5^ 

5611 

77 

77 

» 

77 

54 

16 20 

I 

9 

w 

jj 

SSK- 

77 

77 

77 

61 A- 


56 


I 

9 


75 

61 A 

77 

7? 

77 




ss 


I 

10 


77 

63it 

77 

7? 

77 

65 f? 

, 

60 


I 

10 


77 

65tV 

77 

77 

77 


„ 

62 


I 

II 

\ 

77 


'7 

’’ 

77 

691 'a 

77 

64 


2 

0 

/ 

77 

69r\ 

77 

77 

77 

72 H 

77 

67 

20 ro 

2 

I 


77 

72 M 

77 

77 

77 


77 

70 

21 00 

2 

I 


77 

76* 

77 

77 

77 

79Tk 

77 

73 

21 90 

2 

2 


7? 

79i^ 

77 

77 

77 


77 

76 

22 80 

2 

3 



S2xic 

77 

77 

77 

ssif 

77 

79 

23 70 

2 

4 


1 

sm 

77 

77 

77 

SSj-f 

77 

82 

24 60 

2 

5 


1 77 

SSH 

77 

77 

77 

92i\ 

77 

S5 

25 so 

2 

6 


! 

923^ 

77 

77 

■'7 

95x4 

77 

88 

26 40 

2 

7 

01 

i 77 

95i^ 

77 

77 

77 

9^iV 

77 

91 

27 30 

2 

8 

C! ' 

i 7, 

77 

77 

77 

loiH 


94 

'28 20 


9 


j 

i S’ 

loiH 

77 

77 

7? 

^5 

77 

97 



10 

ro 

i ” 

105 

77 

7? 

77 

loSi'i 

7? 

100 



10 


77 


7 7 

7 7 

77 

iiiA 


103 



II 


77 

iiiiL- 

77 

77 

77 

11414- 

77 
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0 


77 

ii4tt 

77 

77 

77 

ii7i-j 

7? 

109 





77 

11711 

77 

? J 

77 

121 * 

77 

1 13 

3360 

3 

2 


77 

12lfi 

77 

? 5 

7 

124 * 

7? 

II 5 

34 50 

3 

3 


77 

124* 

77 

?5 

77 

127 * 

77 

1 iiS 

35 40 

3 

4 


77 

127* 

77 

5 i 

77 
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77 

' I2I 

36 30 

3 

5 


7 7 

ijol-i 


? 5 

77 
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77 

124 
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3 
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EXAMPLE 33 {continueil) 


Gl-iPSl-TW. Weight of vehicle 


fAny weight of vehicle 
- w Inch may safel;^ travel 
[ on the 1 ail way 


Unit-weight of vehicle 


Ref to j 
the Xos 
of 

E\aniples ] « 

32 I Total amount of charges for terminal and junctional sei- 
Mces, liabilities, and obligations 


Per ton of \ehic!e 
d 


I Rate for the initial distance, including taxes 


Consecutne distances 


Prog Nos 
correspontTing 
with the Nos 
jof scales of rates 


1 Rates united 

Rates alone, 

stated m pence of 

and fractions 

of a penny shillings and 

^ ^ pence, without 

fractions 


"^Over 133H niiles and not exceeding I 37 t\ miles 

jj ^37 t^ >5 jj J5 ^4^1*4 J5 

,, 140A jj 55 >9 1431V -j 

jj i43Tir 9 9 >j 9 J I4^H 9 > 

,, 146H 99 9, 99 150 


99 150 9, 

,9 I 53 i^ 99 

99 156^ 9, 

99 I59 tt 99 

99 162II „ 


99 9 9 

9 9 ^75 hv 9 9 

9, 178H 99 


185^ 99 

ISSjV J 5 

I 9 ili 9, 

195 

198x4 99 
201* „ 
204* , , 
207H „ 
211* „ 


I531V 99 

I561X 99 

I59A 9, 

1621-t M 
166* ,, 

i 69 x\ „ 
172* „ 
175H 99 
1781:1 „ 
iS2x-x „ 

1S5* „ 
iSS* ,, 
191* 99 

195 

I98XX J 9 

aoiyV 99 
204* „ 

207 Ef „ 

2IIx*X „ 

214* 99 
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numbered ; the Xos. corresponding with the Xos. of the scales of united 
rates and charges employed in previous Tables. The consecutive 
distances extend from to 214 .-^^ miles, and the rate of progression is 
increased, after miles, from ixV 2yV miles, and after 69^^ miles 
from 2 x” 4- to miles, as in Example 29 



CHAPTER XVIII 


SOUTH NORTHERN RAILWAY COMPANY 
LIVE STOCK 

Certain domesticated animals, as horses, oxen, sheep and pigs, are 
bought and sold in a living state, and their conveyance by railway, under 
the designation of live stock, necessitates the provision of wagons built 
for the purpose Some differences exist in ih6 mode of constructing 
such wagons, but, usually, the sides of each are built as high as the 
limits of safety permit — interstices being left for ventilation — and are 
united at the top by a cover so as to screen the animals from the 
weather. Two doors, one on either side, furnish the means of entrance 
and exit Large beasts, forming a full load, need all the room that a 
wagon affords, but less upper space is occupied when a truck is fully 
loaded with small animals Where sheep form a large part of the traffic, 
wagons with two floors, one above the other, called sheep-cages, are 
provided by some railway companies, and, by this means, the cubic space 
for loading purposes is utilized to a greater extent Wagons built in this 
fashion, however, are restricted to the conveyance of small animals, which 
IS a disadvantage. 

Animals of the same kind differ in size and weight according to age, 
breed, and condition, and, consequently, their respective numbers and 
weights constituting full loads for wagons, differ also Consignments 
vary greatly in magnitude In some instances, several wagons are 
required to carry one consignment of live stock In other cases, animals 
are tendered, singly, to be forwarded, or fewer than are needed to fill a 
truck. To provide, suitably, for the diversities of consignments, some 
railway companies build wagons of three sizes or lengths, which are 
known as large, medium, and small cattle-wagons 

For the purposes of loading and unloading, wharfs, adjoining selected , 
sidings, are built so as to be level with the floors of wagons, by means of 
which animals are enabled to walk in and out of the vehicles expeditiously 
and safely. At stations where there is much traffic, pens are constructed 
on the wharfs, m which animals belonging to the various traders are 
driven and kept apart, as may be convenient, before loading and after 
unloading. 

276 
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The demand for fresh meat as food causes a weekly movement of 
livestock. In the fiist place, the animals are foi warded from the grazing 
districts, or from the ports to which they have been shipped, to the 
market-towns to be offered for sale. Secondly, after being sold, some 
are delivered to traders in the immediate locality, and some are con- 
signed to traders in towns and villages more or less distant, to be 
slaughtered ; the meat being prepared and sold for consumption After 
the wagons have been used to convey live stock to the wholesale markets 
they may be again employed to carry the same animals, or a number of 
them, after change of owners, to stations in connection with other towns 
and villages. When the animals are finally disposed of, it is necessary 
to despatch the empty wagons, according to pre-oi darned rule, to those 
stations at which consignments of live stock are regularly forthcoming, 
and thus the round is completed. The weekly conveyance of live stock 
for the purpose of providing food constitutes the largest part of the 
traffic, but other causes, *as cattle-shows and fairs, contribute to swell the 
amount 

In these circumstances, it is reasonable to suppose that the weight of 
empty wagons is to the weight of loaded wagons, apart from the .loads, 
conveyed one mile, and employed to carry live stock, relatively greater 
than if the wagons were available to receive loads at any station, as is 
the case with regard to wagons built to carry geneial merchandise. 

Let It be supposed that live stock, constituting the eighth division of 
traffic, is conveyed from stations to stations in vehicles provided by the 
railway company, specially built for the purpose , and let the symbols, 
H I, be used to signify that live stock is conveyed by one railway company 
only, under the conditions stated 

Let it be assumed that the greatest weight of load, furnished by live 
stock, which a wagon may carry, is one and a quaiter times the weight 
of the wagon itself. 

Let it be supposed that the ratio of the weight of empty wagons to 
the weight of loaded wagons, apart from the loads, conveyed one mile, 
is the same as of i to 2, or that the weight of each wagon carrying liv e 
stock requires to be increased by one-half in order to include the 
conveyance of empties. ^ 

On these grounds, when a cattle-wagon carries its gieatest weight of 
load and the weight of the wagon has been increased by one-half to 
include the conveyance of empties, the weight of wagon proportionate to 
unit-weight of load will be i-V (1-%-) tons, corresponding to grade ii. 

Since consignments of animals vary greatly in magnitude it is 
necessary to employ a considerable number of grades to provide for 
contingencies. There is no need, however, to indicate the grades for 
full loads of live stock beyond stating the greatest number of each kmd, 
according to age, breed, and condition, with the es^timated weight that 
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may be placed m each size of wagon without unduly incommoding the 
animals. The weight of each load should be asceitained by the agency 
of approved machines, if possible, or, in the absence of other means, by 
estimating it. The weight of load for each size of wagon, obtained in 
the manner indicated, will approximate to one of the weights of loads 
en^loyed to distinguish the grades, and the rates and charges, calculated 
for the grade indicated, will apply — with the proviso that a larger amount 
must not be charged for a less load than for a gi eater 

Let it be assumed that three sizes of wagons are built to cany live 


stock, and that 

their lengths. 

average 

weights, and powers, are as 

follows — 


Average 

Greatest Weights of loads 
(live stock) that the 


Lengths 

Weights. 

WAGONS MAY CARRY 


Feet 

Tons 

Tons 

Large wagons 

18 

6 

c 7 i 

Medium wagons 

IS 

s 


Small wagons 

12 

4 

s 


Let nineteen grades, Nos ii to 29, inclusive, be assigned to live stock, 
constituting the eighth division of traffic, and let the weights of loads 
chosen to distinguish the giades, and to be joined with the respective 
weights of the three sizes of wagons, increased by one-half to include the 
conveyance of empties, be as m the table opposite 

Let it be made a condition that if any consignment of live stock, 
carried in one of the three sizes of wagons assumed to be provided, 
weigh less than the weight of load appropriate for such wagon, employed 
to distinguish the final grade, it shall be charged not less than as for such 
distinguishing weight of load Accordingly, the minimum weights of 
loads for consignments of live stock, carried in the three sizes of 
w^agons adopted for illustration, will be one and three-tenths, one and 
one-tenth, and seven-eighths of a ton, respectively employed to distinguish 
grade 29. 

Let it be understood that a consignment of live stock, occupying 
several wagons, is to be charged for according to the weight of load 
carried in each wagon. For instance, ^f two wagons are required to 
carry a consignment, one to contain cattle and the other to contain 
sheep, or if one is fully and the other only partially occupied by animals 
of one kind, different rates and charges must be employed to compute 
the amounts respectively due for the loads provided. When a railway 
company provides three sizes of wagons for the conveyance of live stock, 
it happens, occasionally, that wagons of suitable size for the various 
consignments tendered are not always available. Thus a large or 
medium cattle-wagon might be on hand at a station when a consign- 
ment of live stock is tendered for which a small wagon would be most 
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suitable. Or, a consignment might have a magnitude exceeding the 
capacity of any one^ of the three sizes of wagons provided, but not 
sufficient to fully occupy two wagons. In any of these events, the 
weight of the wagon — increased by one-half to include the conveyance 
of empties — as well as the weight of the load which it carries, must, 
together, form the subject of calculation with regaid to the amount due 
fof*^ansport. This procedure is consequent on the conditions pre- 
supposed, and IS necessary for the maintenance of equity. 

It IS reasonable to suppose that traders in live stock know, from 
experience, the respective capacities of cattle-wagons, and that they 
regulate their consignmenfs to accord with them. When two or more 
sizes of cattle-wagons are provided on any railway, it is the duty of the 
railway company to arrange, if possible, so as to have wagons of each 
size available at every station whence live stock is commonly forwarded 
On occasions, however, it may be necessary, through no fault of the 
railway company, to use wagons of larger size than are needful for the 
conveyance of live stock. In such cases, the rates and charges must be 
in agreement with the conditions existing. 

At certain stations, live stock is periodically offered for transpoit in 
such large quantities that it is needful to appoint trains to convey it, 
exclusively, to the respective stations to which it is consigned At 
stations that have not much of this kind of traffic, it is found convenient 
to join wagons containing live stock with wagons containing other kinds 
of traffic, to form trains. Empty cattle-wagons are, also, conveyed 
separately or joined with other descriptions of wagons, according to 
circumstances. 

When cattle-wagons have been discharged they may be reloaded at 
the same stations or sent, empty, to other stations to be loaded. In the 
former case, it is seldom that the reloading can take place forthwith. 
Meantime, the wagons have to be moved from the cattle sidings, or 
sidings skirting the wharfs, to sidings that are more convenient for 
waiting purposes, where they remain until again in request After 
being loaded, they need to be prepared for departure without delay, and 
conveyed to their destinations as speedily as possible. 

In many instances, wagons containing live stock are discharged soon 
after arrival at the receiving stations. In other cases, some time elapses 
befoie unloading takes place Generally, it is necessary for the wagons 
to be placed in position for unloading very soon after arrival at the 
receiving stations. To accomplish this, the second terminal service of 
haulage, instead of being performed at intervals and when the cir- 
.cumstances are favourable — as happens with regard to merchandise, 
ordinarily — needs to be executed immediately, and the operation 
involves the removal of all vehicles that obstruct the way to the cattle 
sidings. Thus the second terminal service of haulage, performed m 



ILLUSTRATED BY EXAMPLES 281 

relation to U\e stock, though seeming to occupy less time than when 
fulfilled m regaid to merchandise m other divisions of tiaffic, occasions 
considerable expense. 

Charges for t ie first and second terminal seivdces of railage, haulage, 
and truckage, fulfilled m reference to live stock, need to be calculated 
afresh, because the ratio of the weight of empty wagons to the weight of 
loaded wagons, apart from the loads, conve}ed one mile, altered, "and 
also because the length of time duiing which the second teiminai services 
are performed is less than that required with regard to merchandise m 
other divisions of traffic. 

Let It be assumed that when cattle-wagons are discharged at stations, 
and have to be sent, empty, to other stations to be loaded, one day is 
required to move them from the sidings in which they stand, place them 
in position for departuie, and despatch them On arriving at the stations 
where they have to be loaded, let it be supposed that half a day is 
required to place them in position for loading, and half a day to load, 
marshal, and despatch them. If the wagons can be reloaded at the 
stations where they have been discharged, let it be assumed that half a 
day is needed to place them in position for loading, and half a ejay to 
load, maishal, and despatch them These times coincide with those 
assumed to be required in 1 elation to general merchandise. In reference 
to empty wagons that are conveyed from stations at which they have 
been discharged to other stations to be loaded, portions of the first 
terminal services of railage, haulage, and truckage, are performed at 
second terminal stations, and portions at first terminal stations. It is 
expedient that charges for the former portions should be added to 
charges for the second terminal services of the same denomination 

Let it be supposed that the maximum period of time allow'ed for 
cattle-w^agons to remain under load at second terminal stations, for the 
convenience of traders, is three-quaiters of a day, and that the average 
period of time during w^hich they remain before they are discharged, 
taking all wagons into account, is half a day. By this assumption, the 
average length of time during wffiich the second terminal services of 
railage, haulage, and truckage, are performed, in relation to loaded 
w^agons, is half a day. 

Let the sums chosen to compute charges for that poition of the first 
terminal service of railage which is rendeied at first teiminai stations in 
relation to live stock, during a period of half a day, be *150^. per ton of 
load, and, during a period of one day, ^ood, per ton of w^agon, including 
taxes and profit The weights of wagons carrying loads have been 
increased by one-half to include the conveyance of empties They now 
need to be decreased by one-third. Instead of altering the w’-eights, it 
will be more convenient to decrease, in a corresponding degree, the sum 
to be employed as a factor wdth the weights. Therefore, let 200 d. per 
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ft 


EXAMPLE 34 


SOUTH NORTHERN 
Live Stoil — Chaiges for the fist and 


Xo3 or Grades 

II 

12 

13 

14 

15 

16 

Hi Distinguishing weights of **o^ds for laige 
wagons (i) 

Tons 

i\ 

Tons, 

63 

Tons 

6rV 

Tons 

5^ 

Tons 

5 

Tons 

4i 

A\ erage w eights ot w aguns (6 tons 3 tons for 
empties) 

9 

9 

9 

9 

9 

9 

Hi. Distinguishing weights of loads for medium 
wagons . {2) 

6i 

si 


B 

4/(1 

33 

Average weights of wagons (5 tons -f- 2^ tons 
for empties) 

7i 



B 

/ z 

7i 

Hi Distinguishing weights of loads foi small 
wagons (3) 

5 

4i 

4tV 

stS- 

04 u 

3 

Average weights of wagons (4 tons -f 2 tons 
for empties) 

6 

6 

6 

6 

6 

6 

U nit- w eights of loads 

I 

I 

I 

I 

I 

I 

Proportionate weights of wagons 

I* 



lif 

m 

2 

Totals 

2iV 


2}f 

2-1-^ 


3 

Charges for a portion of the 1st terminal 
servnce of railage, computed at 1 50^/ pei ton 
of load 

Per ton 
of load 
d 

150 

Per ton 
of load 
d 

Ip 

Per ton 
of load 
d 

150 

Pei ton 
of load 
d 

150 

Per ton 
of load 
d 

150 

Per ton 
of load 
d 

150 

And at 200^ per ton of wagon 

240 

266 

293 

326 

360 

400 

Total charges for a portion of the ist teimmal 
service of railage 

390 

i 

416 

443 

476 

510 

550 

Charges foi the and terminal seivice of railage, 
computed at 150^/ per ton of load 

150 

150 

150 

150 

150 1 

'I50 

And at looif per ton of wagon 

120 

133 

146 

163 

iSo i 

200 

Charges for that portion of the 1st terminal 
service of railage which is rendeied at and 
terminal stations, ^computed at lood per ton 
of wagon 

120 

134 

147 

164 

iSo 

200 

Total charges for the 2nd and a portion of 
the 1st terminal service of railage 

T 

390 

417 

443 

477 

510 

550 

Total charges for the 1st and 2nd terminal 
services of railage, including taxes 

7S0 

833 

886 

953 

I 020 

I 100 
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second tet minal i>e> mas of 1 ailagc 


17 

18 

19 

20 

21 

22 

23 

24 

25 

26 

27 1 

28 

29 

Tons 

Tons 

1 ons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

4tV 

oS 

04: 

3li 

3 xV 

2 t 

2H- 

2xV 

2iV 

irV 


Ifx 

Hi 


9 

9 

9 

9 

9 

9 

9 

9 

9 

9 

9 

9 

9 


3 l 


2i- 


2 j 

T-U 

If 



li-l 


liV 

7 i 

7 i 

7 } 

7 ^ 

• 7 i 

7 ^, 

7 i 

7 i 

7 i 

7 i 

7 i 

7l 

7 i‘ 



2 U 

2 X0 

I? 

Ilv 



li-J- 

ixV 

i-jV 

Is 


6 

6 

6 

6 

6 

6 

6 

6 

6 

6 

6 

6 

6 

I 

|M|| 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 

^Tnr 



2}l 

StcT 

3 lf 

3 H- 

47^0 

4t^ 

57V 

5 H 



3 A 


3ii 

3 ":-^ 

4 A 

4 lo 

4 a^ 

54V 

515 - 


63 J 

77V 

/ .iU 

Per ton 

Per ton 

Per ton 

Per ton 

Pei ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

of lo id 

of load 

of load 

of load 

d 

d 

d 

d 

d 

1 

d 


d 

d 

d 

d 

d 

d. 

150 

150 

150 

150 

^ ISO 

150 

150 

150 

150 

150 

150 

•150 

•150 

440 

480 

526 

580 

640 

706 

780 

860 

946 

I 040 

I 140 

I 253 

I 373 

590 

630 

676 

730 

790 


•930 

I 010 

I 096 

I 190 

I 290 

I 403 

I 523 

150 

150 

150 

150 

150 

150 

150 

150 

150 

150 

150 

150 

150 

220 

240 

263 

290 

320 

353 


430 

1 

473 

520 

570 

626 

686 

220 

240 

264 

290 

320 

354 


430 

474 

520 

570 

627 

6S7 

0 

o^ 

10 

630 

677 

730 

790 

857 

930 

I 010 

1 097 

I 190 

I 290 

I 403 

1 523 

I 180 

I 260 

I 353 

I 460 

1 580 

1 713 

I S60 

2 020 

2 193 

2 380 

1 2 580 

2 806 

3 046 
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EXAMPLE 35 

SOUTH NORTHERN 


Li'Se stock — Cka7ges fc? the Jirst 


Kos OF Grades 

1 

12 

13 

14 

1 

16 

Hi. Distinguishing eights of loads for large 
wagons . , • . (i) 

A\ erage w eights of wagons (6 tons + 3 tons for 
empties) . . 

Tons 

9 

Tons 

6| 

9 

Tons 

^iV 

9 

Tons 

si 

9 

Tons 

5 

9 

Tons 

4 i 

9 

Hi, Distinguishing weights of loads for medium 
w’agons (2) 

Average weights of wagons {5 tons -1- 2J tons 
for empties) 

6i 

7i 

Si 

si 

7 i 

41 - 

7 i 

4 ^ 

7 i 

3 i 

7i 

Hi. Distinguishing weights of loads for small 
wagons (3) 

A\eiage weights of wagons (4 tons + 2 tons 
for empties) 

5 

6 * 

4i 

6 

4 iV 

6 

sH 

6 

Si-ff ; 

6 

3 

6 

Umtwveights of loads 

Proportionate w eights of wagons 

Totals 

I 

I 

m 


I 

1 

2 



m 



3 

Charges for a portion of the 1st terminal service 
of haulage, computed at 300^/ per ton of 
load , . . 

And at 400^ per ton of wagon 

Total charges for a portion of the ist terminal 



Per ton 
of load 
d 

300 

586 

Per ton 
of load 
d 

300 

653 

Per ton 
of load 
d 

•300 

720 

! Per ton 

1 of load 
d 

300 

800 

ser\nce of haulage 

780 

833) 

886 

953 

I 020 

I 100 

Charges for the 2nd terminal ser\ace of haulage, 
computed at 300^/ per ton of load 

And at 2QOd per ton of wagon 

Charges for that portion of the ist terminal 
service of haulage w^hich is performed at 2nd 
termmal stations, computed at 20od per ton 
of wagon . ^ 

Total charges for the 2nd and a portion of the 



300 

293 

294 

300 

327 

327 

300 

360 

360 

300 

400 

400 

1st termmal service of haulage 

fSo 

834 

887 

•954 

I 020 

I 100 

Total charges for the 1st and 2nd terminal 
services of haulage . . 

I 5^0 

I 667 

1 773 

I 907 

2 040 

2 200 
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and seco 7 id te ? mutal services (^haulage 


17 

18 

19 

20 

21 

2 Z 

23 

24 

25 

26 

27 

28 

29 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

4tV 

3 l 


sA 

2f 

2U1 

2ifV 

2?7 


Iff 

iff 

lU 

iff 

9 

9 

9 

9 

9 

9 

9 

9 

9 

9 

9 

9 

9 

■ 



2l 



m 

If 


ifV 

m 


ifir 

1 \ 



7 i 


7 i 

7 i 

7 i 

7 J 

74 

7 i 

7 i 

74 

2B 

2i 

2H- 

2 itJ- 

15 


!«■ 

n 



I* 

a 


6 

6 

6 

6 

6 

6 

6 

6 

6 

6 

6 

6 

6 

I 

I 

I 

I 

I 

I 

I 

I 

I 


I 

I 

I 


2H 

2^ 

2 ji 

3 t% 


sH’ 

4irV 

4 l~l 


55 “o 



37% 


3 ^f 

0 " 

4/7 

4^ 

a¥(s 

5 w 



65-4 

7^V 

7 « 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

d 


d 


d 

d 

d 

j 

d 

d 

d 

d 

d 

d 

*300 

300 

300 

300 

300 

300 

300 

•300 

300 

300 

•300 

300 

300 

880 

960 

I 053 

I 160 

A 280 

I 413 

I 560 

I 720 

1 893 

2 080 

2 280 

2 506 

2 746 

I iSo 

I 260 

I 353 

I 460 

1 580 

1 713 

I 860 

2 020 

2 193 

2 380 

2 580 

2 806 

3046 

300 

300 

300 

300 

•300 

300 

300 

300 

300 

300 

300 

300 

300 

440 

480 

527 

580 

640 

707 

780 

S60 

947 

I 040 

1*140 

1 253 

I 373 

•440 

480 

527 

580 

640 

707 

780 

860 

947 

I 040 

I 140 

1 254 

I 374 

I 180 

I 260 

I 354 

I 460 

1 580 

I 7 M 

I 860 

2 020 

2 194 

2 380 

2 580 

2 807 

3047 

2 360 

2 520 

2 707 

2 920 

3 160 

3427 

3 720 

4 040 

4387 

4 760 

5 160 

S 613 

6093 
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EXAMPLE 36 

SOUTH NORTHERN 


Lw& stock — Chargts for the first 


Sos OF Grades 

1 ” 

12 

13 

T 4 

IS 

16 


Tons 

Tons 

Tons 

Tons 

Tons 

Ions 

Hi Distinguishing weights of loads for large 







wagons . « • (i) 

A\erage weights of wagons (6 tons + 3 tons for 

7} 

63 


si 

5 

4 i 

empties) 

9 

9 

9 

9 

9 

9 

Hi, Distinguishing weights of loads for medium 







wagons . . (2) 

Average w^eights of wagons (5 tons + 2^ tons 

6i 

5 i 

Si 


4 /i 3 ' 

33 

for empties) 


7 l 

7 i 

7 l 

7 i 

7 i 

Hi, Distinguishing weights of loads for small 







wagons (3) 

Average weights of wagons (4 tons + 2 tojis 

5 


4 * 

3 -U 

3 i-;] 

3 

for empties) 


6 

6 

6 

6 

6 

Unfi-w eights of loads 

I 

I 

I 

I 

I 

I 

Proportionate weights of w^agons . . 


tIO 

■‘■uO 

m 

lU 


2 

Totals 


2 ■'4 


m 

2|-4 

3 


Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 


of losd 
d 

of load 

of load 

1 of load 
d 

of load 

of load 

Charges for a portion of the ist terminal service 

d 

a 

d 

d 

of timckagej computed at ^ood per ton of 
load 

300 

300 

300 

300 

300 

300 

And at 400^^. per ton of wagon 

Total charges for a portion of the ist teimmal 
service of truckage 

4S0 

53 ^ 

5S6 

653 

720 

Soo 

7S0 

833 

886 

953 

I 020 

I 100 

Charges for the 2nd terminal service of 







truckage, computed at ^ood per ton of 
load 

300 

300 

300 

300 

300 

300 

And at zood per ton of w^agon 

Charges for that portion of the 1st teimmal 
serv ice of truckage which is rendered at 2nd 
terminal stations, computed at 200^/ per ton 

240 

267 

293 

327 

360 

400 

1 

of wagon 

Total charges for the 2nd and a portion of the 
1st terminal service of truckage 

240 

•267 

294 

327 

360 

400 

m 


CO 

00 

9 S 4 

I 020 

I 100 

Total charges for the ist and 2nd tennmal 







services of truckage 

1 560 

I 667 

I 773 

I 907 

2 040 

2 200 
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a7id second ie7 mt^ial services cf trticlage 


17 

1 18 

19 

20 

B 

22 

23 

24 

25 

26 

27 

00 

29 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

4 lV 

32 

315 

3 tV 

2f 

2i^ 

2A 

2tV 

•siA 


I H 

• lif 

IfV 

9 

9 

9 

9 

9 

9 

9 

9 

9 

9 

9 

9 

9 

3-!- 

3 I 


2| 

2lV 


1 T^r 

ItD- 


If 

Ittt 

Ilf 


iiV 

ih 

7 i 

71 

71 

7 i 

71 

7 i 

7 i 

7 ^ 

7 i 

7 i 

71 

7 i 


2\ 

2il 

2^\ 

If 

1 

iH 

If 

Hi 

iiV 


1 n. 
u 

1 

6 

6 

6 

6 

6 


6 

6 

6 

6 

6 

6 

6 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 


I 

2-^ 


2^-5 


3 /<j 

31^ 

3^ 

4 ^% 

433 


5 ^^ 


6-35 

'> f 

Ou 0 

2 

0 u (7 

-^1 0 
OoTT 

! 3^ 

4/7 

41 -^ 

4 ^^ 

SA 

5^5 



7 ;^ 

7 H 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

d 

d 

d 

d 

d 

d 

1 d 

d 

d 

d 

d 

d 

d 

300 

300 

300 

300 

300 

300 

300 

300 

300 

300 

300 

300 

300 

S80 j 

960 

I 053 

I 160 

A. 2S0 

I 413 

I 560 

* I 720 

1 893 

2 OSO 

2 2S0 

2506 

2 746 

I iSo 

i I 260 

I 353 

I 460 

I 580 

I 713 

I S60 

2 020 

2 193 

2 380 

2 5S0 

0 

00 

3*046 

1 

1 

300 

300 

300 

300 

300 

300 

300 

300 

300 

300 

! 

300 

300 

300 

440 

4S0 

527 

580 

640 

707 

780 

860 

947 

I 040 

I 140 

I 253 

I 373 

440 

4S0 

527 

580 

640 

707 

780 

860 

947 

I 040 

I 140 

I 254 

I 374 

I 180 

I 260 

1 354 

I 460 

I S^o 

I 714 

I 860 

2 020 

2 194 

2 380 

2 580 

2 807 

3 047 

2 360 

2 520 

2 707 

2 920 

3 160 

3427 

3 720 

4 040 

4387 

4 760 

5 160 

5613 

6093 
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ton, or two-thirds of "^ood , be employed as a factor with the unaltered 
weights of wagons m computing charges for that portion of the first 
terminal service of railage which is rendered at first terminal stations. 

Let the sums chosen to compute charges for the second terminal 
service of railage, rendered in relation to live stock during a period of 
half a day, be *150^. per ton of load and *150^^ per ton of wagon, includ- 
ingrraxes and profit. To correct the weights added for the conveyance 
of empties, let *100^ per ton, or two-thirds of i Sod, be employed as a 
factor with the unaltered weights of wagons in computing charges for 
the second terminal service of railage 

Let the sum chosen toYompute charges for that portion of the first 
terminal service of railage which is rendered at second teiminal stations 
in reference to empty wagons built to carry live stock, during a period 
of one day, be *30O<^. per ton, including taxes and profit. Since the 
weights of wagons carrying loads have been increased by one-half to 
include the conveyance of empties, the sum namf^d is applicable to one- 
thiid of the increased weights of wagons Instead of altering the weights, 
let lood per ton, or one-third of *300^^, be employed as a factor with the 
unaltered weights of wagons to compute charges for that portion of the 
first terminal service of railage which is rendered at second terminal 
stations 

Resulting from the employment of the sums chosen, charges for the 
first and second teiminal services of railage, rendered in relation to live 
stock, are shown in Example 34 (pp 282-283). 

Let the sums chosen to compute charges for that portion of the first 
terminal service of haulage which is performed at first teiminal stations 
in relation to live stock, during a period of half a day, be 300<^. per ton 
of load, and, during a period of one day, '6ood. per ton of wagon, including 
profit. To correct the weights added for the conveyance of empties, 
let '400^ per ton, or two-thirds of 6ood , be employed as a factor with 
the unaltered weights of wagons in computing charges for that portion 
of the first terminal service of haulage which is perfoimed at first 
terminal stations 

Let the sums Chosen to compute charges for the second terminal 
service of haulage, performed in relation to live stock during a period of 
half a day, be *300^/ per ton of load and 300^ per ton of wagon, 
including profit To correct the weights added for the conveyance of 
empties, let ‘200^ per ton, or two-thirds of *300</, be employed as a 
factor with the unaltered weights of wagons in computing charges for 
the second terminal service of haulage. 

Let the sum chosen to compute charges for that poition of the first 
terminal service of haulage which is performed at second terminal 
stations in relation to empty wagons built to carry live stock, during a 
period of one day, be *600^ per ton, including profit Since the weights 
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of wagons carrying loads have been increased by one-half to include the 
conveyance of empties, the sum mentioned is applicable to one-third of 
the increased weights of wagons. Instead of altering the weights, let 
• 200 d per ton, or one-third of 6 ood, be employed as a factor with 
the unaltered weights of wagons to compute charges for that portion of 
the first terminal service of haulage which is performed at second 
terminal stations. 

Resulting from the employment of the sums chosen, charges for the 
first and second terminal services of haulage, performed in relation to 
live stock, are shown in Example 35 (pp. 284-285). 

Let the sums chosen to compute charge? for that portion of the 
first terminal service of truckage which is rendered at first terminal 
stations m reference to live stock, during a period of half a day, be •300<ar. 
per ton of load, and, during a period of one day, 6 ood. per ton of wagon, 
including profit. To correct the weights added for the conveyance of 
empties, let *^ood per ttin, or two-thirds of ' 6 ood ^ be employed as a 
factor with the unaltered weights of wagons in computing charges for 
that portion of the first terminal service of truckage which is rendered at 
first terminal stations. 

Let the sums chosen to compute charges for the second terminal 
service of truckage, rendered in reference to live stock during a period 
of half a day, be ’^ood per ton of load and '^ood per ton of wagon, 
including profit. To correct the weights added for the conveyance of 
empties, let ' 200 d per ton, or two-thirds of *300^, be employed as a 
factor with the unaltered weights of wagons in computing charges for 
the second terminal service of truckage. 

Let the sum chosen to compute charges for that portion of the first 
terminal service of truckage which is rendeied at second teiminal stations 
in reference to empty wagons built to carry live stock, during a period 
of one day, be 6 ood per ton, including profit. Since the weights of 
wagons carrying loads have been increased by one-half to include the 
conveyance of empties, the sum named is applicable to one-third of 
the inci eased weights of wagons. In place of altering the weights, let 
* 200 d per ton, or one- third of 6 ood , be employed as* a factor with the 
unaltered weights of wagons to compute charges for that portion of the 
first terminal service of truckage which is rendered at second teiminal 
stations 

Resulting from the employment of the sums chosen, charges for the 
first and second terminal services of truckage rendered in relation to live 
stock, are shown in Example 36 (pp. 286-287) 

Animals enter and leave wagons by means of their own powers It 
is requisite, however, to employ men to count them, help to drive them 
in and out of the wagons or the pens, and to take note of their condition. 
The same individuals have to open, close, fasten, and unfasten the doors 
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EXAMPLE 37 


• SOUTH IsORTHERN 

Zzvo stock — Charges for the fi7st 


Kos OF Grades 

II 

12 

12 

14 

15 

16 

c 

Tons 

Ions 

Tons 

Tons 

Ions 

Tons 

Hi Distinguishing weights of loads for large 
wagons . (i) 

7 i 

6 J 

6 A 

si 

5 

4 i 

Average weights of wagons (6 tons 4- 3 tons for 
empties) - * 

9 

9 

9 

9 

9 

9 

Hi Distinguishing weights of loads for medium 
wagons (2) 

6i 

52 

si 


4 A 

3 S 

A\erage weights of w'agons (5 tons + 2^ tons 
for empties) 


• 

1 \ 

7 i 

7 i 


Hi. Distinguishing weights of loads for small 
wagons (3) 

5 

4 i 

4 iV 

3 tl' 

04 0 

3 

Average weights of wagons (4 tons 4 * 2 tons for 
empties) 

6 

6 

6 

6 

6 

6 

Unit-w eights of loads 

I 

I 

I 

I 

■m 

I 

Proportionate weights of wagons 

i_f_ 



i-H 

11^ 

2 

Totals ... . . 

JO 



2^ 

Qj 

3 

Charges for the 1st terminal service of porterage, 
computed at ^ood per ton of load 

Per ton 
of load 
d 

\ 

600 

Per ton 
of load 
d 

^0 

Per ton 
of load 
d 

600 

Per ton 
of load 
d 

600 

Per ton 
of load 
d 

600 

Per ton 
of load 
d 

600 

And at 2O0d per ton of wagon . 

240 i 

267 

293 

327 

360 

400 

Total charges for the ist terminal service of 
porterage 

1 

840 

867 

S93 

927 

960 

I 000 

Charges for the 2nd terminal service of porter- 
age, computed at 6c^o^f per ton of load 

600 

1 600 

600 

600 

600 

600 

And at 20Qd per ton of w agon 

240 

266 

294 

326 

360 

400 

Total charges for the 2nd terminal service of 
porterage ^ . 

840 

S66 

894 

926 

960 

I 000 

Total charges for the 1st and 2nd terminal 
services of porterage 

m 

■ 

1 787 

I 8 S 3 

I 920 

2 000 
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and second iei minal services of p 07 tei age 


17 

18 

19 

20 

21 

22 

23 

24 

25 

26 

27 

28 

29 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

^ons 

Tons 

Tons 

Tons 

Tons 

4 ^ 

3 l 

s\l 

3 l 4 

2i 

2!^ 

2tV 

2tV 

iru 

T 2 0 

Itt 

14 

m 

ItV 

9 

9 

9 

9 

9 

9 

9 

9 

9 

9 

9 

9 

9 

3 l 

34 

234 

2l 

2* 

2i 

iij; 


It 


HI 

H 

ItV 

7 i 

7 i 

74 

74 

7 i 

7 i 

74 


7 i 

7 l 

7 i 

74 

7 i 

m 

2i 


2^ 


I* 

144 

lo 


irV 

I3V 

4 -J 

i 

6 

6 

6 

6 

6 

6 

6 

6 

6 

6 

6 

♦ 

6 

6 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 




2|t 

r, 

OST ) 

34 $ 

34 

4 to 

4 H 

5~nT 

sil 

^■jV 

6i« 

3 i^ 

Sit 

sH 



4 -lt 1 

44 


SoU 


6% 

7tV 

74 

Per ton | 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

d 

d 

d 

d 

d. 

d 

d 

d 

d 


d 

d 

d 

• 600 

600 

600 

^600 

• 600 

600 

600 

600 

600 

600 

600 

600 

600 

440 

480 

527 

580 

640 

707 1 

780 

860 

947 

I 040 

I 140 

X 253 

I 373 

I 040 

1*080 

I 127 

I 180 

I *240 

1 307 

I 380 

I 460 

I 547 

I 640 

1 740 

1853 

1 973 

600 

600 

600 

600 

*600 

600 

600 

600 

600 

600 

600 

600 

600 

*440 

480 

.*526 

•580 

640 

706 

780 

860 

946 

I 040 

I 140 

I 254 

1 374 

1*040 

I oSo 

I 126 

I 180 

I 240 

I 306 

i 1 380 

I 460 

1 546 

I 640 

1 740 

1 854 

1 974 

2 080 

2*i6o 

2 253 

2 360 

2*480 

2 6Ps 

2 760 

2 920 

3093 

3 280 

3480 

3 707 

3 947 
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of wagons, in the process of giving ingress and egress to live stock 
After the wagons Ii^ve been loaded and labelled, particulars have to be 
supplied to invoice-clerks. On wagons being unloaded, invoices require 
to be checked for authentication The floors of cattle-wagons should be 
swept and cleaned before being again used to receive animals. All 
these duties pertain to porterage. The separate weights of loads should 
be ascertained by means of approved machines, if possible. Failing the 
provision of suitable weighing-machines, and as a last resource, the 
persons employed to supervise loading operations should be entrusted 
with the task of estimating the weight of live stock contained in each 
wagon To discharge this duty satisfactorily, experience and good 
judgment are requisite 

In calculating charges foi the services of porterage performed in 
refeience to live stock, it is expedient that the weights of wagons as well 
as the weights of loads should enter into the reckoning — following the 
couise already adopted in computing charges for the same sei vices when 
fulfilled in relation to general merchandise. 

Let it be assumed that the first and second teiminal services of 
porte/age, performed in reference to live stock, are, reciprocally, alike in 
value 

Let the sums chosen to compute chaiges for each terminal seivice of 
porterage, performed in relation to live stock, be ' 6 ood. per ton of load 
and *300^ per ton of wagon carrying the load, including profit To 
correct the weights added for the conveyance of empties, let 20 od, per 
ton, or two-thirds of 300^, be employed as a factor with the unaltered 
weights of wagons in computing charges for gach terminal service of 
porterage. 

Resulting from the employment of the sums chosen, charges for the 
first and second terminal services of porterage, performed in reference to 
live stock, are shown in Example 37 (pp. 290-291) 

During the prevalence of cattle-plague, or foot-and-mouth disease 
among cattle, many yeais ago, the legislature enjoined railway companies 
to thoroughly cleanse cattle-wagons and wash the interiors with lime and 
water after being discharged and before being again used to carry live 
stock, as a preventive measure against^ infection, for which they were 
authorized to make a charge not exceeding one shilling per wagon. 
Let it be assumed that cattle-wagons, after being discharged, require to 
be disinfected in the manner described, and that the charge for the service 
is not to exceed one shilling per wagon. 

Let the sum chosen to compute charges for disinfecting cattle- 
wagons be 2 000^ per ton of wagon. This sum will apply to the weights 
of wagons that have cairied loads, or to two-thirds of the increased 
weights of wagons. To correct the weights added for the conveyance of 
empties, let 1*333^^(14), or two-thirds of 2 000<:f., be employed as a 
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factor with the weights of wagons to compute charges for the service of 
disinfection. • 

The next Example (Ex. 38) shows the charges, per ton of load, 
resulting from the employment of the sum chosen, for disinfecting 
wagons that have carried live stock It will be found that the chaiges, 
applied to the weights of loads distinguishing the grades, will yielcj^ 
averagely, amounts of* is , lod, and 8^^, for the disinfection of l^ge, 
medium, and small wagons, respectively. 

With regard to live stock, the consecutive distances to which the 
scales of rates are to apply will be identical^ with those employed m 
relation to general merchandise. 

Charges for the first and second terminal services of stoppage, and 
for the junctional services of stoppage, railage, haulage, and truckage, 
already calculated for geneial merchandise, will appropriately apply to 
live stock 

It is not customary for railway companies to charge for the transpoit 
of live stock ostensibly by weight They profess to do so either by the 
tiuck, fully or less than fully loaded as the case may be, or per head In 
computing the cost of conveyance and terminal services, however, n^gard 
must be paid to the widely-differing w^eights of animals fuinishing loads, 
since on no other basis can any approach to equitable treatment be 
obtained It may, theiefore, be presumed that although railway com- 
panies do not professedly carry live stock by weight, they fix the rates 
and charges with some regard thereto It is mteiesting to know the 
number of horses, cattle, sheep, and pigs, carried on railways, annually, 
but the information aloi^e is not of much value More important than 
numbers are the weights of animals constituting loads for wagons, and 
It is necessary that these should be ascertained with the obj'ect of 
calculating suitable rates and charges to apply to them. The weights 
should be entered in the invoices and form a part of the periodical 
returns, as with merchandise in other divisions of traffic Also, the 
weights of loaded and empty cattle wagons, and the distances that they 
are respectively conveyed should be suitably recorded m order that the 
ratio of the weight of empty wagons to the weight of loaded wagons, 
apart from the loads, conveyed ^one mile, may be correctly ascertained 
It shall be assumed that the weights of animals are obtainable, and may 
be enteied in the invoices to form part of the accounts, and that the 
charges for the first and second terminal sei vices of clerkage, already 
computed for general merchandise, will appropriately apply to live 
stock. 

Although not explicitly stated, it may be presumed that the sums 
paid by railway companies for damage to, and loss of, goods in transport, 
appearing m the annual returns of the Board of Trade, include amounts 
paid on account of loss and damage occasioned in 1 elation to live stock. 
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It shall be supposed, therefore, that the charges for risk computed for 
general merchandise will apply, with propriety, to live stock. 

The charges for extraneous services, calculated for general merchand- 
ise, will fitly apply to live stock. 

Accordingly, with reference to grades 1 1 to 29, inclusive, the scales 
of rates and the consecutive distances to which they apply, and th^ 
charges for sei vices, liabilities, and obligations, mentioned bdfow, 
calculated for general merchandise and forming a part of the illustiative 
Examples, will be appropriate for live stock as follows — 


Scales of rates, including taxes, embracing grades"| 
II to 29, and the consecutive distances toj- 
which they are to apply, J 

Charges for the first and second terminal services) 
of stoppage, including taxes, / 

Charges for the junctional services of stoppage,) 
railage, haulage, and truckage, including taxes,/ 
Charges for the first and second terminal sei vices) 
of clerkage, / 

Charges for risk 
Charges for extraneous services 


as in Example ii. 

as in Example 2 
as in Example 6. 

as in Example 8 

as in Example 9. 
as in Example 9. 


On long jouineys, the provision of water and food is requisite in 
order than animals may be kept in sound and merchantable condition, 
as well as for humane reasons If railway companies be called on to 
supply water or food to^ live stock in the course of transport, or to fulfil 
any other duty, not included in the services for which charges have been 
calculated, the cost must be defrayed by the traders concerned 

A complete list of charges, per ton of load, stated in pence and 
fractions of a penny, for terminal and junctional services, liabilities, and 
obligations, applicable to live stock, forming the eighth division of 
traffic, is given in Example 39, the fiist of the two Examples next 
following Reference to the No of Example whence the charges 
have been taken is entered opposite the name of each kind of service, 
liability, and obligation. ^ 

Example 40 forms a complete Table (Table VIII) of Rates and 
Charges, per ton of load, for live stock conveyed from stations to stations 
in wagons provided by the railway company. It is prepared by adding, 
with reference to giades 1 1 to 29, the rates for consecutive distances, 
contained in Example ii, to the total charges contained in Example 39, 
to form scales of united rates and charges, stated in shillings and pence. 
Fractions of a penny are disposed of — those under a halfpenny being 
disregarded, and those amounting to a halfpenny and over being treated 
as pence Opposite the successive scales of rates and charges are 
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EXAMPLE 39 south northern 

Live Stock — Charges for terminal and jimctional 


Nos OF Grades 

n 

12 

13 

14 

15 

16 




Tods 

Tons 

Tons 

Toiih 

Tons 

Ions 

Hi Distinguishing eights of loads foi large 
^ wagons . . (i) 

/ 2 

62 , 

6fir 

Si 

5 

4i 

Average eights of wagons . 

Add one-half of weights of wagons to include 

6 

6 

6 

6 

6 

6 

the w eight of empty wagons conv ev ed 

3 

3 

3 

3 

3 

3 

Total weights of wagons 

9 

9 

9 

9 

9 

9 

Hi Distinguishing weights of loads foi medium 



si 

4} 

4 tV 

33 

wagons , . f2) 1 

Average weights of w^agons . 

Add one-half of weights of w^agons to include 

5 

5 

2 \ 

5 

2j 

5 

2i 

5 

5 

the weight of empty wagons con\e5ed 



Total weights of wagons 

7i 

7i 

7i 

7i 

7i 

7i 

Hi. Distinguishing weights of loads foi small 



4* 




w^agons . . (3) 

5 

4i 


S’It 

3 

Average weights of w agons . 

A^d one-half of weights of wagons to include 

4 

4 

4 

4 

4 

4 

the weight of empty wagons comeved 

2 

2 

2 

2 


2 

Total weights of wagons . . 

6 

6 

6 

6 

6 

6 

Unit- weights of loads 

I 

I 

I 

I 

n 

I 

Proportionate weights of wagons 

iTTir 

us 

lit- 

Ul 

19 

2 

Totals 


! 2}^ 




3 

Ref to 



Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

the Nos 



of load 

of load 

of load 

of load 

of load 

of load 

of 



d 

d € 

d 

d 

d 

d 

Examples 








2 


Charges for the ist and 2nd terminal 









sernces of stoppage, including taxes 

5 2S0 

5 600 

5 920 

6 320 

6 720 

7 200 

34 


Charges for the ist and 2nd terminal 




services of railage, including taxes 

780 

S33 

886 

953 

I 020 

I 100 

35 


Charges for the ist and 2nd teiminal 






36 


services of haulage 

Charges for the ist and 2nd terminal 

I 560 

I 667 

I 773 

I 907 

2 040 

2 200 



services of truckage 

f Charges for two junctional sei vices of 

I 560 

I 667 

I 773 

I 907 

2 040 

2 200 



stoppage, including taxes 

Charges for Ae junctional service of 

I 056 

I 120 

I 1S4 

I 264 

1 344 

I 440 

6 


railage, including taxes 

Charges for the junctional service of 

066 

070 

074 

079 

084 

090 



haulage 

^132 

140 

14S 

158 

168 

180 



Charges for the junctional service of 
^ truckage 

1 68 

132 

140 

148 

15S 

180 

37 


Charges for the 1st and 2nd teiminal 


38 


services of poiterage 

Charges for the service of disinfecting 

I 6S0 

I 733 

1 787 

I 853 

I 920 

2 000 

8 


wagons 

Charges for the 1st and 2nd terminal 

I 600 

I 777 

I 955 

2 177 

2 400 

2 667 



services of clerkage 

3 300 

3 500 

3 700 

3950 

4 200 

4 500 

9 

j v^narges tor nsR 

1 Charges for extraneous services . 

324 

132 

340 

140 

356 

148 

376 

158 

396 

168 

420 

180 



Total charges for terminal and junctional 








— 

servicesriiabihties, and obligations 

17 602 

E 

CO 

19 852 : 

31 260 ; 

22 668 

24 357 
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sef-vicesy liabilities, and obligations 


17 

iS 

19 

20 

21 

22 

23 

24 

25 

26 

27 

28 

29 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

4 A- 

35 

3 iS" 

3 tV. 

2|- 

2V^ 

2lV 

2to 

I'lV 

4 0 

i|t 

III 

^ I* 

6 

6 

6 

6 

6 

6 

6 

6 

6 

6 

6 

6 

6 

3 

3 

3 

3 

3 

3 

3 

3 

3 

3 

3 

3 

3 

9 

9 

9 

9 

9 

9 

9 

9 

^9 

9 

9 

9 

9 

3 l 

3 ^ 

2^- 

2^ 

2^ 

■ 


■ 

It 

ItV 

Ilo 

H 

lA 

5 

5 

5 

5 

5 

B 


B 

5 

5 

5 

5 

5 

2i 



2i 

2i 


2i 

2i 

2i 

2^ 

2i 

2i 

2i 

7 i 

7 i 


7 i 

• 7 i 

7 i 

7 i 

7 J 

7 i 

7 i 

7 J 

7 i 

7 i 




2^V 




i| 

iij 

iiV 

lA 


j 

4 

4 

4 

4 

4 

4 

4 

4 

4 

4 

4 

4 

4 

2 

2 

2 

2 

2 

2 

2 

2 

2 

2 

2 

2 

2 

6 

6 

6 

6 

6 

6 

6 

6 

6 

6 

6 

6 

6 


H 

I 

I 

I 

I 

n 

I 

I 

I 


I 

I 




2H- 

Sts 

3 H 


4 tV 

4 H 





3tt%- 


3 }l 

3 'H- 


4 H- 

4 ^- 


5 j “5 



7 A 

7?1 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load 


d 

d 

1 

d 

1 

d 

d 

d 



d 

d 

d 

7 680 

8 160 

8 720 

9360 

10 080 

10 880 

II 760 

12 720 

13 760 

14 880 

16 080 

17 440 

18 880 

w 

1-1 

00 

0 

I 260 

I 353 

I 460 

I 580 

1 713 

I 860 

2 020 

2 193 

2 3S0 

2 580 

2 806 

3 046 

2*360 

2 520 

2707 

2 920 

3 160 

3 427 

3 720 

4 040 

4387 

4 760 

5 160 

5 613 

6093 

2*360 

2 520 

2707 

: 2 920 

3 160 

3 427 

3 720 

4 040 

43S7 

4 760 

5 160 

5 613 

6093 

1 536 

I 632 

r 744 

I S72 

2 016 

2 176 

2 352 

2 544 

2 752 

2 9^6 

3 216 

348S 

3 776 

096 

102 

109 

117 

126 

136 

147 

IS 9 

172 

186 

201 

218 

236 

192 

204 

218 

234 

252 

272 

294 

318 

344 

372 

402 

436 

472 

192 

204 

218 

234 

252 

272 

294 

31S 

*344 

372 

402 

436 

472 

2 OSO 

2 160 

2253 

2 360 

2 480 

2 613 

2 760 

2 920 

3093 

3 280 

3 480 

3 707 

3947 

2933 

3 200 

3 511 

3866 

4 266 

4 711 

5 200 

5 733 

6 311 

6 933 

7 600 

8355 

9 155 

4 Soo 

5 lOO 

5450 

5 850 

6 300 

6 800 

7 350 

7 93 ° 

8 600 

9 300 

10 050 

10 900 

II 800 

*444 

468 

496 

528 

564 

604 

64S 

696 

748 

804 

864 

932 

I 004 

192 

204 

218 

234 

252 

272 

294 

318 

344 

372 

402 

436 

472 

26 045 

27 734 


ma 

§12111 




47 435 !51 375 

55 597 

60 380 

65446 
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SOUTH NORTHERN 
Live Sto^k — U?nfed fates and 


Nos OF Grades 

II 

! 12 

13 

1 ^4 

: ^5 








Tons 

' Tons 

Tons 

Tons 

Tons 

Hi. Distinguishing 

weights of loads for laige 

wagons (i) 


i 

6 t^ 

si 

5 

A\ erage eights of wagons (6 tons + 3 tons foi empties) 

9 ^ 

1 9 

9 

9 

' 9 

Hi. Distinguishing 

w eights of loads for medium wagons (2) 


5 ^ 

S\ 

! 

4 ' 4 Tr 


A\ erage weights of wagons (5 tons 1 - 2^ tonsfoi empties) 

7 \ 

7 \ 

1 \ 

7 h 

7-2 

Hi. Distinguishing 

weights of loads for small wagons (3) 

5 


4tV 

3 iir 

3 -H 


Average weights of wagons (4 tons -f 2 tons for empties) 

6 

6 

6 

6 

6 


U nit- w eights of loads 



I 

I 

I 

! I 

1 I 


Proportionate weights of wagons 


T n 
luiT 

tJ-A 

A JH 

i-H 




Totals 





2^7 

ol 0 

2i-^ 


2“-L 

-‘u 0 

Ref to 






Per 

^Per 

Per 

Per 

Per 

the Nos 






ton of 

ton of 

ton of 

ton of 

ton of 


of 






loid 

load 

load 

load 

load 

Examples 






d 

d 

d 

d 

d 

39 

Total charges for terminal and ]unctional semccs, j 








liabilities, and obligations 


17 602 18 727 

19 852 

21 260 

22 668 


I 

Rates for the initial distance, including taxes 

66 

70 

74 

79 

•84 

c 
0 
0 5! 

g £ 
% § 

'^1 



Consecutive distances 


Nos of scales 

Scales of united rates 








J d 

s d 

^ d 

s d 

s d 





Not exceeding i mile 

I 

I 6 

I 7 

I 9 

I 10 

2 0 


Over I 

mile and not exceeding 

2 miles 

2 

I 7 

I 8 

I 9 

I II 

2 0 


jj 

2 miles 

55 53 

3 55 

3 

I 8 

I 9 

I 10 

2 0 

2 I 


5 ) 

3 

55 

5 5 3 3 

4 5 , 

4 

I 8 

I 10 

I II 

2 0 

2 2 


J> 

4 

35 

55 33 

S 55 

5 

I 9 

I 10 

2 0 

2 I 

2 3 


J> 

5 

55 

5 53 

6 „ 

6 

i;o 

I II 

2 0 

2 2 

2 4 


33 

6 

5 5 

5 5 3 5 

7 5, 

7 

I 10 

2 0 

2 I 

2 3 

2 5 

"is 

S J 

7 

55 

55 3 5 

S 55 

8 

I II 

2 0 

2 2 

2 4 

2 5 


J 5 

8 

55 

5 3 3 5 

9 55 

9 

2 0 

2 I 

2 3 

2 4 

2 6 


}J 

9 

55 

5 5 3 3 

10 „ 

10 

2 0 

2 2 

2 3 

2 5 

2 7 


55 

10 

55 

'5 33 

II 55 

II 

2 I 

2 2 

2 4 

2 6 

2 8 


55 

II 

55 

5 5 3 3 

12 „ 

12 

2 2 

2 3 

2 5 

2 7 

2 9 


35 

12 

55 

55 5 5 

13 55 

13 

2 2 

2 4 

2 5 

2 8 

2 10 


35 

13 


5 3 5 5 

14 55 

14 

2 3 

2 5 

2 6 

2 8 
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23 

II 

25 

II 

28 

I 

10 

II 

II 

7 

12 

4 

13 

2 

14 

2 

15 

3 

16 

6i 

17 

10 

!i 9 

3 

20 

10 

22 

7 

24 

5 

26 

6 

28 

8 

II 

I 

II 

10 

12 

7 

13 

6 

14 

6 

15 

7 

16 

10 

18 

2 

1 ^9 

8 

21 

4 

23 

0 

24 

II 

27 

0 

29 

3 

II 

4 

12 

I 

12 

10 

13 

9 

14 

9 

15 

II 

17 

2 

1 

iS 

7 

20 

I 

21 

9 

23 

6 

25 

5 

27 

7 

29 

10 
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EXAMPLE 40 [cdfiimucd) 

Xos. *0F Grades 

Hi. Distinguishing weights of loads for large wagons f i) 

Average weights of wagons (6 tons -t- 3 tons for 
empties) . 


Distinguishing weights of loads foi medium wagons (2) 
Average weights of wagons (5 tons 1- tons for 
empties) . 


Hi. Distinguishmg weights of loads for small wagons (3) 
Average weights of wagons (4 tons -f 2 tons for 
empties) 


Unit-weights of loads 
Proportionate weights of wagons 


Ref to 
the Nos 
of 

Examples! 

39 iTotal charges for terminal and junctional services, 
I liabiiitieSj and obligations 


I ! Rates for the initial distance, mcludini 

1 

g taxes 

Consecutfve distances 

Nos of 
scales 

Over 125 miles and not exceeding 128 miles 
}> 12S ,, ,, j, 131 ,, 

^3^ if a a 134 if 

it 134 if }] ft 137 if 

i> 137 if it it 140 tf 

127 

130 

133 

136 

139 

[ (^) 

J /„v iAmounts\ 

1 W {per load] 

1 fal UimouHisl 

V i per load / 



13 

14 


Tons 

6rtr 

Tons 

5i 

Tons 

5 

9 

9 

9 

si 

4i 

4/ir 


7i 

7i 

4-A- 

3t^ 

SU 

6 

6 

6 


m 

I 

iM 



m 


Per Per Per 

ton of ton of ton of 
load load load 

d d d 


19 S52 21 260 22 66S 



,, 140 ,, 

143 

5J ^46 ,, 

5J 149 ?J 

» 152 » 
155 

>, ISS „ 

.. l6l „ 

164 „ 
,< 167 ,, 


s d 

^ d 

1 5 

9 0 

« 7 

9 2 

8 9 

9 4 

8 II 

9 6 

9 I 

9 S 

68 2 

65 3 

56*9 

54 5 

45 5 

43 6 

9 3 

9 10 

9 5 

10 0 

9 7 

10 2 

9 9 

10 4 

9 II 

10 7 

10 I 

10 9 

10 3 

10 II 

10 5 

II I 

10 7 

II 3 

10 9 

II 5 



187 

190 

193 

196 

199 

\A7nounts\ 
\ per load] 
/ » SAni07mts\ 
1 ier load f 


II 4 12 I 12 II 


10 II II 7 12 3 13 I 13 II 

11 I II 9 12 5 13 4 14 2 

II 3 II II 12 S 13 6 14 4 

II 5 12 I 12 10 13 8 14 7 

II 7 12 4 13 o 13 II 14 9 


II 9 12 6 13 2 14 I 15 o 

11 II 12 8 13 4 14 3 15 2 

12 I 12 10 13 7 14 6 15 5 

12 3 13 O 13 9 14 8 15 7 

12 5 13 2 13 II 14 10 15 10 

93 2 88 II 85 7 Si 7 79 2 

77 7 74 I 71 4 68 3 66 I 

62 I 59 3 57 1 S4 6 52 8 
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16 

17 

rS 

19 

20 

21 

22 

to 

24 

25 

26 

27 

28 

29 

Tons 

Ton= 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 


4 iV 

35 

3 it" 

3iV 

2T 

2K 

2 in 7 

2rV 

IxV 

Ilf 

ii;] 

T- 

IxV 

9 

9 

9 

9 

9 

9 

9 

9 

9 

9 

9 

9 

9 

9 

3 l 

3 i 

B 

2^-i 

u 

2r 

2fu 

2j 

I-H 

B 

Iff 

It'V 

B 

Iff 

^iiL. 

7 i 

7 i 

H 

7} 

7 i 

7 i 

7 i 

7 i 

B 

7^2 

7 i 

B 


7 i 

3 


22 

2 ^ 5 - 

2-j\ 

H 


I-H 


m- 

ItV 

li^ 

if 

5 

6 

6 

6 

6 

6 

6 

6 

6 

6 

6 

6 

6 

6 

6 

I 

I I 

I 

I 

I 

I 

I 

I 

I ^ 

I 

I 

I 

I 

I 

2 

2^1 

2-H 

2^ 

2^- 

3 ;^ 

3H 

1 3 J 5 

47 ri 5 - 

4 jf 

S’A’ 

5li 

6 A 

6f,“ 

3 

3 iV 

sK 

3 ^^ 

3 ^ 

4 /V 

4 ^' 


5 ^ 

5 lf 



7 i^x 

7 lf 

Per 

Per 

Per 

Per 

Per i 

Per 

Per 

Per 1 

Per 

Per 

Per 

Per J 

Per 

Per 

ton of 

ton of 

ton of 

ton of 

ton of 

ton of 

ton of 

ton of 1 ton of 

ton of 

ton of 

ton of 

ton of 

ton of 

load 

load 

load 

load 

load 

load 

load 

load 

load 

load 

load 

load 

load 

load 

d 

d 




d 

d 

d 

d 

d 

d 

d 


: ^ 

24 357 

26 045 

27 734 

29 704 

31 955 

34 4SS 

37 303 

40399 

43 776 

47 435 

51 375 

55 597 

60 380 

65446 

90 1 

96 

I 02 

1*09 

I 17 

I 26 1 

I 36 

1 47 

I 59 1 I 72 

^ I 86 

201 1 

1 2 18 

1 236 


and charges per ton of load 


j 

d 


d 

j 

d 

j 

d 

.r 

d 




d 


d 


d 


d 


d 


d 

.p 

d 


d 

II 

7 

12 

4 

13 

1 

14 

0 

15 

I 

16 

3 

17 

6 

18 

II 

20 

6 

22 

2 

24 

0 

25 

II 

28 

I 

30 

5 

II 

9 

12 

7 

13 

4 

14 

3 

15 

4 

16 

6 

17 

10 

19 

3 

20 

10 

22 

7 

24 

5 

26 

5 

28 

8 

31 

0 

12 

0 

12 

10 

13 

7 

14 

7 

15 

8 

16 

10 

18 

2 

19 

8 

21 

3 

23 

0 

24 

II 

26 

II 

29 

2 

31 

7 

12 

3 

13 

I 

13 

10 

14 

10 

15 

II 

17 

2 

18 

6 

20 

0 

21 

8 

23 

5 

25 

4 

27 

5 

29 

9 

32 

2 

12 

5 

13 

3 

14 

2 

15 

I 

16 

3 

17 

6 

18 

10 

20 

5 

22 

I 

23 

II 

25 

10 

27 

II 

30 

3 

32 

9 

55 

II 

54 

4 

53 

2 

SI 

8 

SO 

5 

49 

0 

48 

0 

47 

0 

46 

5 

45 

5 

44 

7 

44 

0 

43 

I 

42 

7 

46 

7 

45 

I 

44 

3 

43 

0 

42# 3 

41 

2 

40 

0 

39 

4 

38 

8 

38 

3 

37 

6 

37 

0 

36 

4 

36 

0 

37 

3 

36 

I 

35 

5 

34 

4 

33 

9 

32 

10 

32 

0 

31 

8 

30 

II 

30 

6 

29 

9 

29 

4 

28 

9 

28 

8 

12 

8 

13 

6 

14 

5 

IS 

4 

16 

6 

17 

9 

19 

2 

20 

9 

22 

6 

24 

4 

26 

3 


5 

30 

10 

33 

5 

12 

II 

13 

9 

14 

8 

15 

8 

16 

10 

18 

I 

19 

7 

21 

2 

22 

10 

24 

9 

26 

9 

28 

II 

31 

4 

34 

0 

13 

2 

14 

0 

14 

II 

15 

II 

17 

I 

18 

5 

19 

II 

21 

6 

23 

3 

25 

2 

27 

3 

29 

5 

31 

II 

34 

7 

13 

4 

14 

3 

15 

2 

16 

2 

17 

5 

18 

9 

20 

3 

21 

10 

23 

8 

25 

7 

27 

8 

29 

II 

32 

6 

35 

2 

13 

7 

14 

6 

15 

J_ 

16 

6 

17 

8 

19 

I 

20 

7 

22 

3 

24 

I 

26 

0 

28 

2 

30 

5 

33 

0 

35 

9 

13 

10 

14 

9 

15 

8 

16 

9 

iS 

0 

19 

4 

20 

II 

22 

7 

24 

5 

26 

5 

28 

7 

30 

II 

33 

7 

36 

4 

14 

0 

IS 

0 

15 

II 

17 

0 

iS 

3 

19 

8 

21 

3 

23 

0 

24 

10 

26 

II 

29 

I 

31 

5 

34 

I 

36 

ir 

14 

3 

15 

3 

16 

2 

17 

3 

18 

7 

20 

0 

21 

7 

23 

4 

25 

3 

27 

4 


7 

31 

II 

34 

8 

37 

6 

14 

6 
ra 1 

IS 

5 

16 

5 

17 

7 l 

18 

10 

20 

4 

21 

II 

23 

s| 

25 

8 

27 

9 

5 o 

0 

32 

5 

35 

2 

38 

I 

14 

Si 

IS 

8 

16 

8 

17 


19 

2 

20 

7 

22 

3 

24 

I 

26 

0 

28 

2 

30 

6 

32 

II 

35 

9 

ii 

8 

14 

II 


II 

16 

II 

TT 

I 

19 

5 

20 

II 

22 

7 

24 

5 

26 

5 


7 

30 

II 

33 

5 

36 

3 

39 

3 

15 

2 

Ii6 

2 

17 

2 

18 

4 

19 

9 

21 

3 

22 

II 

24 

10 

26 

10 

29 

0 

31 

5 

33 

II 

36 

10 

39 

10 

15 

5 

! 16 

5 

17 

5 

18 

8 

20 

0 

21 

7 

23 

3 

25 

2 

27 

3 

29 

6 

31 

10 

34 

5 

37 

4 

40 

6 

15 

7 

16 

8 

17 

8 

18 

II 

20 

4 

21 

II 

23 

7 

25 

6 

27 

8 

29 

II 

32 

4 

34 

II 

37 

II 

41 

I 

15 

10 ' 

16 

II 

i 

II 

19 

2 

20 

7 

22 

2 

24 

0 

25 

II 

~ 

28 

0 

30 

4 

32 

10 

35 

5 


6 

41 

8 

16 

I 

i 17 

2 

i 18 

2 

19 

T 

20 

II 

22 

6 

24 

4 

26 


~ 

5 

30 

9 

33 

3 

35 

II 

39 

0 

42 

3 

16 

3 

|I 7 

4 

i iS 

6 

19 

9 

21 

2 

22 

10 

24 

8 

26 

8 

28 

10 

31 

2 

33 

9 

36 

5 

39 

7 

42 

10 

16 

6 


7 

1 IS 

9 

20 

0 

21 

6 

23 

2 

25 

0 

27 

0 

29 

3 

31 

7 

34 

2 

37 

0 

40 

I 

43 

5 

16 

9 

17 

10 

19 

0 

20 

3 

21 

9 

23 

5 

25 

4 

27 

5 

29 

7 

32 

I 

34 

8 

37 

6 

40 

8 

44 

0 

16 

II 

18 

I 

i ^9 

3 

20 

7 

22 

I 

23 

9 

25 

8 

27 

9 

30 

0 

32 

6 

35 

2 

38 

0 

41 

2 

144 

7 

76 

2 

74 

2 

72 

2 

70 

6 

68 

6 

66 

6 

65 

5 

63 

10 

63 

0 

61 

9 

60 

8 

-59 

10 

58 

8 

58 

0 

63 

5 

61 

6 

60 

2 

5S 

8 

57 

5 

55 

10 

54 

7 

53 

5 

52 

6 

52 

0 

51 

0 

SO 

4 

49 

5 

49 

I 

50 

9 

.49 

3 

48 

2 

46 


45 

10 

44 

6 

43 

8 

43 

0 

42 

0 

41 

5 

40 

5 

39 

II 

39 

I 

[39 

0 
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entered the consecutive distances, embracing i to 200 miles, to which 
they apply. These distances correspond with those adopted for general 
merchandise; the rate of progression being increased, after 15 miles, 
from one to two miles, and after 65 miles, from two to three miles. 

Joined with the rates and charges, per ton of load, by means of 
which they have been calculated, are enteied the amounts, per dis- 
Tuigi^ishing weight of load, printed in italics, due for distances of 
15,65, 140, and 200 miles, respectively. When Tables of Rates and 
Charges are established for practical use, the amounts, per distinguishing 
weight of load, due for each consecutive distance, should be computed 
and entered in the manner shown in the Example 

The amounts due for the transport of consignments of live stock 
whose weights come between the weights of loads distinguishing 
adjoining grades, must be calculated by means of the higher rates and 
charges applicable to the lesser weights of loads, unless, by so doing, the 
amounts yielded exceed the amounts calculated^ by means of the lower 
rates and charges applied to the greater weights of loads The insertion 
of amounts, per distinguishing weight of load, due for each consecutive 
distance, in proximity to the rates and charges, per ton of load, will 
assist ^clerks to avoid entering wrong amounts in invoices when the 
circumstances are as described ; and will save the labour of calculation 
with regard to consignments whose weights correspond with the weights 
of loads employed to distinguish the grades 



CHAPTER XIX 

SOUTH NORTHERN RAILWAY' COMPANY 


MODE OF INDICATING DISTANCES BETWEEN A GIVEN STATION OR 
PRIVATE SIDING AND OTHER STATIONS AND PRIVATE SIDINGS 
ON THE SAME RAILWAY, WITH THE NOS. OF THE SCALES OF 
RATES AND CHARGES FOR MERCHANDISE COMPRISED IN THE 
SEVERAL DIVISIONS^OF TRAFFIC RESPECTIVELY APPROPRIATE FOR 
SUCH DISTANCES 

To simplify illustration, charges, per ton of load, for risk, have been 
computed as if merchandise m every division of traffic were equally 
exposed to damage or loss happening in the course of transit. In 
reality, little or no risk attaches to the conveyance of merchandise 
comprised in some divisions of traffic. Most claims for loss or damage 
arise in connection with the transport of live stock and general 
merchandise ; certain kinds of merchandise that require covers being 
particularly hazardous to convey. It is justifiable to separate general 
merchandise into subdivisions of traffic, according to the degree of 
liability to suffer loss incurred in conveying different kinds of it, and to 
compute charges for risk, applicable to each subdivision, by means of a 
laiger sum, per ton of load, than has been used for the purpose of 
illustration. 

If railway companies piefer to separate general^ merchandise, or any 
other part of traffic, into subdivisions, according to the degree of danger 
incurred in the process of transporting different kinds*of it, charges, per 
ton of load, for risk, calculated in reference to some descriptions of 
merchandise that are very susceptible of damage, will have to be greatly 
increased, while those computed for coal and minerals, generally, must 
either be abolished or greatly reduced. The changes necessary can be 
brought about only by altering the sum, per ton of load, employed to 
compute charges for risk. Every alteration of charges will necessitate 
the establishment of a separate Table of Rates and Charges. Conse- 
quently, the subdividing of general merchandise so that charges for risk 
may be computed in accordance with the degree of hazard incurred in 
transporting the different kinds of it together forming the first and 
20 305 
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second divisions of traffic, will render needful tire preparation of a Table 
of Rates and Charges suitable for each subdivision. 

Charges, per ton of wagon, computed to cover loss occasioned by 
accidents to locomotives, wagons, permanent way, etc , in the course of 
transport, will still be necessary, since the instruments employed in the 
i^gonve} ance of merchandise in every division of traffic are equally liable 
to sustain damage when accidents occur 

For reasons alieady stated, it is likely that different scales of charges 
for caiting general merchandise will be requisite The linking together, 
each with each, of largg towns, small towns, populous districts, and 
villages, and the circumstance that carting staffs are provided at some 
stations and not at others, will necessitate the provision of separate 
Tables of Rates and Chaiges for transport by railway united with charges 
for cartage, so as to be in agreement with the existent conditions in each 
case The creation of subduisions of general merchandise will render 
needful a further increase of the number of Tabtes of Rates and Charges 
for tianspoit by railway and charges for cartage, combined. Between 
stations that are not provided with carting staffs, the lates and charges 
for transport by railway only will apply. But between all stations, the 
rates and charges for transport by railway of every description of 
merchandise, apart from charges for cartage, should be clearly shown for 
the information of traders. 

The dimensions of grades may be lessened, if judged needful. In 
that event, the number of grades in each Table would, of course, be 
increased. Also, the grades in each Table may be extended in either 
direction, should circumstances wan ant the alteration. In that case, the 
weights of loads employed to distinguish the initial and final grades in 
each Table would be greater and less, respectively, than those used for 
illustration. The weight of load employed to mark the final grade for 
general merchandise in each of the two divisions of traffic, is one ton. 
In many instances, loads of general meichandise, obtained from small 
consignments furnished by various traders, individually weigh less than 
one ton. In other cases, they weigh more than one ton. In fairness 
to all parties concerned, the weight of load employed to distinguish the 
final grade for general merchandise in each of the two divisions of 
traffic should be the weight of load averagely obtained from small 
consignments. 

The weights of loads employed to distinguish the grades m each 
Table are stated in tons and fractions of tons ; each fraction of a ton 
consisting of cwts. or cwts and half-cwts For the sake of facilitating 
computation, half a cwt is the only fraction of a cwt used to form a 
distinguishing weight of load. It would, however, be proper to employ 
other fractions of a cwt., and, by so doing, the resultant amounts, 
per distinguishing weight of load, due for each consecutive distance, 
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computed by means of the rates and charges, per ton of load, would 
gain in regularity. , 

The whole of merchandise is assumed to be included in eight 
divisions of traffic, and suitable Tables of Rates and Charges have been 
furnished in the form of Examples. The description of merchandise 
constituting these divisions, together with the symbols respectively_„ 
employed to represent them and to denote the conditions of conve)iiance, 
joined with the Nos. of Examples and of Tables of Rates and Charges to 
which they refer, may be restated as follows : — 




Ordinal Nos 
of the 
divisions of 
traffic 

Description of merchandise constituting the 
eight divisions of traffic, assumed to be 
conveyed by the South Northern Railway 
Company, under stated conditions 

Symbols respectively 
employed to represent 
the divisions of traffic 
and to denote the 
conditions of 
conveyance 

Nos of 
Examples 
referring 
to Tables 
of Rates 
and 

Charges 

Nos of 
the Tables 
of Rates 
and 

Charges 

First 

Second 

{ General merchandise earned in open' 
j \\agons proMded by the railway 
[ company 

TGeneral merchandise earned in' 
covered wagons provided by the 
[ railway company 

Ai 

Bi 

1 12 

I 

Third 

f Ai tides of extraordinary weight or”! 
J dimensions cairied m peculiarly - 1 
1 constructed wagons provided b> the j 
t railway company J 

Ci 

21 

II 

Fourth 

TAi tides of gieat length occup^ung'j 
-j two or more w^agons provided by > 
[ the railway company J 

Di 

24 

III 

Fifth . . . 

/Coal, lime, and analogous meichan-'\ 
dise con\eyed from pnvate sidings 1 
to stations in wagons provided by j 
the railway company J 

Ei-PSi 

26 

IV 

Coal, hme, and analogous merchan-'\ 
dise con\ e} ed from private sidings 1 
to stations in wagons pro\ided by j 
^ traders J 

Ei-PSi-TW 

29 

V 

Sixth 

TMei chan dise, includible in otbei di-’ 
visions of traffic, convened fiom 

4 stations to pnvate sidings in wagons - 
provided by traders vsjhich would 
otherwise be returned empty 

« 

Fi-iPS-TW 

31 

VI 

Seventh 

r Vehicles, running on their own wheels, 1 
-j conveyed from priv’ate sidings to j- 
pnvate sidings J 

Gi-iPSi-TW 

33 

VII 

Eighth 

fLive stock earned in wagons provided \ 
by the railway company / 

Hi 

40 

VIII 


Note i. — In the absence of symbols referring to private sidings or 
traders’ wagons, merchandise in any division of traffic is supposed to be 



3o8 railway rates 

conveyed from stations to stations in wagons piovided by the railway 
company* ^ 

Note 2 — The symbols PSi signify that merchandise is conveyed 
from private sidings to stations ; iPS, that it is conveyed from stations 
to private sidings; and iPSi, that it is conveyed from private sidings to 
p rivate sidings 

Gne Table of Rates and Charges has been made to serve for general 
merchandise carried m open and in covered wagons, and identical weights 
of loads, joined with different weights of wagons, have been employed 
to distinguish the grades assigned to each of the two divisions of traffic. 
This course has been taken to simplify illustration. If it be found 
preferable to provide a separate Table for each division of traffic, that 
mode of procedure may be adopted in practice. 

When Tables of Rates and Charges applicable to merchandise in the 
several divisions of traffic have been prepared for practical use, they 
should be printed and bound as books for ready reference, and be on 
sale to the public Suitably joined with each Table should be a list of 
the kinds of merchandise, arranged in alphabetical order, to which it has 
reference, together with other information touching the conditions of 
transport which it is necessary for railway clerks and traders to know 
It will then be comparatively easy for all parties concerned to ascertain 
the rates and charges applicable to any description of merchandise 
conveyed stated distances under specified conditions. Joined with 
Table I, the sums that require to be added to amounts computed by 
means of rates and charges, per ton of load, to make up the minimum 
charges for small consignments of general merchandise carried in open 
and in covered wagons, must be suitably shown, as in Example 15, for 
the guidance of clerks and the information of traders. 

The distances between one station and other stations differ from the 
distances between another station and the same stations ; each station 
in connection with other stations on the same railway having different 
distances. In order that clerks may be enabled to correctly invoice 
consignments of merchandise, it is requisite that one or more books 
containing the names of goods stations and private sidings, arranged in 
due order, should be provided at each goods station. Opposite the name 
of each station and private siding, on the left, should be entered the 
number of miles that it is distant from the station or private siding for 
which the book has been prepared. On the right, placed under the 
Nos. of the Tables to which they respectively refer, should be entered 
the Nos. of the Scales of United Rates and Charges, appropriate to the 
distance entered on the left It must be understood that amounts, per 
distinguishing weight of load, due for each consecutive distance, calculated 
by means of the united rates and charges, per ton of load, are to be 
entered in the Tables of Rates and Charges established for practical 
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EXAMPLE 41 

SOUTH NORTHERN RAILWAY COMPANY 

J/ode of inthcah7tg the Nos of the appropriate scales of united rates and cJiaigt s applicable to 
merchandise comprised in seven of the eight divisions of traffic when conveyed ^ undei specified 

conditions f between A station and other stations and piivate sidings on the South _ 

Noi'thein Railway • ^ 


Nos of Tables of Rates and Charges, and symbols, respectively, representing 
divisions of traffic and conditions of conveyance 

Between 

A station ^ 

on the South Table I Table 11 Table III T%\e IV Table V Table VI Table VIII 

Northern Railway Example Example Example Example Example Example Example 
and the following 12 21 24 26 29 31 40 

stations and private 

sidings on the same Ai and Bi Ci Di Ei-PSi Ei-PSi- Fi-iPS- Hi 

Railway — TW TW 

Distances 

hliles Nos of appropriate scales of united rates and charges 


10 

B— 

m 

10 

10 

271 

'c 

28 

28 

S6i 

D 

56 

56 

49i 

E 

50 

50 

61 

F 

60 

60 

381 

G 1 

38 

38 

38I 

CD private siding ^ 

— 

— 

39 

EF „ „ j 

— 


94i 

H 

94 

94 

122\ 

I 

124 

124 

13S2 

J 

139 

139 

172 

K 

^ 172 

172 

i3i 

L 

14 

14 

3ii 

M— ^ 

32 

32 

31 

GH private siding i 

— 

— 

iS6| ^ 

N 

1S7 

187 

8o| I 

0 

82 

82 

Hoi 

P 

142 1 

142 

71 

Q — 

70 

70 

35i j 

R~ . 1 

36 

36 

36^ j 

IvL pri\ ate siding l 


. — 

3^i 1 

MN „ „ j 

— 

— 

118 

S 

iiS 

iiS 


T 

133 

133 

42| 

U 

42 

42 

I6I 

V 

160 

160 

52I 

w— 1 

52 

52 

53 

OP prn ate siding J- 

— 

— 

S3J 

ES „ „ J 

__ 

— 

I99i 

Y 

199 

199 


10 — — — 10 

28 — — — 28 

56 _ - _ 56 

50 — — — so 

60 60 

38 - - - 3S 

— 3S 36 36 — 

— 38 36 36 — 

94 — — — 94 

124 — 124 

139 — — ~ 139 

172 — — — 172 

14 — — — 14 

32 — — — 32 

— 30 28 28 — 

187 — • 187 

82 — — — 82 

142 — — — 142 

70 — — — 70 

36 - " - - 36 

— 36 34 34 — 

— 36 34 34 — 

118 — — — 118 

133 — — - 133 

42 — — — 42 

160 — — — i5o 

52 ~ - 52 


199 


199 


52 

54 


50 

50 


50 

50 
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purposes, in the manner shown with regard to a few selected distances 
in the illustrative Tables. 

In setting down distances between places, whether stations or private 
sidings, let a fraction of a quarter of a mile be called a quarter of a mile. 


EXAMPLE 42 

SOUTH NORTHERN RAILWAY COMPANY 

J[!ode of indicating the Nos of the appropi late scales of nmted rates and charges applicable to 
merchandise comprised in three of the eight divisions of traffic ivhen conveyed^ imder specified 

conditions, between AB private siding, near A station, and other private sidings and 

stations on the South Northern Railway 


Distances 

Miles 

Between AB private siding, near 

A station, on the South 

Northern Raihvaj, and the 
following stations and private 
sidings on the same Railway — 

Nos of Tables of Rates and Charges, and symbols, respectively, 
representing divisions of traffic and conditions of conveyance 

Table IV 
(Example 26, 
pp 240-245) 

Ei-PSi 

Table V 
(Example 29, 

Table VI 
(Example 31, 
pp 265-267) 
Fi-iPS-TW 

Table Vir 
(Example 33, 

Nos of appropriate scales of united rates and charges 

roi 

B 


II 

10 

10 


27 ! 

C 


28 

26 

26 



S6! 

D 


56 

52 

52 

— 

49 i 

E 


50 

46 

46 

— 

6ii 

F 


62 

5 S 

5S 

— 

383 

G . . ] 


3S 

36 

36 



39 

CD private siding 

■ 




36 

39 i 

EF „ „ 


— 

— 

— 

36 

94J 

H 


94 

88 

88 


lZ 2 i 

I 


124 



— 

139 

j 


139 

130 

130 

— 

I 72 i 

K 


172 

160 

160 

— 

i 3 i 

L 


14 

13 

13 

— 

31! 

M . 'I 

32 

30 

30 

— 

3 li 

GH private sidmg j 




30 

187 

N 


187 

175 

17s 


81 

0 


82 

76 

76 

— 

I 40 i 

P 


142 

^33 

133 

— 

n 

Q 


73 

67 

67 

— 

35 ! 

R . . 


36 

34 

34 

— 

361 

KL pnvate siding 





34 

36 i 

MN „ „ 


— 

— , 

— 

34 

u8| 

s 


118 

112 

112 


i 3 ii 

T . . 


133 

124 

124 j 

— 

43 

u 


42 

40 

40 

— 

l 6 ii 

V 


163 


151 

— 

S 3 

w ... 


52 

50 




S 3 i 

OP pnvate siding 

V 




50 

534 

,, ,, 


— 

— 

— 

SO 

I 99 i 

Y 


199 

CO 

[ 

187 

1 


Example 41, the first of the two preceding Examples, is intended to 
show how the Nos. of the Scales of United Rates and Charges, contained 
in the Tables furnished for illustration, applicable to merchandise com- 
prised in seven of the eight divisions of traffic when conveyed under 
specified conditions between a given station (A station) and other 
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stations and private sidings on the same railway, may be entered in 
a book for the guidance of clerks in the discharge of their duties. 
Example 42 is designed to supply the same information with regard to 
merchandise comprised in three of the eight divisions of traffic when 
conveyed under specified conditions between a given private siding (AB 

private siding, near A station) and other private sidings and stations 

on the same railway The distance between AB private siding anT 

A station is assumed to be a quarter of a mile The names of 

stations are entered in alphabetical order; one letter representing the 
name of each station. The name of each private siding is represented 
by two letters, bracketed with the name oTthe station at which an 
account is kept of the traffic dealt with at the private siding. 

In these two Examples the Nos. of the Scales of United Rates 
and Charges entered opposite the name of each station and private 
siding, respectively, although identical when relating to Tables having 
the same consecutive d^'stances, are, for the sake of clearness, enteied 
in separate columns below the Nos of the Tables to which they 
individually refer. In practice, when the conditions permit, they may be 
entered singly in one column opposite the names of stations and private 
sidings for which they are respectively appropriate, the Nos. Cf the 
various Tables concerned being entered at the head of the column. 

There are many railway companies in the United Kingdom, and, in 
numerous instances, large towns and towns of less magnitude are 
connected together by the systems of two or more railway companies, 
so that each company naturally enters into competition for the traffic 
passing between such towns When two towns are connected together 
by two or more railways, the different loutes may be expected to have 
different lengths If railway companies were obliged to adhere to their 
normal rates in all circumstances, it is likely that competing companies 
whose routes were longer than other routes would cease to share in the 
traffic striven for, because the rates for the longer routes would probably 
be higher than the rates for the shortest routes, and traders would choose 
to have their merchandise conveyed by those companies whose rates and 
charges were the lowest. It would be wrong to compel railway 
companies to lower their rates for competitive reasons, and it would also 
be wrong to prohibit them fiom doing so if the companies were inclined 
to abate them. Railway companies should not be allowed to alter, 
exceptionally, their established rates and charges unless it can be shown 
that the action will not be prejudicial to tiaders In the circumstances 
mentioned, the adoption of the lowest rates and charges by all the 
competing companies having the longer routes, assuming that in each 
case there remained a margin for profit, would be beneficial to themselves 
and to tradeis located in the towns between which competition existed, 
and would not be injurious to other traders. 
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Consequently, when two towns are connected together by two 
railways, the compajiy which has the longer route, and whose normal 
rates may be assumed to be higher than those of the company which has 
the shorter route, should be allowed, if so disposed, to adopt, with regard 
to traffic passing between the two towns, the normal rates and charges 
of the company whose route is shorter. If the consecutive distances to 
"^whicli the scales of rates apply be not the same for each competing 
company, it will be necessary to supply copies of the Tables of Rates and 
Charges, calculated for the shorter or cheaper route, to the company 
whose route is longer or dearer, in order that the Nos. of the appropriate 
Scales of United Rates afid Charges may be correctly entered, opposite 
the name of each station forming a terminal of the longer route, in the 
books of reference respectively provided at the two stations for the 
guidance of clerks. 



CHAPTER XX 


SOUTH NORTHERN AND WEST EASTERN RAILWAY 
COMPANIES CONJOINED 

RATES AND CHARGES FOR GENERAL MERCHANDISE CARRIED IN 
OPEN AND IN COVERED WAGONS 

In order to serve the wants of traders in all parts of the country, 
many railway companies are established, each having its own sphere of 
operations. In numerous instances the systems of two or more companies 
have to be made use of io convey merchandise from one town or village 
to another. Differences exist in the cost of land acquired for the 
construction of railways, and the expense of working them, after 
completion, varies more or less, owing to many causes. Moreover, 
notwithstanding that all railways in Great Britain have the same ^auge, 
rolling-stock intended for any division of traffic is not designed by the 
various railway companies so as to have one approved form of 
construction, Appaiently, each company makes or provides rolling- 
stock without definite restriction as regards make, save that the distance 
between the wheels on each of the axles of vehicles must be in agreement 
with the gauge adopted for all railways. Consequently, from an 
economic point of view, the wagons built by one company may be 
better adapted for their purpose than those constructed by another 
company, as also may be its locomotives and other vehicles. 

When traders consign merchandise to be conveyed to its destination 
by two railway companies in continuous succession, it is expected that 
the total cost of transport will be calculable by means of single sums, 
embodying rates and charges, per ton of load. The computation of 
rates and charges respectively due to two railway •companies jointly 
undertaking the transport of merchandise, and their subsequent union so 
as to form Tables of Rates and Charges per ton of load, require careful 
attention, and, as will be seen, may be more or less difficult according to 
circumstances. 

Let it be supposed that two railway companies, whose systems are 
connected by means of interjunctions, are Jointly employed to convey 
merchandise between stations on one railway and stations on the other. 
Let the first company be called the South Northern Railway Company, 
whose rates and charges have already been calculated and set forth in 
Tables, illustratively, and let the second company be called the West 

3^3 



314 RAILWAY RATES 

Eastern Railway Company, whose rates and charges have now to be 
calculated, and join^ to the rates and charges of the first company so 
as to form Tables of united Rates and Charges per ton of load, for 
merchandise in the several divisions of traffic conveyed by the two 
railway companies conjointly 

Let the average weight of locomotive, tender, and brake-van, forming 
the Mstruments of power, employed to convey trains on the West 
Eastern Railway, be 90 tons, and let the average weight of loaded 
and empty wagons, forming a train-load, be 150 tons. The ratio of 90 
to 1 50 is the same as of three to five. The sum of 2 od per ton, chosen to 
be employed as a factor with the whole weight of a train to calculate the 
cost of conveyance, including taxes and profit, needs now to be increased 
by three-fifths to form a factor with the weight of the train-load only, in 
order to compute the cost of conveying the whole train without the 
weight of the instruments of power appearing m the operation. Three- 
fifths of 2od. IS •I 2 d, and by adding the two^sums together, •I 2 d, is 
obtained, which is one-fifteenth more than *30/^ per ton. The respective 
sums, per ton of load and wagon, per mile, comprehending the instruments 
of power, to be employed to compute the cost of the interterminal 
services of railage, haulage, and truckage, constituting conveyance, now 
become altered as follows — 



PER TON 

SUMS, PER TON OF 


PER MILE 

LOAD AND WAGON, 
PER MILE 

Sum to compute the cost of the inter- 

d 

d 

terminal service of railage relating to 



loads and wagons .... 

080 



Add three-fifths of the above sum to 
compute the cost of the interterminal 
service of railage relating to the 


0 - -- -- 

instruments of power 

048 

■128 

Sum to compute the cost of the inter- 
terminal service of haulage relating 



to loads and wagons 

Add three-fifths of the above sum to 
compute the cost of the interterminal 
service of haulage relating to the* 

*100 


instruments of power 

•060 

■160 

Sum to compute the cost of the inter- 
termmal service of truckage relating 



to loads and wagons 

Add three-fifths of the above sum to 
compute the cost of the interterminal 
service of truckage relating to the 

020 


instruments of power 

012 

032 


•320 
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Instead of altering the scales of rates for conveyance which have 
already been calculated by means of the sum of 30$^ per ton of load and 
wagon, per mile, including taxes and profit, it is preferable to let them 
remain unchanged, and to alter, in a correspondingly needful degree, the 
consecutive distances to which they apply. One mile may be expressed 
as fifteen-fifteenths, and by adding one to the denominator it becomes 
fifteen-sixteenths employing fifteen-sixteenths of a mile the 

initial distance instead of one mile, and by altering the consecutive 
distances so as to be multiples of it, letting the unaltered scales of rates 
apply in the same order as before, the result will be equivalent to 
raising the rates by one-fifteenth. Therefore, with regard to the West 
Eastern Railway Company, let the consecutive distances be multiples of 
fifteen-sixteenths of a mile instead of one mile, and let the unaltered 
scales of rates apply to them in the same order as before. 

Let the subject of calculation be the rates and charges applicable to 
general merchandise ca?ried in open and in covered wagons forming the 
first and second divisions of traffic, and let the symbols, A2 and B2, 
respectively signify that merchandise of the kinds mentioned is conveyed 
between stations on the South Northern Railway and stations on the 
West Eastern Railway, or that transport is accomplished by two railway 
companies, conjointly. 

Let it be assumed that the average weight of open wagon provided 
by the West Eastern Railway Company is five tons, and that the 
maximum weight of load which it is registered to carry is ten tons. 

Let it be supposed that the average weight of covered wagon, 
whether the cover consist of one or more tarpaulins or of solid structure, 
is si tons, and that the maximum weight of load which it is registered 
to carry is 10 tons. 

Let it also be assumed that the aveiage maximum weight of load 
obtained from consignments of general merchandise in each division of 
traffic that furnish full loads, is three-fourths of the potential maximum 
weight of load or three-fourths of the weight of load when fully occupying 
the loading space provided by each wagon. 

For the sake of simplifying illustration, the weights and powers of 
wagons provided by the West Eastern Railway Company to carry 
general merchandise are assumed to correspond with the'weights and 
powers of wagons provided by the South Northern Railway Company 
for the same purpose, and, therefore, the twenty-two weights of loads 
employed to distinguish the grades in reference to general merchandise 
comprised in the first and second divisions of traffic carried on the South 
Northern Railway, may with propriety be used to distinguish the 
grades for the same kinds of merchandise carried on the West Eastern 
Railway. 

When wagons provided by a railway company, containing general 
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EXAMPLE 43 '■ 

THE SOUTH NORTHERN AND WEST 
Gene 7 al merchandise earned in o^en and t 7 t covered wagons — Grades^ with distingmslmig 
weights of wagons, Rates^ per ton of load, foi conveyance one mile on the South 


Kos, OF Grades 

9 

10 

II 

12 

13 


i ^5 

16 

17 

18 

A2 Distinguishing weights 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

of loads . . .(i) 

1 \ 

6| 

6i 

si 

5 i 

4 i 


3 f 


3 i 

Average weights of 







\ 




wagons . . . 

5 

5 

5 

5 

5 

5 

5 

5 

5 

5 

Add one-half of average 
weights of wagons, 
to include the weight 







1 




of empty wagons 
conveyed , . 


2i 

2i 

2i 

2i 

2i 

2i 


2] 

2j 

Total w^eights of wagons 

7i 


7 i 

7i 

7i 

7i 

7i 

7i 

7i 

7i 

B2 Distinguishing weights 








■i 



of loads , . . (2) 

— 


6^ 

6i 

s§ 

5i 


m 

3 i 

3 A 

Average weights of 











wagons . , . 
Add one^half of aveiage 

— 

si 

Si 

Si 

si 

5i 

si 

si 

si 

Si 

weights of wagons, 











to include the weight 
of empty wagons 











conveyed . . . 

— 

2| 

2| 

2i 

2i 

2| 

23 

2j 

23 

23 

Total weights of wagons 

— 

Si 

8i 

Si 

8i 

8i 

8i 

8i 

8i 

8i 

Unit- weights of loads 

I 

I 

I 

1 

I 

1 

i ^ 

I 

I 

I 

I 

I 

Proportionate weights 











of wagons. . . . 

I 

lA 


iH 



m 

2 

2 -rh 

2ji 

Totals . . 

2 


i 2 * 

2^” 

2^ 

2^7 

2M 

3 

sA 

31 ? 


Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 


of load 
d 

of load 
d. 

of load 
d. 

of load 
d 

of load 

of load 
d 

of load 

of load 

of load 

of load 

Rates for conveyance 






d 

d 

d 

one mUe on the S outh 











Northern Railway, 
or fifteen-sixteenths 
of a mile on the West 
Eastern Railway, 
computed at ‘30^ 











per ton of load , . 

And at 30£f per ton of 

•30 

30 

*30 

30 

30 

30 

•30 

•30 

•30 

30 

wagon . • • , . 

Rates, including taxes, 
for conveyance mitial 

30 

33 

36 

40 

44 

*49 

54 

60 

66 

72 

distances on the 
South Northern and 
West Eastern Rail- - 











ways, respectively . 

60 j 

63 1 

66 

70 

74 

79 

•84 

90 

96 1 

I 02 
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weights of loads, joined with weights of wagons Umt-weights of loads and proportionate 

Northern Railway or fifteen-sixteenths of a mile on the West Easteryi Railway, 


19 

20 

21 

22 

23 

24 

25 

26 

27 

28 

29 

30 

3 X 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 


24 - 

2| 

2tV 






li 


I 

— 

5 

5 

5 

5 

5 

5 

5 

5 

•“s 

5 

S 

5 

— 


2i 

2i 

2i 

2i 

2i 

24 

2i 

2i 

2i 

2i 

2i 

— 

7 i 

74 

7 i 

7 i 

7 i 

7 i 

7 i 

7 i 

7 i 1 

7 i 

7 i 

74 

— 

34 

24-4 

24 

2i 


lil 

m 




14- 


I 

si 

5 i 

Si 

si 

Si 

si 

si 

Si 

si 

si 

si 

si 

si 

.2 

22 

22 

22 

22 

22 

22 

2| 

22 

22 

2| 

22 

22 

00 

Si 

Si 

Si 

Si 

Si 

Si 

Si 

Si 

Si 



Si 

I 

1 I 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 

1 


m 


3 M 

19 3 5 'O ' 

4 iAr 

4 H 

5 ^ 

SU 



7 if 

8^ 

34 ^ 

SH- 



m 

5 ^ 

SH 


WSi 

Tthj 

7 ff 

Sii 

9 s\ 

Per ton 
of load 
d 

Per ton I 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

30 

3° 

30 

30 

30 

•30 

30 

•30 

•30 

*30 

•30 

30 

*30 

79 

87 

96 

i 

I 06 

I IT 

I 29 

1*42 

I 56 

I 71 

I 88 

2 06 

2 25 

24s 

I 09 

I 17 

I 26 

Bi 
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I 86 

2 01 

2 18 

2 36 

2 55 

275 
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merchandise to be forwarded, are transferred to another railway company 
at an interj unction,^ reasonable period is allowed for the vehicles to be 
conveyed to their destinations, discharged, and returned to the owning 
company. They may be used, under specified conditions, to carry 
return-loads, but are not to be detained beyond a fixed time. Although 
this rule is ob\dously requisite to secure the due return of wagons to the 
ownJjDg companies, its effect is to increase the proportion of the number 
of empty wagons to the number of loaded wagons conveyed, because, 
after discharge at stations, the wagons are not available to receive loads 
to be conveyed in any direction, but only in the direction of stations on 
the owning companies' rsulways. 

With reference to general merchandise carried in open and in covered 
wagons, and conveyed between stations on the South Northern Railway 
and stations on the West Eastern Railway, let it be assumed that the 
ratio of the weight of empty wagons to the weight of loaded wagons, 
apart from the loads, conveyed one mile, is the same as of i to 2, or that 
the weight of each loaded wagon requires to be in ci eased by one-half to 
include the conveyance of empties 

On the grounds supposed, when an open wagon of average weight 
carriers the average maximum weight of load, tons, and the weight of 
the wagon, 5 tons, has been increased by one-half, 2| tons, so as to 
amount to 7^ tons, the weight of wagon proportionate to unit-weight of 
load will be i ton, corresponding to grade 9. Also, when a covered 
wagon of average weight carries the average maximum weight of load, 
7| tons, and the weight of the wagon, 5| tons, has been increased by 
one-half, 2f tons, so as to amount to tons, the weight of wagon 
proportionate to unit-weight of load will be tons, corresponding to 
grade 10. To embrace the twenty-two distinguishing weights of loads 
carried in open wagons, beginning with 7J tons and ending with i ton, 
grades 9 to 30, inclusive, will be required, and, carried m covered wagons, 
grades 10 to 31, inclusive, will be needed. The extension of the grades 
thus occasioned renders it necessary to furnish fresh Examples of Rates 
and Charges in order that their computation may be set forth with 
sufficient clearness 

On pp, 316 and 317, Example 43 shows the rates, per ton of load, 
including taxes, for conveyance one mile on the South Northern Railway, 
or fifteen-sixteenths of a mile on the West Eastern Railway, the 
respective initial distances on the two railways. 

In reference to the West Eastern Railway, let it be assumed that the 
average speed of trains conveying merchandise is twenty miles an hour, 
or one mile in three minutes. 

Let it be supposed that the average weight of wagons, loaded and 
empty, transferred by the agency of a locomotive and its staff at each 
stop at a station, is 75 tons. 
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Let it be assumed that the average length of time required to transfer 
wagons, loaded and empty, at each stop at a station^ is six minutes. 

Let it be supposed that the value of a service of stoppage, lasting 
six minutes, is equivalent to the value of the interterminal services of 
railage, haulage, and truckage, assumed to be performed in conveying a 
train of average weight during a period of six minutes. The average 
weight of tram-load has been assumed to be 150 tons, the average 
distance travelled by a tram in six minutes to be two miles ; and the 
sum to compute the rate for conveyance two miles to be 64^/. per ton of 
load and wagon, inclusive of the instruments of power. By multiplying 
1 50 tons by the sum per ton of load ancf wagon for two miles, the 
product is 96^^., or 8 s, By dividing the amount by ys tons, the weight of 
loaded and empty wagons averagely transferred at each stop at a station, 
the quotient is i 28od, which is the sum, per ton of load and wagon, 
including taxes and profit, to be employed to compute charges for the 
first or second termmal^service of stoppage, performed with regard to 
merchandise in every division of traffic conveyed by the West Eastern 
Railway Company. 

The sum of i 200^, per ton of load and wagon, including taxes and 
profit, has been employed to compute charges for the fiist or ^cond 
terminal service of stoppage, performed with regard to merchandise 
conveyed by the South Northern Railway Company. Resulting from 
the employment as factors of the two sums named, charges for the first 
and second terminal services of stoppage, performed in reference to 
general merchandise forming the first and second divisions of traffic 
when conveyed between stations on the South Northern Railway 
and stations on the West Eastern Railway, are shown in Example 44, 
pp. 322, 323 

Let It be granted that the average value of land, per squaie yard, 
acquired by the West Eastern Railway Company to form stations, 
corresponds with that of land acquired by the South Northern Railway 
Company for the same purpose. 

Let it be assumed that the average value of stiuctures, turn-tables, 
and other instrumental requisites forming the equipment of stations 
on the West Eastern Railway, corresponds with the value of similar 
instrumental machinery provided at stations on the South Northern 
Railway, 

Let it be supposed that the average periods of time needed by the 
West Eastern Railway Company to fulfil the first and second terminal 
services of railage, haulage, and truckage, agree with the average periods 
of time required by the South Northern Railway Company to render 
the same services. They may be restated as follows : — 

For those portions of the first terminal services of railage, haulage, 
and truckage, which are performed at first terminal stations, one day is 
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required, divided thus : half a day to place empty wagons in position for 
loading, and half a c|ay to load, marshal, and despatch them. 

To perform the second terminal services of railage, haulage, and 
truckage, in relation to loaded wagons, a period of two days is averagely 
necessary ; the maximum period of time allowed for wagons to remain 
undischarged being three days. 

Fpr those portions of the first teiminal services of railage, haulage, 
and truckage, which are fulfilled at second terminal stations solely in 
relation to empty wagons, one day is needed to move them from the 
sidings in which they stand, place them in position for departure, and 
despatch them. On arrival at the stations where they have to be loaded, 
half a day is required to place them in position for loading, and half a 
day to load, marshal, and despatch them. 

The sums employed as factors with the weights of loads and wagons 
to compute charges for the first and second terminal services of railage, 
haulage, and truckage, performed by the S<^uth Northern Railway 
Company, may also be employed to compute charges for the same 
services when fulfilled by the West Eastern Railway Company. They 
are as follows — 

r 

For the first or second terminal service of railage *300^ per ton of load 
and wagon, per day. 

For the first or second terminal service of haulage *6ood, per ton of 
load and wagon per day 

For the first or second terminal service of truckage ’6ood per ton of 
load and wagon per day. 

In reference to general merchandise conveyed by the said two 
Railway Companies conjointly, the weights of wagons have been 
increased by one-half to include the conveyance of empties Charges, 
per ton of wagon, for the first and second terminal services of railage, 
haulage, and truckage, performed in regard to wagons carrying loads 
and wagons that stand, empty, at stations, require to be computed 
separately. Instead of altering the weights, it is preferable to let them 
remain unchanged, and to alter, in a corresponding degree, the sums, 
per ton of wagon, chosen to compute charges for the respective services. 

Therefore, with respect to general merchandise conveyed in open and 
in covered wagons by the South Northern and West Eastern Railway 
Companies conjointly, let the sums chosen to compute chaiges for that 
portion of the first terminal service of railage which is rendered at first 
terminal stations during a period of half a day, be *150^ per ton of load, 
and, during a period of one day, *300^. per ton of wagon, including taxes 
and profit To correct the weights added on account of empty wagons 
conveyed, let •lood per ton, or two-thirds of '300^., be employed as 
a factor with the unaltered weights of wagons in cTomputing charges for 
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that portion of the first terminal service of railage which is rendeied at 
first terminal stations 

Let the sums chosen to compute charges for the second terminal 
service of railage, rendered during a period of two days, be 6ood per 
ton of load and Good, per ton of wagon, including taxes and profit To 
correct the weights added on account of empty wagons conveyed, let 
*400^ per ton, or twp-thirds of Good, be employed as a factor with 
the unaltered weights of wagons in computing charges for the second 
terminal service of railage 

Let the sum chosen to compute charges for that portion of the first 
terminal service of railage which is rendered aT second terminal stations 
in reference to empty wagons, during a period of one day, be *300^/. per 
ton, including taxes and piofit The weights of wagons carrying loads 
have been increased by one-half to include the conveyance of empty 
wagons, and, therefore, the sum named is applicable to one-third of the 
increased weights of wagons. Instead of altering the weights, let lood 
per ton, or one-third of yood,, be employed as a factor with the unaltered 
weights of wagons to compute charges for that portion of the first 
terminal service of railage which is rendered at second terminal stations. 

Let the sums chosen to compute charges for that portion of tke fiist 
terminal service of haulage which is perfoimed at first terminal stations 
during a period of half a day, be '^ood per ton of load, and, during 
a period of one day, 6oo<^. per ton of wagon, including profit. To 
correct the weights added on account of empty wagons conveyed, let 
*400^/ per ton, or two-thirds of 600^, be employed as a factor with the 
unaltered weights of wagons in computing charges for that portion of 
the first terminal seivice of haulage which is performed at first terminal 
stations. 

Let the sums chosen to compute charges for the second terminal 
service of -haulage, performed during a period of two days, be V20od 
per ton of load and i 20od, per ton of wagon, including profit. To 
correct the weights added on account of empty wagons conveyed, let 
800^ per ton, or two-thirds of i 20od , be employed as a factor with 
the unaltered weights of wagons in computing charges for the second 
terminal service of haulage. 

Let the sum chosen to compute charges for that poition of the first 
terminal service of haulage which is performed at second terminal 
stations in reference to empty wagons, during a period of one day, be 
'Good, per ton, including profit The weights of wagons carrying loads 
have been increased by one-half to include the conveyance of empty 
wagons, and, therefore, the sum named is applicable to one-third of the 
increased weights of wagons. Instead of altering the weights, let '20od. 
per ton, or one-third of Good, be employed as a factor with the unaltered 

weights of wagons to compute charges for that portion of the first 
21 
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EXA^IPLE 44 


RAILWAY RATES 


THE SOUTH NORTHERN AND WnsST 
General 7 nei€handtse earned i 7 t open and i7t coveted 


Nos. OF Grades 

9 

10 

II 

12 

13 

14 

15 

16 

17 

18 


Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

A2. Distinguishing weights 











of loads . . (i) 

Average weights of 




5 % 

Si 

4 i 

4 i 

3*0 

3 A 

3 l 

\5^a2ons ( s; tons + 2^ 




7 i 

7 i 

- 

7 i 

7 i 



tons for empties) 

7 ^ 

7 i 


7 i 

7 i 

B2 Distingfuishmje weights 




6i 


si 





of loads . (2} 

— 

7 i 


5 g 

4 g 

4 i 

Si 

3-^0 

Average weights of 









w agons (5^ tons + 2 J 
tons for empties) 

— 

Si 

Si 

Si 

Si 

Si 

Si 

Si 

Si 

Si 

Unit-weights of loads 
Proportionate weights 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 

of wagons * . . 

I 

l-ir 

WS 


rJ-i 

0 


m 

2 

2^ 

2it 

Totals . . 

2 







3 


Si'S^ 


Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 


of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load 


d 

d 

d 

d 

d 

d 

d 

d 

d 

d 

Chaiges for the ist oi 











2nd terminal serMce 











of stoppage per- 
formed b} the South 
Northern Railway 
Compan} , computed 
at I 20od per ton of 
load 

I 200 

I 200 

I 200 

I 200 

I 200 

1 200 

I 200 

1 200 

I 200 

I 200 

And at i 200d per 











ton of wagon . . 

I 200 

I 320 

1 440 

I 600 

I 760 

I 960 

2 160 

2 400 

2 640 

2 880 

Total charges for the 











1st or 2nd terminal 











service of stoppage 
due to the South 
Northern Railway- 



1 

i 


- 
















Company 

2 400 

2 520 I 2 640 

2 800 

2 960 

3 160 

3 360 

mi 

3 840 

j 4 080 

Charges for the ist or 











2nd terminal ser\nce 











of stoppage per- 
formed by the West 
Eastern Railway 

Company, computed 











at I 2 %od per ton 
of load 

I '280 

I 280 

I 280 

I 280 

I 280 

I 280 

I 280 

1 280 

I '280 

I 280 

And at i 280^ per ton 




1 







of wagon 

Total charges for tlie 
Ist or 2 nd terminal 
service of stoppage 
due to the West 
Eastern Railway 

I 2S0 

I 408 

1 536 

I 707 

I 877 

2 091 

2304 

2 560 

2 816 

3072 





2 560 

2688 

2 816 

2987 

3 157 ; 

3 ' 37 i 

3 584 

3 840 

4 096 

4-352 

Company 

Total charges, includ- 











ing taxes, for the 1st 
and 2nd terminal 











services of stoppage 
performed by the 











South Northern and 
West Eastern Rail- 











way Companies, 











conjointly 

4960 

5 208 

5456 

57S7 

6 117 

6 S 3 I 

6944 

7 440 

7936 

8-432 
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EASTER^ RA.ILWAY COMPANIES CONJOINED 

wagons — Charges for^ the first and second terminal services ofi stoppage. 


Tons I Tons Tons | Tons j Tons Tons I Tons Tons Tons | Tons Tons Tons I Tons 




8i i Si Si Si 8J Si 



25 

26 

27 

Tons 

Tons 

Tons 

n 



7 L 

7i 

7i 


li 





CO 

8i 

8i 

I 

i 

I i 

I 

4^|- 

Sit 

SH 

Sit 

6^^i> 



7 } 7i I 7l j I 7i j I 7i I 7i I 7i I 7l | 7i 


^tV I 

Si Si Si Si 


I 

“O' 


9’vV 


Per ton Per ton Per ton Per ton Per ton Per ton Per ton Per ton Per ton Per ton Per ton Per ton Pei ton 
of load of load ! of load of load of load of load of load of load ' of load of load of load of load of load 

d d \ d d d d d d d d d d d 



I 200 I 200 i X 200 I 200 I 200 I 200 I 200 I 200 I *200 I 200 I 200 I 200 I 200 

3 160 3480 , 13*840 4240 4 6 S 0 5*160 5 6 S 0 6 240 6840 7520 8240 9000 9800 


4 360 4 680 j 5 040 I 5 440 5 880 6 360 I 6 880 7*440 8 040 I 8 720 9 440 10 20 oji I 000 



I 280 I 280 I 280 I 2 S 0 I 2 S 0 I 2 S 0 I 280 I 280 I 280 I 2*80 X 2 S 0 I 280 I 280 
3371 3712 4096 4523 4992 5504 6059 665617296 8021 8789 960010453 


4 651 4 992 5 376 5 S 03 I 6 272 6 784 I 7 339 7 936 | 8 576 I 9 301 10 069 [10 8 S 011 733 
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terminal service of haulage which is performed at second terminal 
stations. ^ 

Let the sums chosen to compute charges for that portion of the first 
terminal service of truckage which is rendered at first terminal stations 
during a period of half a day, be 300^ per ton of load, and, during a 
period of one day, 6ood per ton of wagon, including profit To correct 
the fveights added on account of empty wagons^conveyed, let 400^/. per 
ton, or two-thirds of 600^, be employed as a factor with the unaltered 
weights of wagons in computing charges for that portion of the first 
terminal service of truckage which is rendered at first terminal stations 

Let the sums chosen to compute charges for the second terminal 
service of truckage, rendered during a period of two days, be i 20 od. per 
ton of load and i 2Qod per ton of wagon, including profit. To correct 
the weights added on account of empty wagons conveyed, let 'Zood, per 
ton, or two-thirds of i 20 od , be employed as a factor with the unaltered 
w^eights of wagons in computing charges for the second terminal service 
of truckage. 

Let the sum chosen to compute charges for that portion of the first 
terminal service of truckage which is rendered at second terminal stations 
in reference to empty wagons, during a period of one day, be 600^. per 
ton, including profit. The weights of wagons carrying loads have been 
mci eased by one-half to include the conveyance of empty wagons, and, 
therefore, the sum named is applicable to one-third of the inci eased 
weights of wagons. Instead of altering the weights, let 200^ per ton, 
or one-third of 6ood be employed as a factor with the unaltered weights 
of wagons to compute charges for that portion of the first terminal 
service of truckage which is rendered at second terminal stations. 

Resulting from the employment of the respective sums mentioned 
as factors with the weights of loads and wagons, charges for the first 
and second terminal services of railage, haulage, and truckage, performed 
by the South Northern and West Eastern Railway Companies in 
reference to general merchandise carried in open and in covered wagons, 
are separately shown in the Examples 45, 46, and 47, following. 

When loaded wagons are conveyed from stations on one railway to 
stations on another railway, it is customary for the first company to 
convey them from the first terminal stations to appointed junctions, 
which may be called interjunctions, where the two railways meet, in 
order that they may be transferred either immediately, or after a short 
interval, to the second company, whose engines and staffs of men are 
subsequently employed to convey them to the second terminal stations 
Interjunctions are usually in proximity to stations, and trains stop at 
these places for the purpose of transferring wagons that begin or end a 
journey as well as wagons that begin or end a part of a journey, A 
service of stoppage performed by one railway company may be deemed 
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to have the same value whether it be a terminal or an interjunctional 
service. ' 

When a railway company has running powers on a section of another 
railway, in some cases its locomotives and staffs of men are employed to 
convey wagons between stations on the two railways directly, or without 
depositing them in sidings at in terj unctions where the two railways 
meet In most cases, lio we ver, each company conveys the wagoq^s on 
its own section of railway, and transfers them to the other company at 
interjunctions ; the wagons remaining m sidings for a short period before 
the journeys are resumed. ^ 

Let it be assumed that wagons, loaded or empty, conveyed between 
stations on the South Northern Railway and stations on the West 
Eastern Railway, are invariably transferred by one company to the other 
company at interjunctions. 

Let the stoppage of a train to detach wagons and place them in 
sidings at an inteijunctiSn be called the first interjunctional service of 
stoppage, and let the stoppage of a train at an interjunction to attach 
wagons for the purpose of resuming their journeys, be called the second 
interjunctional service of stoppage. 

In reference to general merchandise carried in open and in coveied 
wagons, let the sum of i*200^, per ton of load and wagon, including 
taxes and profit, be employed to compute charges for the first or second 
interjunctional service of stoppage performed by the South Northern 
Railway Company, and let the sum of r28ody per ton of load and 
wagon, including taxes and profit, be used to compute charges for the 
first or second interjunotional service of stoppage performed by the 
West Eastern Railway Company. These sums correspond with the 
sums, per ton of load and wagon, employed in Example 44 to compute 
charges for the first and second terminal services of stoppage performed 
in regard to the same kinds of merchandise conveyed by the two railway 
companies mentioned, conjointly. In Example 48 (pp. 332-333), there- 
fore, the charges in Example 44 may be repeated to form charges for 
the first and second interjunctional services of stoppage to transfer 
general merchandise carried in open and in covered wagons passing 
between stations on the South Northern Railway and stations on the 
West Eastern Railway. 

Let it be supposed that the average period of time during which 
wagons remain m sidings at an interjunction before being conveyed to 
second terminal stations is half a day — a quarter of a day in the sidings 
of the South Northern Railway Company and a quarter of a day in the 
sidings of the West Eastern Railway Company. 

Let the intei junctional services of railage, haulage, and truckage, be 
respectively termed first and second interjunctional services according to 
the order in which they are fulfilled. 



RAILWAY RATES 


326 

EXAMPLE 45 


THE SOUTH ^ORTHERN AND WEST 
General metchandtse canned in open and in coveied wagons — 


Nos OF Grades 

m 

10 ; 

ra 

12 

13 

14 

15 

16 t 

1 

17 


Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Ions 

Aa Distinguishing w eights of 










loacTs . . { I ) 




5 l 

si 

4 i 

4 ^ 

Oa 

^ 0 
jrcr 

Average weights of wagons {5 
tons +2} tons for empties) 





n 



7 i 



7i 

7i 

7i 


1\ 

7 i 

7 i 

Ba. Distinguishing weights of 




6 i 



4 J 



loads . . {2) 

Average weights of w agons (5^ 

— 

7§ 

8 i 

6 i 

Si 

SI 

Si 

si 

Si 

4-1 

4 . 

Si 

3# 

Si 


Si 

tons + 2I tons for empties) 

0- — 

Si 

Unit-weights of loads . . 

Piopoitionate weights of 

I 

I 

I 

I 

I 

I 

I 

I 

I 

wagons . . ... 

I 

luF 

lAy 

lU 

IM 


If# 

2 


Totals 

2 

2— L 






3 

OtA- 

OliO 


Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 


of load 

of load 

of load 

of load 

load 

of load 

of load 

of lo-id 

of load 


if 

if 

cf 

d 

d 

d 

d 

d 

d 

Charges for a portion of the 










1st terminal ser\ice of lail- 
age rendered either by the 










South Northern or the West 
Eastern Railway Company, 
coffiputed at i^od per ton 










of load . 

And at 20od per ton of 

ISO 

150 

•150 

150 

150 

ISO 

150 

150 

ISO 

wagon . 

Total charges for a portion of 
the 1st terminal service of 
railage rendered by the 
South Northern or the West 

200 

220 

240 

267 

293 

'327 

360 

400 

440 

350 

370 

390 

417 

443 

1 '477 

1 510 

SSO 

590 

Eastern Railway Company 

Charges for the 2nd terminal 










service of railage rendered 
either by the South North- 
ern or the West Eastern 










Railway Company, com- 
puted at ’6ood per ton of 










load . . 

And at 400// per ton of 

600 

600 

*600 

600 

600 

600 

•600 

600 

600 

wagon 

Charges for that portion of the 

400 

•440 

'480 

S 33 

SS 7 

653 

•720 

800 

S80 

1st terminal service of rail- 










age wEich IS rendered at 2nd 
terminal stations, computed I 
at 100^ per ton of wagon 

Total chaiges for the 2nd and 
a portion of the ist terminal 
ser\ice of railage rendered 
by the South Northern or 
the West Eastern Railway 

100 

no 

*120 

133 

147 

■163 

I So 

200 

220 

I 100 

1 150 

1*200 

I 266 

I 334 

I 416 

I 500 

I 600 

I 700 

Company . . . 

Total charges, including taxes. 










for the 1st and 2nd terminal 
services of railage rendered 
by the South Northern 










and the West Eastern 










Railway Companies, con- 
jomtiy ...... 

_.V Ifc- — - 

1 450 

1 520 

I 590 

I 683 

1 777 

I S93 

2 010 

2 150 

2 290 

































ILLUSTRATED BY EXAMPLES 


327 


EASTERN RAILWAY COMPANIES CONJOINED 

Charges for the first and second ter7m7ial services of lailage. 


18 

19 

1 

1 20 

21 

1 22 

23 

24 

25 

26 

27 

28 

29 

30 

31 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

3 i 




2 * 

I>-^ 




m 

li 

l-Ar 

I 

— 

1\ 

7i 

7i 

7i 

7i 

7^ 


7i 


7i 

7i 

7i 

7^ 

— 

Z-h 

3i 


1 

! 23 

2 | 

2 rT 

lif 

m 

It 

l^ 

li^ 

li 

ii^ 

I 

Si 

Si 

Si 

Si 

Si 

Si 

Si 

Si 

Si 

. Si 

Si 

Si 

Si 

Si 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 


m 

2 U 

3^ 

ZH 

Zi^ 

4irV 

4it 

St/V 

SH” 


6ii 

71^ 




ZU 

4irV 

4U 


StV 

sff 

6 iV 

m 

7tt 

7ii 

m 

9i^t 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
^of load 

• d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d. 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

ISO 

150 

150 

150 

ISO 

150 

150 

150 

ISO 

150 

ISO 

ISO 

•ISO 

150 

00 

0 

527 

5S0 

640 

707 

7 So 

860 

947 

I 040 

1*140 

I 253 

I 373 

I 500 

1-633 

630 

■677 

730 

790 

857 

930 ; 

I 010 

I 097 

I 190 

I 290 

I 403 

I 523 

I 650 

1 783 

600 

600 

600 

600 

600 

600 

600 

'600 

600 

600 

600 

600 

600 

600 

960 

I 053 

I 160 

I 280 

I 413 

1 560 

I 720 

1 893 

2 080 

2 280 

2 507 

2 747 

3 000 

3 267 

240 

263 

290 

320 

353 

390 

430 

473 

520 

570 

627 

687 

750 

S17 

I '800 

I 916 

2050 

2 200 

2 366 

2550 

2 750 

2 966 

3 200 

3450 

3734 

4034 

4 35 °! 

4 6S4 

2430 

2 593 

2 780 

2 990 

3-223 

3480 

3 760 

4 063 

4*390 

4 740 

5 137 

5 '557 

6 000 

6467 
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EXAMPLE 46 


THE SOUTH NORTHERN AND WEST 
General merchandtse car) led m open and m covered wagons— 


Nos OF Grades 


A2 Distinguishing weights of 
loads . (i) 

Average weights of wagons (5 
toils -r 2 .\ tons for empties) 


B2 Distinguishmg w eights of 
loads . . (2) 

Average w eights of w agons ( 5^ 
tons + 2| tons for empties) 


Unit-weights of loads , 
Proportionate weights of 
wagons . 



Charges foi a portion of the 
1st terminal ser\ice of haul- 
age performed either by the 
South Northern 01 the West 
Eastern Railway Company, 
computed at 300^;' per ton 
of load 

And at jifiod per ton of 
wagon 

Total charges for a portion of 
the 1st terminal semce of 
haulage performed by the 
South Northern or the West 
Eastern Railway Company 


Charges foi the 2nd terminal 
service of haulage performed 
either by the South Noi th- 
em or the West Eastern 
Railway Company, com- 
puted at I 200^ per ton of 
load 

And at Sootf per ton of 
wagon . . 

Charges for that portion of 
the 1st terminal seruce of 
haulage which is pejsfoimed 
at 2nd terminal stations, 
computed at 200^^ per ton 
of wagon . 

Total charges for the second 
and a portion of the ist 
terminal service of haulage 
performed by the South 
Northern or the West East- 
ern Railway Company . 


Per ton Per ton ' Per ton 1 Per ton Per ton Per ton 1 Per ton Per ton Per ton 
of load of load , of load of load ^load I of load of load of load 1 of load 

d d \ d \ d d \ d \ d d \ d 


400 1 440 ' 480 j 533 587 653 720 800 , 8S0 


700 1 740 7S0 i '833 j 887 953 I I 020 1 1 100 I iSo 


I 200 I 200 I 200 I 200 I 200 I 200 I 200 I 200 I 200 

Soo 88o 960 I 067 I 173 I 307 I 440 I 600 I 760 



200 j 220 240 267 293 327 360 400 440 


2 200 I 2 300 I 2 400 I 2 534 I 2 666 | 2 834 | 3 000 | 3 200 3 4OO 


Total charges for the ist and 
2nd terminal serMces of 
haulage performed by the 
South Northern and the 
West Eastern Railway 

Companies, conjointly . . 2 900 3 040 3 180 3 367 3 553 3 787 4 020 4 300 4 580 
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EASTERN RAILWAY COMPANIES CONJOINED 

Charges for the first and second terminal se) vices of haulage 


18 

19 

1 20 

21 

22 

23 

24 

"5 

26 

27 

28 

29 

30 

31 

Tons 

Tons 

, Tons 

Tons 

Tons 

1 Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

3 i 


[ 24 

1 

2| 

2 ITT 



I5- 

14 

iH 

1} 

iiV 

I 

— 

7 i 

72 

! 7l 

74 

7I 

74 

7 i 

7 i 

74 

74 

7 i 

7 i 

7 # 

— 

3 A 

34 


2^ 

2| 

24 


i-H- 

It 

14 

I It 


14 

I 

Si 

Si 

Si 

Si 

Si 

Si 

Si 

Si 

Si 

Si 

Si 

Si 

Si 

Si 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 


u 

2H- 

3/0 

3 H 

STit 

44 

4jI 

54 

5 H 

6* 


74 

S 4 

3ii 


334 

4-4 

4 H 

4 f^ 

54 

5 xj- 

64 

6!i 

74 

7 li 

Sil 

94 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load, 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

300 

300 

300 

300 

300 

300 

300 

300 

300 

300 

300 

300 

300 

300 

960 

I 053 

I 160 

I 2S0 

I 413 

I 560 

I 720 

I S93 

2 OSO 

2 2S0 

2 507 

2 747 

3 000 

3267 

I 260 

I 353 

I 460 I 5S0 

I 713 

I 860 

j 2 020 

2 193 

2 380 

2 5S0 

2 807 

3047 

3 300 

3 567 

I 200 

I 200 

I 200 

I 200 

I 200 

I 200 

I 200 

I 200 

I 200 

I 200 

I 200 

I 200 

I 200 

I ’200 

I 920 

2 107 

2 320 

2 560 

2 S27 

3 120 

3440 

3 787 

4 160 

4560 

5013 

5 493 

6 000 

6 533 

0 

00 

527 

580 

640 

707 

7S0 

860 

947 

I 040 

I 140 

I 253 

I 373 

I 500 

I 633 

3 600 1 

3834 

4 100 

4 400 

4 734 

5 100 

5 500 

5 934 

6 400 

6 900 

7 466 

8066 

8 700 

9 366 

4 860 

5 187 

5360 

5 980 

6447 

6 960 

7 520 

8 127 

8 780 

9 480 

10 273 

II 113 

12 000 

12 933 
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EXAMPLE 47 


RAILWAY RATES 


THE SOUTH NORTHER'^ AND WEST 
Genei al 7 nertha 7 tdise ca 7 }ied iiz opett and tn covered wago^is — 


Nos OF Grades 

9 

10 

II 

12 

^3 

14 

15 

16 

17 


Tons 

Tons 

Tons 

Tons 

; Tons 

Tons 

Tons 

Tons 

Tons 

A 2 . Distinguishing weights of 



6 i 

5 l 


4 i 

4 l 

: 3 f 


loads . . . . (r) 

A\er^ge weights of wagons (5 

7 i 

6| 

si. 

3 -^ 

7 i 


7 i 



7 i 

tons + tons for empties) 

7 i 

7 i 

7 i 

1 7 i 

7 ^ 

7 i 

B2. Distinguishing weights of 




6i 

Si 

si 


4 i 


loads , ... (2) 


1 \ 

6i 

4 § 

3 ^ 

Average weights of wagons 


8i 

Si 

Si 

1 

8i 1 


Si 

8i 

8i 

tons + 2| tons for empties) 


SJ 

Unit-w'eights of loads . 
Proportionate weights of 

B 

I 

I 

I 

IV^ 

I 

I 

lii 

I 


wk 

wagons . . , 

B 





mm 

Totals 

2 


^■h 


2 ^ 



3 

3 A 


Per ton 

Per ton 

Per ton 

Per ton 

P^^r ton 1 

Per ton ! 

Per ton 

Per ton 

Per ton 


.fload 

of load 

of load 

of load 

of load i of load 

of load 

of load 

of load 


d 

d 

d 

d 

^ 1 

d 

d 

d 

d 

Charges for a portion of the 





1 





1st terminal semce of truck- 
age rendered by the South 
Northern or the West 










Ea^^em Railway Company, 
computed at 300^/ per ton 
of load 

'300 

•300 

300 

300 

300 

'300 

300 

300 

300 

And at 400^/, per ton of 





SS 7 



800 

880 

w^agon 

Total charges for a portion of 
the I St terminal service of 
truckage rendered by the 
South Northern or the West 

1 400 

440 

0 

00 

533 

653 

720 




700 

740 

7S0 


^S 87 

953 

I 020 

I 100 

I iSo 

Eastern Railway Company 

Charges for the 2nd terminal 










service of truckage rendered 
by the South Northern or 
the West Eastern Railway 
Company, computed at 

I 200^ per ton of load 

I 200 

I 200 

I 200 

I 200 

I 200 

I 200 

I 200 

I 200 

I 200 

And at %ood per ton of 










wagon . . 

800 

880 

960 

I 067 

1 173 

I 307 

I 440 

I 600 

i 760 

Charges for that portion of the 










1st terminal service of truck- 










age which IS rendg-ed at 
2nd terminal stations, com- 










puted at 2 Qod per ton of 







360 



wagon . , . . 

Total charges for the 2nd and 
a portion of the rst terminal 
service of truckle rendered 
by the South Northern or 
the West Eastern Railway 

'200 

220 

240 

267 

293 

327 

400 

440 


2 200 

2 300 

2 400 

2 534 

2666 

2834 

3 000 

3 200 

3400 

Company . 

Total charges for the 1st and 










2nd terminal services of 
trackage rendered by the 
South Northern or the West 
Eastern Railway Company 

2 900 

3040 

3 iSo 

3 367 

3 553 

3 787 

4 020 

4 300 

4580 


























ILLUSTRATED BY EXAMPLES 


00 ^ 


EASTERN RAILWAY COMPANIES C0N70INED 

Changes for the f7 st and second tenmnal se)-vices of irtakage^ 


iS 

19 

20 

21 

22 

23 

24 

25 

26 

27 

28 

29 

30 

31 

Tons 

Tons 

Tonti 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

J)S 

21-5 

2 — 

2| 

2:;v 


iH- 

li 


tii 

li- 

IlV 

I 

0 

— 



7 i 

7 i 

7 i 

7 i 

7 i 

7 i 

7 i 

7 i 

7 i 

7 i 

7 i 

— 

o *■» 

:>TS 

3 i 


2"- 

2 | 





41 


li 


I 

Si 

Si 

Si 

Si 

Si 

Si 

Si 

Si 

Si 

8i 

Si 

8i 

8i 

8i 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 


^ j 0 


3 .^ 

3 K 

3 ii 


4 ^S 

SirV 

53 i 


6if 

7 ii 


3 lt 

2 ^- 3 . 
Ou u 

3 "^ 

4 inr 


4 -H 

5 ;^ 




7 tu 

7 M 



Per ton 
of load 
(i 

Per ton 
of load 
d 

Per ton 
of load 

Per ton 
of load 
d 

Per ton 
of load 
oT 

tf*er ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d. 

300 

300 

300 

300 

300 

300 

300 

•300 

300 

300 

300 

•300 

300 

300 

960 

I 053 

I 160 

I 2S0 

I 413 

I 560 

I 720 

1 893 

2 080 

2 280 

2507 

2747 

3 000 

3 267 

1 r 260 

I 353 

I 460 

1 580 

BB 



2 193 

2*380 

2 580 

2 807 

3 047 

3 300 

3 567 

I 200 

I 200 

I 200 

I 200 

I 200 

1 200 

I 200 

1 200 

I 200 

1 200 

I 200 

I 

I 200 

I 200 

l'20O 

1 920 

2*107 

2 320 

2 560 

2 S27 

3 120 

3440 

3 787 

4 160 

4 560 

5013 

5 493 

6 000 

6 533 

4SO : 

527 

580 

640 

707 

7S0 

860 

947 

1*040 

I 140 

I 253 

I 373 

1*500 

I '633 

3 600 

3834 

4 100 

4 400 

4 734 

5 100 

5 500 

5 934 

6 400 

6 900 

7 466 

8 066 

8 700 

9366 

4 860 

S 1S7 

S 560 

S 9S0 

6447 

6 960 

7 520 

8 127 

8 780 

9 480 

10 273 

II 113 

12 000 

12 933 




























RAILWAY RATES 


EXAMPLE 48 


THE SOUTH NORTHERN AND WEST 
Genets al merchandise cained in open and in coveied ivagons — 


Nos OF Grides 

9 

10 

II 

' 12 

13 

14 

15 

16 

\ ^7 


Tons 

Tuntj 

Tons 

' Tons 

Tens 

Ions 

Tons 

Tuns 

Tons 

Distinguishing weights of 
loads . (r) 

7l 


6i 

1 

_S2 

5l 

4^ 

I 

3 'o 

3 nr 

Average weights of wagons (5 
tons +2} tons for empties) 

7l 

<-r2 1 

/ J j 


7i 

7 j 

7l 

7\ 

7\ 

7\ 


B2 Distinguishing weights of 
loads (2) 

A\ erage w eights of wagons (5^ 
tons + 24 tons for empties) 


Unit'W eights of loads 
Proportionate w eights of 
wagons 


Charges for the 1st or 2nd 
mterjunctional service of 
stoppage performed by the 
South Northern Raihva\ 
Compan} , computed at 
I 2O0d per ton of load 
And at i 200^ per ton of 
wagon 

Total charges for the ist or 
2nd mterjunctional &ei\ice 
of stoppage due to the South 
Northern Railway Company 


Charges for the rst or 2nd 
mterjunctional service of 
stoppage perfoimed by the 
West Eastern Railway 
Company, computed at 
I 7&od per ton of load 
And at i 280^ per ton of 
wagon 

Total charges for the 1st or 
2nd mterjunctional* service 
of stoppage due to the 
West Eastern Railway 
Company 


Total charges, including taxes, 
for the 1st and 2nd mter- 
junctional services of stop- 
age performed by the South 
Northern and West Eastern 
Railway Companies, con- 
jointly 



I 2S0 I 2?o I 280 I I 280 I 280 I 280 I 2S0 I 2S0 I 280 
I 280 I 408 I 536 I I 707 I S77 2 091 2 304 2 560 2 S16 


; 560 I 2 688 2 816 I 2 987 3 157 3 371 3 5S4 3 S40 4 096 


4 960 1 5 208 1 S 45^ I 5 787 6 117 I 6 531 6 944 7 440 7 936 
























ILLUSTRATED BY EXAMPLES 


333 


EASTERN RAILWAY COMPANIES CONJOINED 

Chm ges fo7 the first a7id semtd intej'junchonal services oj stoppage 


iS 

19 

20 1 

21 

22 

23 

24 

25 

26 

27 

28 

29 

30 1 

3 t 

Tons 

Tons j 

Tons , 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

3 i 


25 

1 

■ 23 

2 ■Jo’ 



19 


i-H 

i-i- 

ItV 

0 

I 

— 

i \ 

7 l 

7i ! 


7i 

7i 

7i 

7i 

7i 

7i 

7i 

7i 

7i 

— 

Zh 


H 

2} 

2| 

2l^0 

iH 





li 

iiV 

I 

8i 

Si 

■ 

Si 

Si 

Si 

Si 

Si 

Si 

Si 

Si 

Si 

Si 

Sj 

I 

n| 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 


oua 

“0 u 

2:i 

3 :fir 


3 t^ 

4^(1 

4 H 

S/u 



6}S 

7H 


sit 


31 f 

4 u 7 

4 j^ 

4 H 

5 A 

sit 

6 /( 3 - 

m 

7 -^\ 

7 U 



Per ton 
of load 
ct 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 















1 

; I 200 

I 200 

I 200 

I 200 

I 200 

I 200 

I 200 

I 200 

I 200 

I 200 

I 200 

I 200 

I 200 

I 200 

j 2 SSo 

1 

1 

3 160 

3 4S0 

3 840 

4 240 

4 680 

5 160 

5 680 

6 240 

6 840 

7 530 

8 240 

9 000 

9 800 

1 4 oSo 

4 3'>o 

4 6S0 

5 040 

5 4^0 

5 SSo 

6 360 

6 880 

7 440 

8 040 

8 720 

9440 

}lO 200 

II 000 

i ! 

I 2S0 

I 2SO 

I 2S0 

I 280 

I 280 

I 2SO 

I 280 

I 2S0 

1 

1 

I 280 

I 280 

I 280 

I 280 

I 2S0 

I 280 

1 3072 

i : 

1 

3 371 

3 712 

4 096 

4523 

4992 

5 504 

6-059 

6 656 

7 296 

8 021 

8 789 

9 600 

10 453 

4 352 

4651 

4 992 

S 376 

5803 

6 272 

1 6784 

7 339 

7 936 

8576 

9 301 

10 069 

10 880 

II 733 

8432 

9 011 

9 672 

jio 416 

II 243 

12 152 

13 144 

14 219 

IS 376 

16 616 

18 021 

19 509 

1 21 oSo 

22 733 
































RAILWAY RATES 


334 

EXAMPLE 49 the south northern and west 


General merchandise catrted tn open and in coveted soagons — Charges for 


Nos OF Grades 

9 

10 i II 1 

12 

13 

14 j IS j 

16 

A2, Distinguishing weights of loads . (i) 

Average eights of wagons (5 tons + tons 
for empties) . . . 

Tons 

7 i 

74 ., 

Tons 1 

6i 

7 i 

Tons ' 

6i 

7 i 

Tons 

5 i 

7 i 

Tons 

5 i 

7 \ 

Ton;, 

4 § 

7 h 

Tons 

4 l 

7 i 

Tons 

Oo 

. 7 i 

B2. Distinguishing weights of loads . (2) 

Average weights of wagons (5| tons + 2f 
tonSfifor empties) 


7 i 

Si 

Si ’ 

6i 

Si 

S 3 

8i > 

S\ 

Si 

4 i 

Si 


Unit'W eights of loads 

Proportionate weights of wagons 

Totals 

I 

I 

I 

I-ilF 

I 

I 

ol 0 

V 0 

I 

I 1 

1 


2 



2^ 

2^i 

2 U 

Charges for the ist or 2nd interjunctional 
service of railage rendered by the South 
Northern Railway Company, computed at 
0750^ per ton of load 

And at 0750^ per ton of wagon 

Total charges for the ist or 2nd mter- 
junctional service of railage due to the 
South Northern Raihvay Company 

Charges for the ist or 2nd interjunctional 
service of railage rendered by the West 
Eastern Railway Company, computed at 
0750^ per ton of load 

And at 0750^ per ton of wagon 

Total charges for the 1st or 2nd inter- 
junctional service of railage due to the 
West Eastern Railway Company . . . 

Per 
ton of 
load 

0750 

0750 

Per 
ton of 
load 
d 

0750 

0825 

Per 
ton of 
load 
d 

0750 

0900 

Per 
ton of 
load 
d 

*0750 

1000 

! 

ton of 
load 
d 

0750 

1100 

Per 
ton of 
load 
d 

0750 

1225 

Per 
ton of 
load 
d 

0750 

1350 

t 

1500 

1575 

1650' 1750] 

•1850 

I975I 2 IOO| 

0750 

0750 

0750 

0825 

0750 

0900 

0750 

1000 

1 

•0750 

JIOO 

0750 

•1225 

0750 

1350 

< 

1500 

1575 

1650 

*1750 

1850 

1975 ' 

2100 


Total charges, including ta\es, for the ist 
and 2nd interjunctional services of railage 
rendered by the South Northern and West 
Eastern Railway Companies, conjointly 

*3000 




•3700 

*3950 

*4200 


Charges for the 1st or 2nd interjunctional 
service of haulage performed by the South 
Northern Railway Company, computed at 
150^^ per ton of load . ... 

And at 150^^ per ton of wagon 

Total charges for the ist or 2nd inter- 
junctional service of haulage due to the 
South Northern Railway Company . . 

Charges for the ist or 2nd mterjunctional 
service of haulage performed by the West 
Eastern Railway Company, computed at 

1 50tf per ton of load . 

And at 1 50^^ per ton of wagon 

Total charges for the. 1st or 2nd inter- : 
junctional service of haulage due to the 
West Eastern Railway Company 

150 

150 

150 

165 

n 

150 

180 

150 

200 

150 

220 

ISO 

245 

•ISO 

270 

*1 

300 

315 

330 

350 


395 

420 

450 

150 

ISO 

150 

165 

•150 

180 

•150 

200 

150 

220 

ISO 

•245 

150 

270 

150 

•300 

300 

*315 

330 

350 

370 

395 

420 

■ 450 

Total charges for the ist and 2nd inter- 
junctional services of haulage performed 
by the South Northern and West Eastern 
Railway Companies, conjointly . 

600 

630 

*660 

700 

•740 

•790 

840 

900 

Charges for the ist and 2nd interjunctional 
services of truckage rendered by the South 
Northern or the West Eastern Railw^ay 
Company, computed at 300^^ per ton of 
load ... 

And at *3oo^f per ton of wagon . 

Total charges for the 1st and 2nd inter- 
junctional services of truckage rendered 
by the South Northern or the West 
Eastern Railway Company 

'300 

300 

•300 

330 

300 

360 

88 

300 

440 

*300 

490 

'300 

540 

300 

600 

600 

630 

66q 

1 700 

740 

790 

S40 

900 
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EASTERN RAILWAY COMPANIES CONJOINED 


the Jifst and second 27 iie 7 junctional sei'Vices of 7 ailage^ haulage, and truckage 


17 

IS 

19 

1 20 

21 

22 

23 

24 

25 

26 

27 

28 

29 

30 

3 X 

Tons 

Tons 

Tons 

Tons 

Inns 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

3 A 

3 l 

2 ]^ 

2- 

2 i 

2to 


m 



Hi 

li- 

ItV 

I 

— 

7 i 

7i 

7i 

7 i 

7 i 

7 i 

7 i 

7 J 

7 i 

7 i 

7i 

7i 

7 ^ 

7 i 

— 

31 - 


3 ^ 

21-5- 


2i 

2^ 



x-? 


iH 

xT 

XxV 

I 

Sj 

Si 

Si 

Si 

Si' 

Si 

Si 

Si 

Si 

Si 

Si 

Si 

Si 

#8i 

Si 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 



2-H 

2JJ 

3717 

3 ^ 


4 tt 

4 H 

5 i^ 

5 H 

6t\ 


7 i ^ 

8^ 


3^ 


Stl- 

4 tV 

4 ^^ 

4 % 

5 ^ 

5 ^ 

1 6 ^ 


7 tV 

7 ^ 

8H 

9 w 

’ Per " 

Per 

Per 

Per 

Per 

Per 

Per 

Per 

Per 

Per 

Per 

Per 

Per 

Per 

Per 

ton of 

ton of 

ton of 

ton of 

ton of 

ton of 

ton of 

ton of 

ton of 

toft of 

ton of 

ton of 

ton of 

ton of 

ton of 

load 

load 

load 

load 

load 

load 

load 

load 

load 

load 

load 

load 

load 

load 

load 

d 

d 


d 

d 

d 

d 

d. 

d 

d 

d 

d 

d 

d 

d 

0750 

0750 

0750 

0750 

0750 

•0750 

0750 

0750 

0750 

0750 

0750 

0750 

0750 

-0750 

*0750 

1650 

1800 

1975 

2175 

2400 

‘2650 

% 

2925 

3225 

3550 

3900 

4275 

4700 

5150 

5625 

6125 

2400 

2550 

2725 

2925 

3150 

3400 

3675 

3975 

4300 

4650 

5025 

5450 

5900 

6375 

•6875 

•0750 

0750 

0750 

0750 

0750 

0750 

0750 

0750 

0750 

0750 

0750 

0750 

0750 

0750 

0750 

1650 

1800 

•1975 

2175 

2400 

2650 

2925 

3225 

3550 

3900 

4275 

4700 

5150 

^625 

6125 

2400 

2550 

2725 

2925 

3150 

3400 

3675 

3975 

4300 

4650 

5025 

5450 

5900 

6375 

6875 

1 4800 

1 

5100 

5450 

__ 5 j 5 o 

6300 

6S00 

735 Q 

7950 

8600 

. '9300 

I 0050 

I 0900 

I 1800 

1 2750 

I 3750 


150 

150 

150 

150 

150 

150 

150 

150 

150 

150 

150 

‘I50 

X50 

X5O 

p; 33 o 

360 

395 

435 

480 

530 

'585 

645 

710 

780 

855 

940 

I 030 

I 125 

I 225 

*480 

■sio~l 

545 

585 

630 

680 

735 

795 

860 

930 

I 005 

I 090 

I 180 

1 275 

I 375 

150 

ISO 

150 

150 

150 

1 *150 

150 

150 

150 

•ISO 

•150 

150 

150 

X50 

150 

*330 ; 

360 

395 

435 

480 

530 

5S5 

645 

710 

7S0 

855 

940 

1 030 

X 125 

X 225 

4S0 1 

! 510 

545 

5S5 

630 

”68^ 

735 

795 


930 

I 005 

I 090 

I 180 

I 275 

I 375 

960 

I 020 

I 090 

I 170 

I 260 

I 360 

I 470 

1 590 

I 720 

I 860 

2 010 

2 iSo 

2 360 

2 550 

2 750 

i 

•300 

0 

300 

300 

300 

300 

300 

300 

300 

'300 

300 

300 

300 

300 

300 

300 

660 

720 

790 

S70 

960 

I 060 

I 170 

I 290 

I ''420 

I 560 

I 710 

I 880 

2 060 

2 250 

2450 

960 

I 020 

I 090 

I 170 

1*260 

I 360 

1 470 

I 590 

I 720 

I 860 

2 010 

2 iSo 

2 360 

2 550 

2 75 ° 

















336 RAILWAY RATES 

Let the sum chosen to compute charges for the first or second inter- 
junctional service of railage rendered during a quarter of a day by either 
of the two railway companies mentioned, be 0750^* of load and 

wagon, including taxes and profit 

Let the sum chosen to compute charges for the first or second inter- 
junctional service of haulage performed during a quarter of a day by 
eith^ of the two railway companies mentioned, b^e 150^^. per ton of load 
and wagon, including profit. 

Let the sum chosen to compute charges for the first and second in- 
terjunctional services of truckage rendered during half a day by which- 
ever of the two railway companies mentioned provides wagons, be *300<^, 
per ton of load and wagon, including profit. 

Resulting from the employment of the respective sums mentioned, 
charges for the first and second interjunctional services of railage, haul- 
age, and truckage, performed, jointly or singly, by the South Northern 
and West Eastern Railway Companies in reference to general merchan- 
dise carried in open and in covered wagons, are shown in Example 49 
(PP- 334 - 335 )- 

In addition to the interjunctional sei vices of stoppage, railage, haul- 
age, ‘"^nd truckage, fulfilled in regard to merchandise conveyed between 
stations on different railways, junctional services of the same denomina- 
tion are also performed in reference to a part of the traffic In some 
instances, wagons are conveyed from first terminal stations to interjunc- 
tions by two or more stages, and from in terj unctions to second terminal 
stations by two or more stages. In other cases, wagons are conveyed to 
and from the interjunctions directly, or without being placed, temporarily, 
in sidings at junctions or other intermediate places of transfer. 

With reference to the South Northern and West Eastern Railway 
Companies conjoined, let the total weight of loaded and empty wagons 
conveyed by more than two stages between first terminal stations and 
interjunctions and between interj unctions and second terminal stations, 
be increased in the manner shown in Chapter V, so that when added to 
the weight of loaded and empty wagons conveyed by two stages between 
the places named, the total weight shall be equivalent to a weight of 
loaded and empty wagons conveyed on each of the two railways by two 
stages only, excluding stoppages at interjunctions. Let it be supposed 
that the weight thus obtained is equal to one-fifth or two-tenths of the 
total weight of loaded and empty wagons conveyed by the two railway 
companies, conjointly. 

Let the stoppage of a train to transfer wagons at a junction be 
deemed to be equal in value to the stoppage of a train at a terminal 
station, both places being on the same railway. 

Charges for two junctional services of stoppage performed by the 
South Northern Railway Company and for two junctional services of 
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stoppage performed by the West Eastern Railway Company are to be 
apportioned to the total weight of loaded and empty wagons conveyed 
between stations on the two railways, although they are assumed to be 
incurred in relation to one-fifth only of that weight, taking both railways 
into account 

The sum chosen to compute charges, including taxes and profit, for 
one terminal service gf stoppage performed by the South Northern 
Railway Company is i 20Qd, per ton of load and wagon, and for^ two 
services, 2 400^. per ton of load and wagon. The sum chosen to com- 
pute charges, including taxes and profit, for one terminal service of 
stoppage performed by the West Eastern Railway Company is i zZod 
per ton of load and wagon, and for two services, 2*5 6o^/. per ton of load 
and wagon. Instead of reducing the weights of loads and wagons by 
four-fifths or eight-tenths, it is preferable to alter, in a corresponding 
degree, the respective sums to be employed as factors with the weights. 
Therefore, let *240^/, or oiie-tenth of 2*400^, and *256^., or one-tenth of 
2’56 o^, be respectively employed as factors with the unaltered weights of 
loads and wagons to calculate charges, including taxes and profit, 
applicable to merchandise in every division of traffic, for two junctional 
services of stoppage performed by the South Northern Railway 9 om* 
pany, and two junctional services of stoppage performed by the West 
Eastern Railway Company, in relation to merchandise conveyed by the 
two railway companies conjointly. 

Let it be supposed that the average length of time that wagons 
remain in sidings at junctions and other intermediate places of transfer, 
awaiting removal, is half a day. 

Let it be assumed that the junctional services of railage, haulage, and 
truckage, in proportion to the length of time during which they are 
fulfilled, are respectively equal in value to the terminal services of rail- 
age, haulage, and truckage. The sums that have been chosen to com- 
pute charges, including taxes and profit, for the last-named services are 
as follows : — 

Terminal service of railage ^'^ood per ton of load and wagon, per day. 

Terminal service of haulage ' 6 Qod per ton of load and wagon, per day. 

Terminal service of truckage 6 ood per ton of load and wagon, per day. 

The sums, therefore, to compute charges, including taxes and profit, 
for junctional services of the same denomination, fulfilled in regard to 
one-fifth or two-tenths of the total weight of loads and wagons during 
half a day, will be as follows . — 

Junctional service of railage *150^. peiT:on of load and wagon. 

Junctional service of haulage '^ood, per ton of load and wagon. 

Junctional seivice of truckage *300^. per ton of load and wagon. 
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RAILWAY RATES 


EXAMPLE 50 


THE SOUTH NORTHERN AND WEST 


Gene} al menJia7tdne ca}?ied tn opoi and z}i coveted zeagons 


Nos OF Grades 

9 

10 


12 

i 3 

14 

15 

16 

17 


Tons 

1 ons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tuns 

A2 Distinguislimg v, eights of 


6| 

6i 


Si 

4 l 




loads . . (i) 

Average weights of wagons 

41 

7 i 

'->4 

Oo" 

7 i 

3 -h 





7 i 

7 i 

tons + 2^ tons for empties)^ 

7 i 

7 ^ 

7} 

7 i 

B2 Distinguishing \\ eights of 


7 l 

6S 


5 l 

si 

4 l 



loads (2) 

Average weights of vv agons (5! 


64 

S| 

4 i 

Si 

3 f 

Si 


Si 

Si 

Si 

tons 4- 2 j tons for empties) 

— 

Si 

Unit- weights of loads 
Proportionate weights of 

I 

I 

I 


I 

I 

I 

I 

I 

wagons . 

r 


Ho 




lit 

2 

2^ 

Totals . 

2 

2-^- 

J u 

"o U 



2^ 


3 

3 A 



Per ton 

Per ton ^ Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 



of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load 



d 

d 

d 

d 

d 

d 

d 

d 

Charges for two junctional ser- 










vices of stoppage perfomied 
by the South Northern 
Railway Company, com- 
puted at 24.od per ton of 










load 

And at 240d per ton of 

240 

240 

240 

240 

240 

240 

240 

240 

240 

wagon ... . . 

Total charges for two junc- 
tional services of stoppage 
due to the South Northern 

240 

264 

2SS 

320 

352 

392 

1 432 

480 

528 

4S0 

504 

528 

560 

592 

632 

j 672 

720 

768 

Railway Company 

Charges for two junctional ser- 










vices of stoppage performed 
by the West Eastern Rail- 
way Company, computed at 
2 $ 6 od. per ton of load . 
And at •2560^^ per ton of 

2560 

2560 

2560 

2560 

2560 

2560 

2560 

2560 

*2560 

wagon . . 

Total charges for two junc- 
tional services of Stoppage 
due to the West Eastern 

2560 

2816 

3072 

3413 

• 37 SS 

4182 

4608 

j 

5120 

5632 

11 




6315 

6742 

7168 

•7680 

8192 

Railway Company . . . 

(Or say) ...... 





632 

674 

717 

768 

819 

Total charges, inciudmg taxes, 










for four junctional services 










of stopple performed by 
the Sou A Northern and 
the West Eastern Railway 










Companies, conjointly . 

992 

I 042 

I 091 

I 157 

I 224 

1*306 

1 3S9 

I 488 

1587 
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EASTERN RAILWAY COMPANIESj C0^70INED 

— Cha7ges for two interjimctional services of stoppage 


iS 

19 

j 20 

21 

23 

23 

24 

25 

26 

27 

28 

29 

30 

31 

Tons 

1 

Tons 

j Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

lonf 

Tons 

3 i 



2| 

2A 


m 


irV 

Hi 

n 

ItV 

I 

— 

ih 

7 i 

7 i 

7 ^ 

7 i 

7 h 

7 l 

7 i 

7 i 

• 7 i 

7 i 

1 7 i 

7 i 

— 


3 i 



2f 

2l^ 



It 

II^ 

iH 

H 

iiV 

I 

Si 

Si 

81 

Si 

Si 

Si 

Si 

Si 

Si 

Si 

Si 

Si 

Si 

Si 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 


2H 

m 

3in> 

3 i« 



4:2 

5'h 


6.V 

632- 

7 \% 


31'} 

o1 0 

3j7 


4 ^ 

4 a -0 

4 jf 


5 To 


6H- 

7 s\ 

75 -^ 

8if 

9jV 

Per ton 
of load 
d. 

Per ton 
of load 
d 

Per ton 
of load 
if 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

t 

Per ton 
of load 
d 

’240 

240 

240 

240 

*240 

*240 

240 

240 

240 

240 

240 

240 

240 

240 

576 

632 

696 

76S 

S48 

93S 

I 032 

I 136 

I 248 

I 368 

I 504 

' I 64S 

I Soo 

1*960 

*816 

872 

936 

I 008 

I 08S 

I 176 

I 272 

1 376 

I 488 j 

I 608 

1 744 

I 888 

1 2 040 

2 200 

•2560 

•2560 

2560 

•2560 

2560 

2560 

2560 

2560 

2560 

2560 

2560 

2560 

I 

2560 

2560 

6144 

6741 

7424 

S192 

9045 

9984 

I 1008 

I 2117 

I 3312 

I 4592 

1 6043 

« 

I 7579 

I 9200 

2 0907 

0 0 

00 CO 

9301 

930 

9984 

998 

I 0752 

I 075 

I 1605 

I 161 

I 2544 

I 254 

1 3568 

I 357 

I 4677 1 
1468 1 

1 5872 

1 587 

I 7152 

I 715 

I 8603 : 
I 860 : 

20139 

2 014 

2 1760 
2 176 

2 ‘3467 
2347 

r 686 

I 802 

I 934 

2 083 

2 249 

2430 

2 629 

2 844 

307s 

3323 

3 604 

3 902 

4*216 

4 547 
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RAILWAY RATES 


t 


THE SOUTH NORTHERN AND WEStl 


Gemial merchandise earned m open and in covered wagons — ChaygeA 


Nos OF Grades 

9 

10 

II 

12 

13 

14 

15 

16 


Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

A2. Distinguishing eights of loads . . (i) 



6i 

sf 

si 

4l 


3f 


Average \v eights of wagons (5 tons + 2\ tons 









1 

for empties) . 

11 


ll 

7 l 

71 

7^ 

71 

71 


B2. Distinguishing w eights of loads . (2) 

— 

7i 

6i. 

6i 

5i 

5 i 

4l 

4i 


Avei*^ge weights of wagons {5^ tons 4- 2| 









' 

tons for empties) 

— 

Si 


Si 

Si 

Si 

_8i 



Unit- weights of loads . . 

I 

I 

I 

I 


I 

I 

I 

- 

Proportionate weights of wagons .... 

I 


I/V 



I-llT 


2 


Totals . . • . . ‘ 

2 1 

2iVl 

2^1 

2-1-1} 


2U} 

2-H 

3 



Per 

Per 

Per 

Per 

Per 

Per 

■"Per ' 

Per 



ton of 

ton of 

ton of 

ton of 

ton of 

ton of 

ton of 

ton of 


load 

load 

load 

load 

load 

load 

load 

load 



d 

d 

d 

d 

d 

d 

d 

d 


Charges for the junctional service of railage 










rendered by the South Northern Railway 










Conipanj^, computed at 01 $od per ton of 










load 

0150 

0150 

0150 

0150 

0150 

0150, 

0150 

01 

And at 0150^ per ton of wagon 

0150 

•0165 

oiSo 

0200 

0220 

0245 

0270 

030c 

Total charges for the junctional sei\ice of 



t 







railage due to the South Northern Rail- 










w^ay Company 

0300 

0315 

0330 

0350 

0370 

0395 

0420' 

0456 

Charges for the junctional service of railage 










rendered by the West Eastern Railway 










Company, computed at 0150^^ per ton of 










load ... 

0150 

0150 

0150 

0150 

0150 

0150 

0150 

•OISO 

And at oi50tf per ton of wagon 

0150 

0165 

0180 

0200 

*0220 

0245 

0270 

0300 

Total charges for the junctional service of 









j 

railage due to the West Eastern Railway 










Company . . . ..... 

0300 

0315 

0330 

*03^ 

0370 

0395 

0420 

^4 


Total charges, including taxes, for the junc- 










tional services of railage rendered by tlie 










South Northern and the West Eastern 










Railw^ay Companies conjointly 

060 


066 

•070 

074 

079 

084 

•09f 


Charges tor the junctional service of haulage 










performed by the South Northern Railway 










Company, computed at 030^/ per ton of 










load 

030 

030 

030 

030 

030 

•030 

030 

03® 


And at 030^^ per ton of w^agon 

030 1 

033 

036 

040 

044 

049 

OS4 

o6<i' 

Total charges for the junctional servnee of 










haulage due to the South Northern Rail- 










way Company . 

060 

063 

066 

070 

074 

079 

084 

090 

Charges for the junctional service of haulage 






■ 




perfoimed by the West Eastern Railway 










Company, computed at 030£/ per ton of 










load . ... . . 

030 

030 

030 

-030 

030 

030 

030 

030 

And at •030£f. per toiT of wagon 

030 

033 

036 

040 

044 

049 

054 

060 ' 

Total charges for the junctional seivice of 










haulage due to the West Eastern Railway 










Company . .... . . 

060 

063 

~o 66 

070 

~ 074 ~ 

079 

'T 

00 

0 

090 

Total charges for the junctional services of : 










haulage performed by the South Northern 










and the West Eastern Railway Companies, 










conjointly . . . 

120 

126 

•132 

140 

*148 

158 

168 

1 *180 

Charges for the junctional services of truck- 


HiH 








age rendered by the South Northern or the 










West Eastern Railway Company, con^- 










puted at Q^od per ton of load . ^ . . 


*060 

060 

060 

060 

060 

•060 

'060 

And at odocf per ton of wagon . 


066 

072 

080 

088 

098 

loS 

•120 

Total charges for the junctional services of 










truckage rendered by the South Northern 










or the West Eastern Railway Company , 

120 

126 

132 

140 

•148 

•158 

168 

‘180 
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EASTERN RAILWAY COMPANIES CONJOINED 
for the jtmdzoml services of railage, haulage^ and truckage 
















342 RAILWAY RATES 

Instead of reducing the weights of loads and wagons by four-fifths or 
eight-tenths for the purpose of apportioning the charges, it will be more 
convenient to let the weights remain unaltered, and to lessen, in a cor- 
responding degree, the sums to be employed as factors with the weights 
Accordingly, the sums to be used as factors with the unaltered weights 
of loads and wagons in order to compute charges, including taxes Ind 
profit, applicable to merchandise in every division of trgfific for the June 
tional services of lailage and haulage fulfilled by the South Northern 
and \\ est Eastern Railway Companies, respectively, will be one-tenth 
of each of the sums ii}.entioned, stated as follows 


Junctional service of railage^ rendered by 

the South Northern Railway Company j wagon. 

Junctional service of railage rendered by] -0150^^. per ton of load 
the W est Eastern Railway Company J and wagon. 


oisoif per ton of load 
and wagon. 


Toral osood 


Junctional seivice of haulage pei formed by] 
^ the South Noithern Railway Company J 
Junctional service of haulage peiformed by] 
the West Eastern Railway Company J 

Total 


030d per ton of load 
and wagon 

030^ pel ton of load 
and wagon. 

o 6 od 


Whichever company provides wagons, the whole of the service of 
truckage will be rendered by that company. ^ Therefore, the sum to be 
mployed as a factor with the unaltered weights of loads and wagons to 
compute charges applicable to merchandise in eveiy division of traffic, 

w’'Tp r rendered by the South Northern or 

named, Ltd 2” Jo, "ri 

Junctional service of truckage rendered hy-\ 

the South Northern or the West Eastern I 

Railway Company j ^nd wagon 

Resulting from the employment of the respective sums mentioned, 
charges for four junctional seivices of stoppage, and for the junctional 
services of railage, haulage, and truckage, relating to general merchan- 

an!? open and in covered wagons by the South Northern 

d West Eastern Railway Companies, conjointly, are shown in Ex- 
amples 50 and 51 (pp. 338-3^1) 

With regard to general merchandise conveyed in open and in 
covered wagons by the South Northern and the West Eastern Railway 
Companies, conjointly, let the sums chosen to compute charges, inclusive 
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of profit^ for each terminal service of porterage be S’oood per ton of load 
and per ton of wagon carrying the load The ^weights of wagons 

have been increased by one-half to include the conveyance of empties. 
To correct the weight added on account of empty wagons, let 1*000^., or 
two-thirds of i*500<^., be employed as a factor with the unaltered weights 
of wagons in computing charges for each terminal service of porterage. 

Let the sum chosen 4 :o compute charges, inclusive of profit, for each 
terminal service* of clerkage be 750^. per ton of load and w^on, 
including the weight of empty wagons conveyed. 

The above-mentioned sums correspond with those chosen to compute 
charges for the first and second terminal services of porterage and clerk- 
age performed with regard to general merchandise conveyed in open and 
in covered wagons by the South Northern Railway Company. 

With regard to traffic shared by two railway companies, each com- 
pany may be expected to include, m its returns to the Board of Trade, 
the weight of merchandise^ carried on its own system. Therefore — 

Let the charges for risk, to which each of the two railway companies 
is entitled, be computed at ‘i8od per ton of load and *120^. per ton of 
wagon, including the weight of empty wagons conveyed. 

Let the charges for extraneous services, to which each of the’M:wo 
railway companies is entitled, be computed at *060^. per ton of load and 
wagon, including the weight of empty wagons conveyed 

Resulting from the employment of the respective sums mentioned, 
charges for the first and second terminal services of porterage and 
clerkage, and for risk and extraneous services, relating to general mer- 
chandise conveyed in opeji and in covered wagons by the South Northern 
and the West Eastern Railway Companies, conjointly, are shown in 
Examples 52, 53, 54, and 55 following. 

The object of the illustrations is to show the sums constituting rates 
and charges, per ton of load, that are to be paid by the trader It is, 
however, needful that the rates and charges due to each of two railway 
companies, jointly engaged in the transport of merchandise, should be 
indicated also ; and in the preceding Examples the necessary distinc- 
tions have been made. 

With regard to the terminal services of railage and haulage, the 
amount due to each of the two railway companies will vary, according 
as the services are fulfilled at first or second terminal stations; the 
successive services being unequal in extent and value. 

It is to be noted that the railway company which provides wagons 
renders the following services of truckage • — 

The interterminal service of tiuckage relating to loads and wagons. 

That part of any service of stoppage which consists of truckage 
relating to loads and wagons. 
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RAILWAY RATES 


f 


EXAMPLE 52 

THE SOUTH NORTHERN AND WEST 
Genet al menhattdise cartud in open and zn coveted 'wagons — 


Xos OF GrA-DES 

9 

10 

II 

12 

13 

14 

IS 

16 

17 


Tons 

Tons 

Tons 

Tons 

Tpob 

Tons 

Tons 

Tons 

Tons 

A2. Disfnguishing weights of 










loads . . . (i) 

Averg^e eights of wagons 


6| 

6i 

si 

si 

7 i 

4 l 

7 J 

4 i 

7 i 

-i 4 

3 l% 

(5 tons -r 2^ tons for empties) 


7 i 


7 ^ 

7 l 

7 i 

B2 Distinguishing w eights of' 



6 i 

6i 

Si 

Si 



■■ 

loads . . . (2) 

Average weights of wagons 


7 i 

4 « 


B 





(5^ tons + 2f tons foi 
empties) 

— 

00 

Si 

00 

Si 

81 

8i 


Si 

Unit- weights of loads 
Proportionate v, eights of 

I 

I 

I 

I 

I 

I 

I 


I 

wagons 

I 


I/d 

^ U 0 

t 14 

u 0 

r 

>(7 

1“-^ 



Totals . . 

2 


O-H- 

-'u 0 


2I -t 


2“^ 

3 

Stht 


Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 


of lond 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load 


d 

d 

d 

d 

d 

d 

d 

d 

d 

Charges for the ist or 2nd 










t&ninal senice of porterage 










peiformed by the South 
Northern Railway Com- 
pany, computed at 3 000^ 
per ton of load . . 

3 000 

3000 

3 000 

3 000 

3 000 

3 000 

^ 000 

3 000 

3 000 

And at i oood. per ton of 









wagon . . 

I 000 

I IOC 

I 200 

I 333 

I 466 

1 633 

1 800 

2 000 

2 200 

Total charges for the ist 01 










2nd terminal service of 










porterage performed by the 
South Northern Railway 





r 










i 1 




Company . . . 

4 000 

4 100 

4 200 

4 333 

4 466 

4 633 

4 800 

5 000 

5 200 

Charges for the ist or 2nd 










termmal semce of poiterage 
performed by the West 
Eastern Railway Company, 
computed at 3 oood per 










ton of load 

And at i ooo^f pei ton of 

3000 

3000 

3 000 

3 000 

3 000 

3 000 

3 000 

3 000 

3 000 

wagon . 

r 

Total charges for the ist or 
2nd terminal serwee of 
porterage performed by the 
West Eastern Railway 

I 000 

I 100 

I 200 

1 

1 

i 

I 333 

I 466 

i 

1 633 

I 800 

2 000 

2 200 





4 466 

4633 

4 800 

5 000 

15 200 

Company . , . 

Total charges for the 1st and 

mill 

mmi 


imm 






2nd tennmal services of 
porterage performed by the 
South Northern and the 
West Eastern Railway 
Companies, conjomtly . . 

S'ooo 

^ 200 

8 400 

8 666 

S 932 

9 266 

9 600 

10 000 

1 

0 
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EASTERN RAILWAY COMPANIES CONJOINED 

enlarges for the fifst and second ter77iinal services of porterage 


iS 

19 

20 

21 

22 

23 

24 

25 

26 

27 

28 

29 

30 

31 

Tons 

Tons 

Tons 

Tons 

Tans 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 



• 









/ 


3l 


2 } 

2 | 





ItV 

I'H 

li 


I 

— 

7 '^ 

7 i 

7 i 

7 i 

7 i 


7 i 

7 i 

7 ^ 

7 i 

7 i 

7i 

7 i 

— 

3^ 

3 J 

2]l 

2 I 


2 * 

114 


19^ 



li 

irV 

I 

Si 

Si 

Si 

Si 

Si 

Si 

Si 

Si 

Si 

Si 

8 J 

Si 

Si 

Si 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 

I 


2l^ 


3 /.T 

340 . 


4-Tr 

4 H 

5 /ir 

5 0 0 

63 V 


7 lf 

SjV 



3^t 

4-Su 


4 ^- 

5 A 

5^1 



74j\ 

rn 

Sfi 

9 ;^ 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

d 

d 

d 

d 

d 

d 

d 


d 

d 

d 

d 

d 

d 

3 CX 30 

3 000 

3000 

3 000 

3000 

3 000 

3 000 

3 000 

3 000 

3 000 

3 000 

3 000 


3 000 

2 400 

2 633 

2 900 

3 200 

3 533 

I 3 900 

4300 

1 

4733 

5 200 

5 700 

6266 

6 866 

7 500 

8 166 

5 400 

5 633 

5 900 

6 200 

6533 

6 900 

7 300 

7 733 

S 200 

8 700 

9 266 

9 866 

10 500 

II 166 

3 000 

3 000 

3 000 

3 000 

3 000 

3 000 

3 000 

3 000 

3 000 

3 000 

3 000 

i 

3 000 

3 000 

3 000 

2 400 

2 633 

2 900 

3 200 

3 533 

3 900 

4300 

1 

4733 

5 200 

5 700 

6 266 

6 866 

7 500 

8 166 

5 400 


5 900 

6 200 

6 533 

6 900 

7 300 

7 733 

8 200 

8 700 

9 266 

9866 

10 500 

II 166 

xo Soo 

II 266 

[II Soo 

12 400 

13 066 

13 Soo 

14 600 

15-46,6 

16 400 

17400 

18 532 

19 732 

21 000 

22 332 
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RAILWAY RATES 


EXAMPLE S3 

THE SOUTH NORTHERN AND WEST 
Ge}2e) al vm Jiandise canted tn opt,ti and in coveted wagons 


Nos OF Grades 

9 

10 

II 

12 

13 

14 

15 

1 

16 

17 

i 


Tons 

Tons 

Tons ] 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

A2. Distinmishms: eights of 



1 







loadF** . . , (i) 

Average weights of wagons 

7 i 


6 i \ 

5 i 

SJ 

7 i 

'41 

7 i 

o 4 - 

Oo 

7 i 

0 '^ 

(S tons + 2 \ tons for empties) 

7 l 

7 l 

7 \ 

7 i 

7 i 

7 \ 

B2 Distinguishing weights of 

r 









loads . , . . (2) 

Average weights of wagons 

— 

7 i 


6i 

si 

5 i 

4 b 

4 i 

si 

(5^ tons -r 2j tons for 
empties) 

— 

SJ 

Si 

Si 

Si 

00 

Si 

00 

H 

Unit-weights of loads 
Proportionate weights of 

I 

I 

I 

I 

I 

i I i 

I 

Hi 

I 

I 

w^agons . . 

I 

I* 



t 3 + 


2 

Totals . . 

2 




m 



3 

sA 


Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

1 Per ton 1 Per ton 


of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

' of load 


d 

d 

d 

d 

d 

d j 

d 

d 

d 

Charge for the 1st oi 2nd 










terminal service of cleikage 










performed by the South 
Northern Railway Com- 
pany, computed at ^^od 
per ton of load , . . 

750 

750 

*750 

750 

750 

750 

750 

750 

75 ° 

And at T^od per ton of wagon 

Total charges for the ist or 

750 

825 

900 

I 000 

1 100 

I 225 

I 35 ° 

I 500 

1 650 

2nd terminal ser\’ice of 






! 




clerkage performed by the 
South Northern Railway 





r* 





I 500 

I 575 

1 650 

1 750 

1 850 

I 975 

2 100 

2 250 


Company . 

Charges for the 1st or 2nd 










terminal service of clerkage 
performed by the West 
Eastern Railway Company, 
computed at 750^f per ton 










of load 

750 

750 

750 

750 

750 

750 

750 

75 ° 

750 

And at 750^ per ton of wagon 

Total charges for the ^rst or 
2nd terminal service of 
clerkage performed by the 
West Eastern Railway 

750 

825 

900 

1 

I 000 

1 100 

I 225 

I ‘350 

I 500 : 

i 

I 650 


I 575 

I 650 

I 750 

I 850 

I 975 

2 100 

2 250 

2 400 

Company , 

Total charges foi the 1st and 









i 

2nd terminal services of 










clerkage performed by the 
South Northern and the 
West Eastern Railway 
Companies, conjointly 

3 000 

3 ISO 

3300 

3 500 


3 950 


4 500 

I 

1 

1 

4 800 

1 
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EASTERN RAILWAY COMPANIES CONJOINED 
— Chmges fo? the fiist and second ieimmal se^viies ofcle^kage 


iS 

19 

20 

21 

22 

23 

'24 

25 

26 

27 

28 

29 

30 

31 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 


2H' 

2-} 

' 23 

2fu 

lii 


ir 

lA 





— 

1h 

7 i 

71 

71 

7 l 

7 i 

7 l 

7 i 

7 l 

7 i 

74 

7 l 

7 i 

— 

3 ::\ 

08 

2]r^ 

2^ 

2i 

2-\ 


m 

•% 

iiV 

iH 



I 

Si 

Si 

Si 

Si 

Si 

Si 

Si 

Si 

Si 

H 

Si 

Si 

Si 

Si 

I 

I 

I 

I 

I 

I 

I 

I 

I 

1 

I 

I 

I 

I 

2^0 

2^S 

2^^ 

3 /cr 

3 ^ 

3li 

4 A 

4 H 

0 j 0 

5 V 0 

6A 

6SS 

7n 


3H 

3 H 


4 A 

4 H 

4U 

s-^ 

mm 

A ff 

611 

7^\ 

7 IJ 

m 

9tV 

Per ton 
ot load 
d 

Per ton 
of load 
d. 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

> 

Per ton 
of load 
d 

7SO 

I 8oo 

75° 

I 97S 

750 

2 175 

750 
2 400 

75° 
2 650 

750 
2 925 

75° 
3 225 

750 

3550 

750 

3 900 

750 

4275 

750 
4 700 

750 
5 150 

750 

5S25 

750 

6 125 

2 550 

2 725 2 925 

3 150 

3 400 

3 67s 

3 975 

4300 

4650 

5025 

5450 

5 900 

6 375 

6875 

75 ° 

I Soo 

7 S 0 

I 97S 

75° 
2 I7S 

750 

2 400 

75° 
2 650 

750 

2 925 

750 
3 225 

750 

3550 

1 

750 

3 900 ! 

j 

750 

4275 

750 

4700 

•750 
5 150 

•750 

5 625 

'•750 

6 125 

2 55° 

2 725 

2925 

3 150 

3 400 

I3675 

3 975 

4300 

4650 

5025 

5 45° 

j5 9oo 

6 375 

6875 

5 100 

5 45° 

SS50 

6 300 

6 Soo 

7 350 

7950 

1 

i 

8 600 

1 

9300 

10 050 

10 900 

II Soo 

12 750 

13 750 
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RAILWAY RATES 


EXAMPLE 54 


THE SOUTH NORTHERN AND WEST EASTERN 


Geiiei al me 7 chandtse car} led in open and 


Nol^ OF Grades 

9 

10 

1 

12 

13 

14 

> " 
15 

16 

17 

A 2 . Distinguishing weights of 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

loads . . . . (i) 

Average weights of wagons (5 


6| 

6 i 

51 


4f 

4 i 



tons + tons for empties) 


7 i 


71 

7 i 

7 i 

7 i 

7 i 

7 i 

B2 Distinguishing weights of 










loads . ... (2) 

— 

7 i 


6 i 

5 S 

5i 

4i 

4 i 

3i 

Average w eights of wagons ( 




tons + 2| tons for empties) 

— 

Si 

Si 

Si 

Si 

Si 

Si 

Si 

Si 

Unit- weights of loads . . 

Proportionate weights of 

I 

I 

I 

I 

f 

I 

I 

I 

I 

wagons 

I 

^ oM 

I-7V 

ns- 




2 

A- 

Totals 

2 


27V 

2-3-2- 


2H 


0 

r 


Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 


of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

Charges for nsk undertaken 





d 


d 

d 

d 

by the South Northern Rail- 
w^ay Company, computed 
at iSo^f per ton of load 
And at per ton of 

'I80 

180 

iSo 

•180 

iSo 

180 

iSo 

iSo 

180 

1 

wagon 

'120 

132 

144 

160 

176 

196 

•216 

240 

264 

Total charges for nsk under- 










taken by the South North- 
ern Railway Company • 










300 

312 

324 

340 

356 

376 

396 

420 

444 

Charges for nsk undertaken 










by the West Eastern Rail- 
way Company, computed 
at i%od pel ton of load 

180 

iSo 

180 

iSo 

•iSo 

iSo 

■ iSo 

180 

•iSo 

And at ‘I20£f per ton of 








wagon , . , 

Totals charges for nsk under- 
taken by the West Eajgtern 
Railway Company . . 

120 

132 

*144 

160 

176 

196 

216 

*240 

264 

*300 

312 

*324 

340 

356 

376 

396 

•420 

444 

Total charges for nsk under- 










taken by the South North- 
ern and the West Eastern 



1 






I 

Railway Companies, con- 
jointly 

600 

624 

648 

•680 

712 

752 

•792 

S40 

i 

888 
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R\ILWAY COMPANIESj CONJOINED 

tn coveied uagons — Chatges for7isk 


iS 1 

19 i 

20 * 

21 

22 

1 23 

24 

25 

26 

27 

28 

29 , 

#30 

31 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons i 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

; 3 l 


z} 

23 





TO ' 

% 

lit 

li- 


I 

— 

^ 7 i 

n 

7 i 

7 i 

7 i 

7 i 

7 i 

7 i 

1 

7 \ 

7 i 

7 \ 

7 i 

7 i 

— 

3 ^ 

1 

3 i 



2| 


m 

i-A 

n 

IW 

m 

li- 1 

ifir 

I 

00 

8J 

84 

84 

84 

84 

84 

84 

84 

84 

84 

84 

84 

84 

I 

■ 

B 

I 

B 

B 

B 

I 

I 


I 

I 

I 

I 

m 

H 


SA 

D 

B 

B 

4 tf 

SttV 


6^ 

63 f 

7 M 


3 H 

3 U 

3 H 

4 A 



1 5 A 

5 H 


6H 

7 A 

7 M 

81 « 

9/0 

Per ton 

Per ton 

_ 1 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

of load 

of load 

of load 

of load 

of load ' 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

Jf load 

of load 

d 

d 

d 

d 

d 

d 

d 

d 

d 

d 

d 

d 

d 

d 

I So 

iSo 

180 

iSo 

iSo 

1 

iSo 

180 

180 

•180 

iSo 

180 

*iSo 

*iSo 

I So 

288 

316 

348 

00 

424 

468 

516 

•568 

624 

•6S4 

753 

S24 

900 

1 

*980 

468 

496 

528 

564 

604 

648 

696 

748 

804 

864 

932 

I 004 

I I 080 

1 

I 160 

180 

180 

•180 

180 

180 

•180 

•180 

180 

180 

180 

•180 

180 

180 

•180 

00 

00 

•316 

348 

384 

'424 

j 

•468 

516 

•568 

624 

684 

752 

824 

900 

980 

00 

'4 

496 

528 

564 

604 1 

648 

696 

748 

804 

’864^ 

932 

I 004 

I 080 

I 160 

936 

992 

I 056 

I 128 

I 208 

I 296 

I 392 

1 496 

I 608 

1 728 

1*864 

00 

0 

0 

2*i6o 

2 320 





































350 


RAILWAY RATES 


EXAMPLE 55 

THE SOUTH NORTHERN AND WEST EASTERN 
General mefckandtse earned tn open and 


Nos OF Grades 

9 

10 

II 

12 

13 

14 

15 

16 

17 

A2 Distinguishing weights of 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

<fTons 

Tons 

Tons 

loads . (i) 

Average weights of w^agons (t; 


61 

6i 

5l 

si 

4i 

4i 

3 t 

3 tu 

tons + 2j tons for empties) 

7i 

71 

71 

71 

7 l 

71 

71 

71 

71 

B2 Distinguishing weights of 

■1 

■■1 








loads ... • • (2) 


71 

6| 

6i 

5 l 

5l 

4i 

4l 


Average weights of wagons 




tons + 2| tons for empties) 


Si 

Si 

Si 

Si 

Si 

Si 

00 

Si 

Unit -weights of loads 
Proportionate weights of 

I 

I 

I 

I 

I 

I 

I 

I 

I 

wagons 

I 

I-JL 

J u 

Ifo 

iLa 


in 


2 

2-A 

Totals 

2 




211 

211 

2H 

3 

3/ir 


Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 

Per ton 


of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

of load 

Charge for extraneous ser- 

d 

d 

d 

d 

d 

d 

d 

d 

d 

vices performed by the 










South Northern Railway 
Company, computed at 
Q 6 od per ton of load 

And at 060^ per ton of 

060 

060 

060 

060 

060 

0 

VO 

0 

060 

060 

060 

wagon 

Total charges for extraneous 
services performed by the 
South Northern Railw^ay 
Company ... 

060 

066 

072 

080 

08S 

00 

o\ 

0 

108 

120 

132 

120 

126 

132 

140 

I4S 

158 

168 

180 

192 

Charges for extraneous ser- 










vices performed by the 
West Eastern Railway 
Company, computed at 
o 6 od per ton of load . 

*060 

060 

060 

060 

060 

060 

060 

060 

'060 

_And at o 6 od. per ton of 









wagon . . , 

Totah charges for extraneous 
services performed by the 
West Eastern Railway 
Company 

060 

066 

072 

oSo 

08S 

09S 

108 

120 

132 

120 

126 

132 

140 

I4S 

158 

*168 

iSo 

192 

Total charges for extraneous 

■v 

null 








services performed by the 
South Northern and the 
West Eastern Railway 
Companies, conjointly 

240 

1 

264 

2S0 

296 

3^6 

336 


•3S4 
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railway companies CON'JOINED 


in covey ed loagons — Charges for extraneous sey vices 


i iS 

19 

20 

21 

22 

23 

24 

25 

26 

27 

28 

29 

30 

31 

j Tons 

Tons 

Tons 

» Tons 

Tons 

Tuns 

Tons 

Tons 

Tons 

Tons 

Tons 

Tons 

Jpn, 

Tons 

3 i 


2} 


2^ 




lA 


li 

I* 



71 

71 

7 i 

/ 

71 

71 

7 i 

7 i 

7 l 

7 i 

7 i 

7 l 

7 i 

— 

3 iV 

3 h 


2} 

2| 

2irV 

Tin 

IXii 


If 



li 

itV 

I 

Si 

Si 

Si 

Si 

Si 

Si 

Si 

Si 

Si 

Si 

Si 

Si 

Si 

Si 

I 

I 

I 

I 

■ 

I 

I 

I 

I 

I 

I 

I 

I 

I 



2:-S 

0 r 
u 

H 

3:~ir 

477 


S ?7 


6A 




3 Vu 


3 :-^ 

4/0 

4^2 

4 Tfr 

5 A 

5 :^ 

6A 


77V 

7 -M 


9 ih 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 

d. 

Per ton 
of load 
d 

Per ton 
of load 
d. 

Per ton 
of load 

d. 

Per ton 
of load 
d 

Per ton 
of load 
d 

Per ton 
of load 
d 

060 

060 

060 

060 

060 

060 

060 

060 

060 

060 

060 

060 

060 

060 

144 

ISS 

174 

192 

212 

234 

2SS 

284 

312 

342 

376 

412 

45 ° 

*490 

204 

2IS 

234 

252 

. 

272 

294 

318 

344 

372 

402 

436 

472 

Sio 

550 

060 

060 

060 

060 

060 

060 

060 

060 

060 

060 

060 

060 

060 

060 

144 

iss 

174 

192 

212 

234 

258 

2S4 

312 

342 

376 

412 

450 

490 

204 

218 

234 

252 

•272 

294 

318 

344 

372 

402 

436 

472 

•510 

550 

40S 

436 

46S 

504 

544 

5S8 

636 


744 

804 

872 

944 

I 020 

1*100 


































352 RAILWAY RATES 

The first and second terminal services of truckage relating t^ioads 
and wagons. , / 

The first and second interjunctional services of truckage relating to 
loads and wagons. 

The junctional services of truckage relating to loads and wagons. 

But, under the conditions presumed, each railway company renders, 
on its own system, the following services of truckage : — ■ 

Tfcs interterminal service of truckage relating to the '‘instruments of 
power. 

That part of any service of stoppage which consists of truckage 
relating to the instrumenfs of power. 

A complete list of charges, per ton of load, stated in pence and frac- 
tions of a penny for terminal, interjunctional, and junctional services, 
liabilities, and obligations, applicable to general merchandise, conveyed 
between stations on the South Northern Railway and stations on the 
West Eastern Railway in open and in covered wagons provided by 
either of the two Railway Companies, is given in Example 56, the first 
of the three Examples immediately following. Reference to the No. of 
Example whence the charges have been taken is entered opposite the 
name of each description of service, liability, and obligation. 

In Example 57, numbered scales of rates, per ton of load, stated in 
pence and fractions of a penny, agreeing with those employed in 
Example ii, except that the grades extend from Nos 9 to 31 in- 
stead of from Nos. 7 to 29, are entered opposite the consecutive 
distances to which they refer. The initial distance on the South 
Northern Railway, to which the first scale of rates refers, is one mile, 
and the consecutive distances are multiples of one mile, extending from 
I to 200 miles, as before The rate of progression is increased, after 
IS miles, from one to two miles, and, after 65 miles, from two to three 
miles. The initial distance on the West Eastern Railway, to which the 
first scale of rates refers, is fifteen-sixteenths of a mile, and the consecu- 
tive distances are multiples of that fraction, extending from fifteen- 
sixteenths of a mile to 1873^ miles. The rate of progression is increased, 
after 14-^ miles, from fifteen-sixteenths of a mile to miles, and after 
doff miles, from miles to 2^ miles. At the head of the respective 
columns are entered the total charges, per ton of load, stated in pence 
and fractions of a penny, for terminal, interjunctional, and junctional 
services, liabilities, and obligations, taken from Example 56. 

Example 58 constitutes a complete Table (Table IX) of Rates and 
Charges, per ton of load, for general merchandise forming the first and 
second divisions of traffic, wh'en conveyed by the South Northern 
and the West Eastern Railway Companies conjointly. It is prepared 
by adding together the rates and charges contained in Example 57 to 
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\ 

form\caIes of united rates and charges, per ton of load, stated in shillings 
and pC^ce, together with the consecutive distances^ on each railway to 
which they refer. These distances extend from i to 200 miles on the 
South Northern Railway, and from -^l-ths of a mile to 187J miles on the 
West Eastern Railway. Fractions of a penny aie disposed of— those 
under a halfpenny being disregarded, and those amounting to a halfpenny 
and over being treated as pence. 

Joined with the rates and charges, per ton of load, by means qjirwhich 
they have been calculated, are entered the amounts, per distinguishing 
weight of load, printed in italics, due for distances of 1 5, 65, 140, and 200 
miles on the South Northern Railway, and 14?^, 60 ^, 
miles on the West Eastern Railway, respectively. When Tables of Rates 
and Charges are established for practical use, the amounts, per dis- 
tinguishing weight of load, due for each consecutive distance, should be 
calculated and entered so as to form a part of the contents of the Tables, 
in the manner shown in^the Example. 

The amounts chargeable for the transport of consignments of mer- 
chandise that are less than full loads, and whose weights come between 
the weights of loads distinguishing adjoining grades, must be calculated 
by means of the higher rates and charges applicable to the lesser v^ights 
of loads, unless, by so doing, the amounts yielded exceed the amounts 
calculated by means of the lower rates and charges applied to the greater 
weights of loads. The insertion, m each Table, of amounts, per dis- 
tinguishing weight of load, due for each consecutive distance, in proximity 
to the rates and charges, per ton of load, will tend to prevent clerks from 
entering wrong amounts in invoices wEen the circumstances are as 
described, and will also save the labour of calculation with regard to 
consignments that are full loads or less than full loads, whose weights 
correspond with the weights of loads employed to distinguish the grades 

Inasmuch as the ratio of the weight of empty wagons to the weight 
of loaded wagons, apart from the loads, conveyed one mile, is greater 
when general merchandise is conveyed by two railway companies, con- 
jointly, than when conveyed by one railway company, owing to restrictive 
rules governing the return of wagons to the owning, company, loa*ds of 
all magnitudes require to be advanced in grade in order that higher 
rates and charges occasioned by greater proportionate weights of wagons 
to unit-weights of loads may suitably apply. By increasing the weights 
of wagons by one-half instead of one-quarter, to include the conveyance 
of empties, the weights of loads remaining unaltered, the weights of 
loads employed to distinguish grades 7 to 29 in Table i, Example 12, 
are required to distinguish grades 9 to 31 in Table IX, Example 58, 
marking an advance of two grades for ^11 magnitudes of loads furnished 
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EXAMPLE 56 


RAILWAY RATES 


THE SOUTH NORTHERN i!^ND WEST 
Genefal fimchofidise cm i ted in open and m covered wagons — Coinpkie* nst of charges 


Nos OF Grades 

9 

10 

II 

12 

13 

14 

IS 

16 

~i 7 

Tons 

3 ^^ 

A2. Distinguishing weights of loads (i) 
Average eights of -wagons 

Add one-half of iveights of wagons, 
to include the weight of empt} 
wagons conveyed . . . 

Total V^ights of wagons 

Tons 

Tons 

65 

Tons 

61 

Tons 

Tons 

55 

Tons 

4 t 

Tons 

45 

Tons 

35 

s 

5 

2} 

5 

23 

s 

2l 

5 

*^2;^ 

5 

2} 

5 

25 

5 

25 

5 

2 \ 

7 i 

7I 

7 i 

7 i 

7 l 

7 f 

7 i 

7 i 

7 \ 

Bz Distinguishing weights of loads (2) 
Average w'eights of w^agons 

Add one-half of weights of w^agons, 
to include the weight of empty 
wagons conveyed .... 
Total weights of wagons . . 

— 

7 i 


6i 

55 

5 h 

4 i 

5 i 

2| 

do- 

3 l 


si 

23 

S§ 

23 

Si 

23 

5 i 

2j 

si 

23 

5 i 

23 

5 i 

2| 

— 

8J 1 8i 

Si 

8i 

8i 

Si 

8i 


Unit- weights of loads 

Proportionate weights of wagons 

I 

I 

I 

l/u 

I 

m 

m 

m 

m 

1 

2 

1 

Tot 

als . , . 

3 


2inr 

2il 

m 


m 

3 

3 w 

Ref to 
the Nos. 
of 

Examples 

44 

45 

46 

47 

48 

49 

50 

51 

52 

53 

54 

55 1 

Charges for the ist and 2nd 
terminal services of stop- 
page, mcludmg taxes . . 

Charges for the 1st and 2nd 
terminal ser\ ices of 1 adage, 

T including taxes . . 

Charges for the 1st and 2nd 
terminal services of haulage 
Charges for the 1st and 2nd 
teiminal services of truck- 
age ... 

Charges for the ist and 2nd 
interjunctional services of 
stoppage, including taxes 
'Charges for the 1st and 2nd 
interjunctional services of 
railage, including taxes 
Charges for the 1st and 2nd 

- interjunctional services of 

haulage . . 

Charges for the ist and 2nd 
interjunctional services of 
truckage , ... 

Charges for the four junctional 
services of stoppage, in- 
cluding taxes .... 
'Charges for the junctional 
service of railage, including 
taxes . . . 

- Charges for the junctional 

service of haulage . . . 

Charges for the junctional 
1 service of truckage 
: Charges for the 1st and 2nd 
terminal services of porter- 

age 

Charges for the 1st and 2nd 
terminal services of clerk- 
age . 

Charges for risk . . . 

Charges for extraneous ser- 
vices . 

Total charges for termmal, 
interjunctional, and junc- 
tional services, habdities, ^ 
and obhgations . 

Per 
ton of 
load 
d 

4 960 

1 450 

2 900 

2 900 

4 960 

300 

600 

600 

992 

060 

120 

120 

8 000 

3 000 
6 po 

240 

Per 
ton of 
load 
cf 

5 *208 

I 520 

3040 

3*040 

5 208 

315 

630 

630 

I 042 

063 

•126 

126 

8*200 

3 150 
624 

252 

Per 
ton of 
load 
d 

5456 

1 590 

3 180 

3 180 

5456 

330 

660 

660 

I 091 

066 

•132 

132 

8 400 

3 300 
648 

264 

Per 
ton of 
load^ 

d * 

5-787 

1 6S3 

3 367 

3 367 

5787 

r 

350 

700 

700 

X X 57 

070 

140 

140 

8 666 

3 500 
680 

280 

Per 
ton of 
load 
d 

6 117 

I 777 

3 553 

3 553 

6 117 

370 

740 

740 

I 224 

074 

148 

148 

8 932 

3 700 
712 

296 

Per 
ton of 
load 
d 

6 531 

rS 93 

3 7S7 

3 787 

6531 

395 

790 

790 

I 306 

079 

158 

•158 

9 266 

3950 

752 

*316 

Per " 
ton of 
load 
d 

6 944 

2 010 

4 020 

4 020 

6 944 

420 

840 

840 

I 3S9 

084 

168 

•16S 

9 600 

4 200 
792 

336 

Per 
ton of 
load. 
d 

7*440 

2 150 

4300 

4300 

7 440 

•450 

i 

900 

900 

I 488 

090 

•180 

180 

10 000 

4500 

•840 

360 

"P^ 

ton of 
load 
d 

7 936 

2 290 

4580 

4 S 3 o 

7 936 

*480 

960 

960 

X 5S7 

096 

192 

192 

10 400 

4 Soo 
888 

384 

[ 3 i*iS 03 i 33 174-34 545 

36_374 

38 20 X 

40 489 

42 775 

45 Ji 8 

48 261 








ILLUSTRATED BY EXAMPLES 
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EASTERN RAILWAY COMPANIES CONJOINED 

fo} iei mznai^nte} junctional^ and junctional services, liabilities, and obligations 







